=~ A 


ROE BN IT a Re es 


: 
" 


| 


is our 
business 


ALLIED VAN LINES firmly believe that every long-distance move should 


be perfect. Each man...each van... each piece of ALLIED equipment ALLIED agents are 


is selected to meet this strict standard. In rendering a NATIONWIDE listed in the classi- 


service to business and industry, ALLIED strives always to live up to its fied phone book. 


reputation as Number One on U. S. Highways. Ship the ALLIED way. 
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‘Now we recap hetore its too late 


























“U.S:’ Transportation Maintenance can help you conserve 
tires and cut operating costs just as it helped this trucker 
(name on request). It provides a simple, yet carefully 
planned and expertly handled program for making tires 
deliver every last mile of service built into them. Whether 
you operate 3 trucks or 300, have unusually severe service 
conditions or a routine operation, call in your U.S. Truck 
Tire Distributor today. 


U.S. ROYAL FLEETWA 


SERVING 
1230 SIXTH AVENUE, ROCKEFELLER 


THROUGH SCIENCE 


CENTER, NEW YORK 20, N. Y. 
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First choice of truck and bus operators who want the 
most tire miles for every certificate they spend. 


“Regular inspections bring to our 
attention the exact time each tire 
should be removed for recapping. 
This alone is a big time-saver 
because now we recap before it’s 
too late and save tires from blow- 
ing out on the highway. Duals 
are watched for size, and care- 
fully matched. That’s helped in- 
crease mileage and cut down 
delays due to tire failure. 

“But ‘U. S.’ Transportation 
Maintenance has helped us in 
other ways too. We now have a 
complete record of our entire 
stock showing the condition of 
the tire on every running wheel. 
We like the card mileage records 
because it gives us a true picture 
of our tire costs per unit.” 
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“Passing the spuds,” twelve bags at a time, is an easy 
chore for a Towmotor Fork Lift Truck, because Tow- 
motor can lift, move and stack loads weighing as much 
as 10,000 pounds. And that’s only part of the efficient 


handling operations possible with this one-man-gang! 


One man and Towmotor can hustle big pay loads at 
speeds as fast as 880 feet a minute . . . spot them on a 
hair-line or stack them girder-high, up to 25 feet, 


often doubling storage space. 


Doing it the Towmotor way means savings in time, 
space, manpower and money. Get complete details in 
the new Towmotor “DATA FILE.” Write Towmotor 
Corporation, 123] E. 152nd Street, Cleveland 10, Ohio, 


for your copy. 


TOWMOTOR 


THE 24-HOUR ONE-MAN-GANG 








THe Trarric Service Corp., 418 S. | St., Cuicago. Ill. Entered as 
March 3, 1879 


second class anuary 1, 1913, at the vostoffice at Chicago, Ill., under the Act of 





Trucks THAt co 
‘ QOKING FOR TROUBLE 


From the Ward LaFrance Truck Division fac- 
tories in Elmira 


zed mo rvice 


the equipment, and 
the traction needed to get other vehicles ovt 
of trouble. That's their main job --- hauling 
disabled tanks cro 
of battle, PY 


rucks are upholding 

a quarter f te reputation. After 

the war, the stamina and dependability of 

rd LaFrance rucks will be available - - - 

rs. IF you operate 

how you con 

ks specifically 

engineered to their jobs .-- on a basis which 

will add economy and efficiency to your 

operation. Competent engineering counsel 
is available right now- 


WARD LaFR 


D 
GREAT AMERICAN, IVISION 


olive @2NE INDUSTRIES, INC 
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ALANCED RECAPPING 


Exclusive with The Kraft System... 
ano your GENERAL TIRE DEALER 


@ Now... when you must save your precious 
truck tire carcasses—or you may not roll—more 
than ever, you need the absolutely uniform recap- 
ping quality that the General Tire-Kraft System 
alone assures you. 


Available only from your General Tire Dealer, 
no one else can offer you this 5-year proved 
nation-wide factory control method. No one can 
match his factory-trained men; his factory checked 
equipment. No one has his exclusive thermo- 
meters, gauges . . . controls for steam pressures, 
curing time and every other recap step. No one 
else brings you scientific balancing on the 
exclusive Kraft Balancer. 


For controlled quality ... for dependable extra KraFTheD 
mileage ... have your tires recapped by the Kraft ~—~~ 
System ... by truck tire experts who know how rar. or. 
to recap them right. Go to Truck Tire Head- 


quarters . . . to your General Tire Dealer. 


THE GENERAL TIRE & RUBBER CO. 
Akron, Ohio 
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—— . -. because it means go, 
go, go—with no let-down, 
three 8-hour shifts every day, fair 
weather and foul, for a daily aver- 
age of 375 miles. 


There can’t be any let-down... 
this is war! The loads are the life 
blood of a huge high-octane refin- 
ery—base stocks to make fuel for 
battle planes and bombers. 


Internationals were chosen for 
this exacting transport operation 
—30 of them! They haul base 
stocks from eight participating re- 
fineries by shortest, most direct 
routes, into the centrally located 
aviation gasoline plant of Asso- 
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A JOB 








As Tough As They Make ’Em 


for these 


| 30 INTERNATIONALS! 


ciated Refineries, Inc. 


It’s a job that takes 
everything — power, 
speed, rugged resist- 
ance to hard use, ability to get 
heavy loads through against any 
odds, every trip. These Model 
KS-11 Heavy-Duty International 
Tractor-Trucks measure up to it 
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with room to spare. They’re twin 
brothers, under the hood, of the 
hard-fighting International Half- 
Tracks; powered with the same 
famous International Red Dia- 
mond Engine. Their low operat- 
ing cost is backed by the country’s 
largest company-owned truck ser- 
vice organization. 


INTERNATIONALHARVESTER COMPANY 
180 N. Michigan Avenue, Chicago 1, Illinois 


BUY BONDS::-BUY MORE BONDS 4 








June 


ti 


tr 
ul 


SC 


INTERNATIONAL Yawcks | « 


2LD June 17, 1944 1607 





What these headlines mean 
to trailer buyers! 


hey can mean that the home supply of new trucks 
and trailers will be definitely limited for some 
time to come. 


is pushing two programs as fast as possible: 


I. New trailers. Trailmobile will make 

Why? Because the continental invasion of Europe its entire allotment of 
is the most gigantic land transport problem in his- 
tory. As our troops advance, every railroad, every 
road, every bridge will be dynamited by the enemy. 
Their aircraft will be bombing and strafing our 


new commercial 
trailers this year, without any let-up on the 


production of war equipment. 


saa 2. Service. Trailmobile is expanding the 
communications. Beg , d : 
number and facilities of its service locations 
vin Under these destructive condit ions, trucks and as fast as men and materials can be secured. 
the trailers will have to bear the entire burden of supply 
- until railroad lines can be restored. : ee 
alf See your nearest Trailmobile distributor or branch 
ime . 
ia And, the situation is being repeated on a smaller for new trailers, or service on your old ones. 
ai scale, perhaps, in the Pacific area. 
= 4 Trailmobile has 2-part program The Trailer Company of America 
ser- 
To help Motor Transport here at home, Trailmobile Cincinnati 9, Ohio Berkeley 2, Calif. 
ANY 
linois 
>_> 
) RAILMOBILE : 
, 


£. 


Commercial Trailers for War and Peace * The Vital Link in Flexible Transportation 
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steecstrraPp- PROTECTION... 


The Acme Seal on shipping packs is a “Seal of Good Will.” 
It marks a manufacturer who wants no “slips” when he ships 
... wants to be sure his product is “Bound to Get There” .. . 
whether it travels by land, by sea or by air. He realizes that 


“Manufacturing Perfection Needs Steelstrap Protection.” 


—And that protection pays in many ways... in shipping 
economies . . . saving in freight, reduction of pilferage and 
damage claims. — That’s why the more a manufacturer values 
his reputation, the more certain he is to be sure his products 


are “Bound to Get There” with Acme Steelstrap. 


DOC. STEELSTRAP is repre- 
sented by Acme engineers 
—men whose business is the 
reinforcement of shipping 
packs—from single contain- 
ers to car loads of freight. 
j & Today, on every fighting 
front, there is evidence of Doc’s 
skill—on cases, cartons and crates, 
on bales and on skid loads—on 
materiel and supplies from Army 
and Navy depots, from arsenals 
and from war industry. Strap has a 
full-time war assignment, part of 
a job that Uncle Sam calls “pack 
it right to reach the fight.” 

It’s the same job that we have 
always called making shipments 
“Bound to Get There.” When his 
war work is finished, Doc. will be 
ready to discuss the possibilities 
of steel strapping reinforcements 
for your post-war business. 


AUME STEEL CUMPANY 


2844 ARCHER AVENUE, CHICAGO 8, ILLINOIS 
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Follow Owners of All Makes to Your 


CHEVROLET 


DEALER'S 


S 
ow® You'll say 


Skilled, Trained 
Mechanics 


Special Tools and Go to ‘Automotive Service Headquarters.” 

Equipment .-- See your Chevrolet dealer today and 

at regular intervals. ... Let him help you 

Genuine Parts to keep your car or truck serving depend- 

ably and economically for the duration! 

Courteous, Efficient CHEVROLET MOTOR DIVISION, General Motors Corporation, DETROIT 2, MICHIGAN 
Service on All Get a 


Makes “SIX-STAR SERVICE SPECIAL” Today! 


BUY MORE WAR BONDS « « « SPEED THE VICTORY 
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“Yorick is our oldest employee” 


Alas, poor Yorick! He’s ’way behind the times. What he 
and his boss need are some up-to-date records... records 
that keep pace with modern high-speed production. 

Year in and year out, Uarco has been helping thousands 
of businesses improve their records... supplying business 
with forms that increase the efficiency of plant and office 
routine. Here are forms that put an end to guesswork and 
needless mixups caused by obsolete record keeping 
methods. Uarco forms put accurate information where it 
is needed, when it is needed. 

Eliminating duplicated effort is another job for Uarco. 
For, with these forms, 7 or 8 or more clear carbons can be 
made in a single operation... thus preventing errors due 


HANDWRITTEN RECORDS 


to excessive departmental record making. Uarco forms 
are especially made for your particular needs. They are 
designed either for handwritten use or for machine use, 
may be carbon interleaved or non-interleaved, may be 
used in a Uarco Autographic Register, typewriter, billing 
machine or tabulating machine. 

Why not find out today the many ways that Uarco forms 
can help your business? If existing forms will not solve 
your problem ... Uarco will design forms that will. A 
Uarco representative will gladly consult with you... 
without obligation on your part. 


UNITED AUTOGRAPHIC REGISTER COMPANY 
Chicago, Cleveland, Oakland e Offices in All Principal Cities 


TYPEWRITTEN RECORDS BUSINESS MACHINE RECORDS 


BETTER BUSINESS RECORDS 
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§-200-P and U-200-P 


New Series of Timken Double Reduction 
Drive Axles for Heavy Duty Service 














et cocight bao propels he dee 
S 
° Timken-engineered throughout, these great new axles 
: combine all the time-tested Timken features with many 
g important new improvements. . . . S-200-P is intended for 
ae heavy duty hauling on highways and city streets where 
° permissible loads are over 18,000 pounds per axle, at 
; tires on ground. Torque capacity is ample for modern 
high-power engines. . . . U-200-P is for off-the-highway 
operations, using the same engine torque but where still 
Y greater load-carrying capacity is required. . . . Write for 
es descriptive literature— ask for a Timken Axle Engineer 


to work with you in solving your axle and brake problems. 


38 YEARS OF AXLE ENGINEERING LEADERSHIP 


TIMKEN AXLES 


THE TIMKEN-DETROIT AXLE COMPANY, DETROIT 32, MICHIGAN 
WISCONSIN AXLE DIVISION . OSHKOSH, WISCONSIN 




































TRAFFIC WORLD June ] 


Ed WAR BOND BUYER 
EF RAILROADER 

| Ed FATHER OF FIGHTERS 
= Ed MUSICIAN 





.. Child tt Wotth Westerns 


SAKE KLIMO 


Over in Mt. Vernon, Iowa, Agent Klimo is 
the man who looks after things for ‘‘North 
Western.” While busy as the proverbial bee 
(what agent isn’t in wartime?), Jake is never 
too busy to be courteous—never too pressed 
to do his share in war bond purchases— 
never too tired to devote some of his leisure 
time to music. 


Like so many “North Western” men and 
women, Jake is a heavy war bond purchaser. 
Now that the 5th War Loan Drive is on, he’s 
investing in extra bonds—to him the slogan 
“Do more than before” means just that. 





While Jake is justified in a feeling of satisfaction over 
his war bond purchases, there is something else 
equally satisfying. For he, too, is a father of fighters. 
Son Bob, a chief mate in the Merchant Marine, has 
sailed the seas to five different continents. John, 
formerly with the Chicago Symphony, is in the 
Marines. And Claude, now in New Jersey, finishes 
Officer’s Training this month. 











Jake’s music activity includes managing Mt. Vernon’s 
Municipal Band and playing the tuba in the El Kahir 
Temple Band. “Extra-curricular work” is the way 
Mt. Vernon’s Cornell College students might express it. 





“North Western” numbers its ‘“Klimos” by the thousands— families 
that fight and will continue to fight—that buy bonds and will continue 
to buy them. They reflect the spirit of America. 
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CHICAGO and NORTH WESTERN LINE 


SERVING AMERICA IN WAR AND PEACE FOR ALMOST A CENTURY 
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Back the Attack... BUY MORE THAN BEFORE * * 


June 17, 1944 


Shipment delays are costly—It will be 
a pleasure for CCC HIGHWAY to cut 


your Time in Transit. 


THE CLEVELAND, COLUMBUS & CINCINNATI HIGHWAY, Inc. 


17 South High Street DIVISION OF U. & TRUCK LINES rok Ohio 
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Flash 
Bulletin #1:— Termin 
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= House 
Atla 
Suddat 
When it's your move — in any situation - the most effi- : — 
2 Atlas 

cient solution is to take your problem directly to the — wero 
Cass J 
seeneedl Gene 
nterst 

In long distance moving of your personnel and equip- Kessel 
Kipps 
ment place your problem with an INDEPENDENT — there is one : Morea 
se Oe Nation 
in your locality. He will work with you personally! He is Trans 
Rother 


your neighbor, and will take a neighborly interest in your Gerold 


problem. Islan 
Each INDEPENDENT MOVER listed on the opposite page is : sla 


Johnso 


well equipped to handle your moving problems efficiently, Fi a 
safely, and reasonably. Contact him today and discuss his Pelz 

Shetle 
personalized service! Included in this list of INDEPENDENT : Borin 

srown 
Noble 
South 
Way 


MOVERS you will find radial and non-radial carriers, to fit 


Suelze 
Johnsc 
Clip the INDEPENDENT directory on the opposite page for ; Past 

. Keller 
x 
MecDor 


your specific needs. 


future reference! 


“KRDOPT A TARIFF IN KEEPING WITH YOUR OPERATION” nae 
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Your List of Independent Long Distance Movers of 
Household Goods, Office Furniture and Equipment 


@ ALABAMA ? 
jirmingham Storage Co., Inc., Ensley 

@ CANADA : 

Creasey, The Mover, Windsor, Ontario. 

International Cartage, Limited, Windsor, 
Ontario. 

@ COLORADO 


Globe Moving & Storage, Denver. 
Golden Transfer Company, Longmont. 


@ CONNECTICUT 

Arnold, John V., Bridgeport. 

John M. Sullivan, Sullivan’s 
Bridgeport. 

Nukala, Anna, Brooklyn. 
Zarrieau’s Express, Hartford. 
Boston, Hartford, & New 
Hartford. 

The Gem Service, E. Hartford 

Krantz’s Express, Hartford. 

Amodio Moving & Storage Co. 
New Britain. 

Halverson & Son, J., New Britain. 

Charles & Russell Movers, New Haven. 

Merchants Express of New Haven, New 
Haven. 


@ DISTRICT OF COLUMBIA 


Ambassador Moving & Storage. 
Arrow Standard Transportation Co., Ine. 
B & W Transfer. 

Barrett Transfer. 

Cannon Ball Transit. 

Curles, Wm. E. 

Freeman Transfer & Storage. 
Modern Way Mover. 

Mullen’s Transfer & Storage. 
National Delivery Association, Inc. 
Robinson Transfer, L. 

Takoma Transfer & Storage, Inc. 
@ FLORIDA 


Flash Bonded Storage, Inc., Miami. 
Fulford Van & Storage, Inc., Orlando. 
Terminal Van Lines, St. Petersburg. 

e@ GEORGIA 


House Transter & Storage, Inc., Russell C., 
Atlanta. 
Suddath Moving & Storage, Atlanta. 


@ ILLINOIS 


Arrow Express & Van Company, Chicago. 

Atlas Van Lines, Ine., Chicago. 

Bivins, Matthew B., Chicago. 

Bruton’s Careful Movers, Chicago. 

Cass Motor Service, Chicago. 

Calder’s Van Co., Chicago. 

General Movers, Inec., Chicago. 

Interstate Furniture Movers, Chicago. 

Jacob Van Lines, Chicago. 

Kessell Bros. Storage, Chicago. 

Kipps Moving & Storage Co., Chicago. 

Moore’s Express & Van Co., Chicago. 

Morgan Storage & Van Co., Chicago. 

National Van Lines, Ine., Chicago. 

Thompsons Motor Service, Chicago. 

Trans-American Van Service, Inc., Chicago. 

Warren Bros. Moving Chicago. 

Rothery Storage & Van Co., Des Plaines. 

Gerold Moving & Warehousing Co., East 
St. Louis. 

Ice-Coal Transfer Rock Island. 
Bill Kay Ice, Coal & Transfer, Rock 
Island. 

John FP. Rosenthal Ice-Coal Transfer, Rock 
Island. 

W. B. Simmon Transfer, Rock Island. 

Johnson Transfer & Storage Co., Streator. 

Sweet & Sons, Russell, Streator. 


@ INDIANA 


Frank, Wilson J., Columbia City. 

Pelz Transfer, Inc., Walter, Evansville. 

Shetler Moving & Storage Co., B. J 
Evansville. 

3orgmann & Son, A. C., Fort Wayne. 

Brown Trucking Co., Ine., Fort Wayne. 

Kammeier Trucking Co., Fort Wayne. 

Nobles Furniture Exchange, Fort Wayne. 

South Side Transportation Co., Inec., Fort 
Wayne. 

Suelzer Trucking, Fort Wayne. 

Johnson Transfer & Storage, Gary. 

Publie’s Moving Co., Hammond. 

East End Storage, Indianapolis. 

J. B. Geier, Indianapolis. 

Keller Bros. Transfer Co., Indianapolis. 

Suesz Transfer & Storage, Fred C., In- 
dianapolis. 

McDowell & Son, Marion. 

Mishawaka Transfer Co., Mishawaka. 

“Guyer the Mover,”’ Peru. 

Ace-Van-Lines, South Bend. 

Dick’s Moving & Transfer, South Bend. 

Proud, Keith E., South Bend. 

McCrocklin Bros. Transfer, Terre Haute. 

Sappington, Samuel V., Terre Haute. 

e IOWA 


Gale’s Transfer & Storage Co., Des Moines. 

Kessell Transfer & Storage Co., Des 
Moines. 

Wise Transfer & Storage, Des Moines. 

Cadwell Storage & Moving Co., Mason City. 
Heimendinger* Transfer Line, Mason City. 
Veech Transfer & Storage, Mason City. 

Merchants Transfer, Newton. 

DeVries Transfer, Orange City. 


Express, 


York Movers, 


Frank, 


” 


@ LOUISIANA 


Security Storage & Van Co., Inc., New 
Orleans. 


@ MARYLAND 


Apex Universal. Van Service, Baltimore. 

Benson Moving & Storage Co., Baltimore. 

Bowers, Charles E., Company, Baltimore. 

Chernock Transfer Co., Ine., Baltimore. 

Dean Transfer Co., Baltimore. 

Geipe Van Lines & Fireproof Storage 
Warehouses, Baltimore. 

Highland Storage Warehouse, Baltimore. 

Hughes Van Co., Baltimore. 

King, Shirley, Baltimore. 

Loving & Son, Chas. A., Baltimore. 

O’Brien’s Roland Park Express, Baltimore. 

Snyder Moving Co., Baltimore. 

Sudler Moving & Storage Co., Baltimore. 

Webers Van & Storage Co., Baltimore. 

Wilhelm, D. K., Angelsea & Fleet, Balti- 
more. 

Carbaugh Van Service, Inc., Hagerstown. 

Anchor Transfer Co., Silver Spring. 

Burton Transfer Co., Silver Spring. 


@ MASSACHUSETTS 


Williams The Mover, ‘‘Herb,’’ Agawam. 
Harris, Mary G., No. Cambridge. 
Weymouth, Daniel M., Cambridge. 

Ahern & Son, T. A., Charlestown. 
Atlantic Moving & Warehouse, Dorchester. 
Fabie, William H., New Bedford. 

Edgar, H. E., Newton Highlands. 

Golden, Merand E., Shrewsbury. 

Bowlby & Son, ©. R., West Sommerville. 
Charlie, The Mover, Springfield. 

Dahlike the Mover, Bill, Springfield. 
Gloth Transfer Co., Springfield. 

Burke, Philip E., Waltham. 

National Movers of Boston, Watertown. 
Nazarian, John, Watertown. 

Solin Transportation, Worcester. 


@ MICHIGAN 


Harris Truck & Storage 
City. 

American Van Service, Detroit. 

Ehalt Moving Co., Detroit. 

Farr Moving, Detroit. 

Frisbie Moving Co., O. H., Detroit. 

Hammel Moving & Storage, Detroit. 

Ivory Storage Co., Inc. John F., Detroit. 

Kanner Moving & Storage Co., Detroit. 

Livernois Moying Co., Detroit. 

Montcalm Moving Co., Detroit. 

Northern Moving & Storage, Detroit. 

Northwestern Moving Co., Detroit. 

Owl Moving & Storage, Detroit. 

Rebinson Storage Corp., Detroit. 

Russell’s Moving & Storage, Detroit. 

Suburban Van Lines, Ine., Detroit. 

Warren Co., E. H., Detroit. 

Winner Moving Co., A. E., Detroit. 

Boyd Moving, Arthur, Flint. 

Henry H. Stevens, Flint. 

Home Transfer Company, Grand Rapids. 

Stephan Storage Company, Grand Rapids. 

Boer’s Transfer, Holland. 

Imlach Movers, Lincoln Park. 

Colton, Kenneth, Monroe. 

Quick Transfer & Storage, Monroe. 

Bedford Moving & Storage, Pontiac. 

Stevens Brothers Fireproof Warehouse, 
Saginaw. 


Company, Bay 


@ MINNESOTA 


Elliot Transfer, G. R., Fergus Falls. 
Wittmers Truck Line, William, Albert Lea. 
Hibbing Van & Transfer, Hibbing. 
Berger Transfer, Carl, Minneapolis. 
Chicago Avenue Transfer, Minneapolis. 
Reliable Transfer, Minneapolis. 
Woodland Transfer, Minneapolis. 
Dawn Transfer & Storage Co., St. 
Metealf Transfer Co., St. Paul. 


Paul. 


Day Transfer, Cape Girardeau. 

Adams, J. R., Independence 

Collins Transfer, Independence. _ 

Marlatt Transfer & Storage, Joplin. 

Ace Cab & Baggage Company, 
City. 

G & M Moving & Transfer Co., Kansas 
City. 

Hyde Park Transfer 
City. 

Lincoln Storage & Moving, Kansas City. 
MecCormack-Payton Storage. & Moving, 
Kansas City. aie ; _ 
Manhattan Storage & Transfer Co., Kan- 

sas City. 
New Way Transfer, Kansas City. 
South Prospect Transfer, Kansas City. 
White Way Transfer, Kansas City. 
Hudson Van Lines, Overland. 
Gregory Moving Co., St. Louis. 
Gay Hudson Moving & Storage Co., Inc., 
St. Louis. 


Kansas 


Company, Kansas 


Kortkamp Bros. Moving & Storage, Inc., 
St. Louis. 

Lockhart Moving Company St. Louis. 

Plaza Express Co., Inc., St. Louis. 

Sirkin & Needles Moving Co., St. Louis. 

Von Der Ahe Moving Co., St. Louis. 


@ NEBRASKA 


Donaldson Transfer, Lincoln. 

Ford Van Lines, Lincoln. 

Lair Van & Storage, Lincoln. 
Andrews Transfer & Storage, Norfolk. 
Central Storage & Van Co., Omaha. 


@ NEW JERSEY 


Empire Moving & Storage Co., Bayonne. 

Engel Brothers, Ine., Elizabeth. 

Engel Moving & Storage, Roy, Elizabeth. 

Duke Storage Warehouse, C. F., Jersey 
City. 

Grady Storage Warehouse, Inc., 

Mergaugey’s Express & Storage, 
Grove. 

Evans, Edwin J., Orange. 

Community & Johnson 
Park. 

J. Fishman & Son, Paterson. 

Wright, John R., Phillipsburg. 

Luther Van Service, Teaneck. 

Northern Valley Express, Tenafly. 


Newark. 
Ocean 


Corp., Palisades 


@ NEW YORK 


Carroll Moving Service, Albany. 

George’s Moving Service, Albany. 

Return Loads Bureau, Astoria, Long Island. 

Vanportation & Warehouse, Astoria, Long 
Island. 

Helfrich, Francis J., Bronx. 

Hunt’s Point Moving & Storage Co., Bronx. 

Pelham Vans, Bronx. 

Alabama Moving & Storage Co., Brooklyn. 

American Vanlines, Inc., Brooklyn. 

Gene-Eddie’s Vans, Brooklyn. 

Smolowitz Bros., Brooklyn. 

Conway Wisdom, Ellenville. 

Stevens, Wayne C., Elmira. 

Laird’s Movers, Fairport. 

Rose Moving and Storage, Flushing. 

Caswell Van Lines, Henrietta. 

White Star Transfer, Kingston. 

Sternberger Motor Corp., Long Island City. 

Garrison, Edward B., Monroe. 

Suburban Fireproof Storage, New Rochelle. 

Allied Pittsburgh Warehouse & Van Co., 
New York. 

Continental Van Service, Inc., New York. 

Interstate Van Lines, New York. 

Liberty Return Loads Association, Ine., 
New York. 

National Moving & Warehouse Corporation, 
New York. 

Red Ball Van Lines, New York. 

Red Comet Van Lines, New York. 

Rockland Express, Nyack. 

Batterson Brothers Trucking, Inc., Roches- 
ter. 

Clancy Carting & Storage, Rochester. 

Dailey, H. E., Rochester. 

Yellow Van & Storage, Rochester. 

Clarence B. Lasher, Saugerties, N. Y. 

Bell Brothers, Syracuse. - 

Dorschug Moving & Trucking Co., Syra- 


cuse. 

Nichols Trucking Co., Syracuse. 

Salt City Movers & Storage, Syracuse. 
Henson Truck Lines, Harry J., Waverly. 
Bly Moving & Storage, Edw., Woodside. 


@ NORTH CAROLINA 


Smith Transfer & Storage, Charlotte. 
Dailey Co., J. T., Greensboro. 

Lipe, M. P., Hickory. 

Tanner Transfer, W. I., Rocky Mount. 


@ OHIO 


Best Movers, Akron. 

Eason Movers, Akron. 

Peck, Wm. J., Akron. 

Snow Brothers, Akron. 

Hammond, L. L., Alliance. 

Jewell Transfer & Moving, 
Bellaire. 

Scott Transfer, T. A., Bellaire. 

The Right Way Movers, Bowling Green. 

Motor Delivery, Canton. 

Russell, E. F., Celina. 

Ajax Van Lines, Cincinnatti. 

Burgess Movers, Cincinnati. 

Hall Moving and Storage, Cincinnati. 

Powell, John W., Moving & Storage Co., 
Cincinnati. 

Waters, G. W., Cincinnati. 

Central Storage, The, Columbus. 

Kline Transfer & Storage,.H. 0O., Co- 
lumbus. 

Poston Transfer, H. F., Columbus. 

Swormstedt Storage & Van Co., Columbus. 

Tagg Coal & Transfer, Delaware. 

United Moving & Storage, Columbus. 


James E., 


Kuehn, Otto, Dayton. 

Glencoe Transfer, Glencoe. 

Merchants Delivery, Marietta. 

Wetz Bros., Marietta. 

Dependable Messenger & Transfer Service, 
Marion. 

Martin, J. E., Martins Ferry. 

Norwood Transfer Co., Norwood. 

Lodge Bros. Transfer, St. Clairsville. 

MeMillen, M. C., Shadyside. 

Proctor, Frank C., Sidney. 

Sidney Truck & Storage, Sidney. 

Von Kaenel, Paul, Strasburg. 

Mingo Transfer Corp. Steubenville. 

Obert, Karl, Toledo. 

Rymers & Sons, A. D., Toledo. 

Thompson’s Transfer, Washington C. H. 

Koons, Arthur F., Westerville. 


@ OKLAHOMA 
American Transfer & Storage, Tulsa. 


@ PENNSYLVANIA 


Union Transfer Co. of Allentown, 
town. 

West Motor Freight, Boyertown. 

Dull’s Transfer and Storage, Connellsville. 

Kies, Abbie M., Easton. 

Bennett Storage & Carting, J. H., Erie. 

George Papson’s Transfer, Greensburg. 

Diamond Transfer and Storage, New 
Kensington. 

Fox Transfer, New Kensington. 

Shaw’s Transfer, New Kensington. 

Apple Moving & Storage Co., Philadelphia. 

Bell, J. D., Philadelphia. 

— Storage House, Inc., Philadel- 
phia. 

Good Moving & Storage, Philadelphia. 

Victory Storage Company, Philadelphia. 

Adams Van Lines, Pittsburgh, Pa. 

East End Trucking, Pittsburgh. 

Pittsburgh Warehouse and Van Co., 
Pittsburgh. 

Shadyside Transfer & Storage, Pittsburgh. 

Sober’s Transfer, Pittsburgh. 

Maurer’s Express, Reading. 

Blackledge Trucking, E. T., Scranton. 

Anderson, Harry S., Washington. 

Smith, George B., West Chester. 

York Van & Storage, York. 


@ RHODE ISLAND 


Brown & Company, Providence. 


@ SOUTH CAROLINA 
Parrish Dray Line, Inc., Sumter. 


@ SOUTH DAKOTA 


Buboltz, Al, Transfer, Sioux Falls. 

Munce Brothers, Sioux Falls. 

Parker Transfer & Storage, Sioux Falls. 

Strahon Transportation, Sioux Falls. 

Skinner Transfer & Storage, Co., Water- 
town. 

Vanderhule Transfer & Storage, Yankton. 


@ TENNESSEE 


Ferguson Transfer Co., Ine., Johnson City. 
Ellis Moving Co., Nashville. 
Shaff Transfer & Storage Co., Nashville. 


@ TEXAS 
Velvin Transfer Company, Henderson. 


e@ VERMONT 
Ruskin The Mover, Bennington. 


@ VIRGINIA 


Dunean’s Transfer, Alexandria. 
Shelburne Transfer & Storage Corp., J. C., 
Richmond. 


@ WEST VIRGINIA 


Cooper Transfer & Storage, Beckley. 

Lovejoy Transfer, Chelyan. 

Moore, Charles Lewis, Gassaway. 

Curtis Transfer, Huntington. 

Gossett Transfer & Storage Company, L. 
D., Huntington. 

Myers Transfer & Storage, Huntington. 

Spear and Spear, Huntington. 

Games, Albert E., Moundsville. 

Bareus Transfer, New Martinsville. 

Still, Luther B., Sistersville. 

Starck, John, Weirton. 

Dickman Transfer, C. J., Wheeling. 

Miller Transfer & Storage, J. E., Wheeling. 

Warwood Transfer Company, Wheeling. 

Hogan Storage & Transfer, Williamson. 


e@ WISCONSIN 


Ward Bros. Transfer & Storage, Janesville. 
Ervin’s Van Service, Milwaukee. 
Wiedemeyer, Florence, Milwaukee, 

Georges Van & Storage Co., Milwaukee. 
National Van Lines, Milwaukee. 

Walter’s Express and Storage, Milwaukee. 
Rudolph Sorensen, Racine, Wise. 
Hinshaw, L., Waupun. 

Capitol Moving and Storage, West Allis. 
City Express & Moving, West Allis. 
Elliott’s Express, West Allis. 


Allen- 


Ine., 


When you have a moving job — contact a member of Independent Movers’ and Warehousemen's Assoc., Inc. 
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Reorganizsed Railroad Capitalisation 


The Hobbs bill to permit independent judicial re- 
view of Commission-approved plans in railroad 
reorganization cases is unquestionably designed to af- 
ford a measure of protection to stockholders of railroads 
in receivership, but its adoption would, in addition, have 
an important effect in that it would encourage invest- 
ment in railroad stocks and junior securities. In the 
words of the House judiciary committee, in its favorable 
report on the bill, reported elsewhere in this issue: “It 
is folly to expect investors to finance new railroads by 
purchasing stocks or junior securities which may be ar- 
bitrarily eliminated.’”’ Consummation of reorganization 
plans now under consideration, it adds, ‘“‘would be a 
severe blow to railroad credit and make it well-nigh 
impossible for any but the richest railroads to obtain 
new capital on attractive terms.” 


Except for the provisions for judicial review of rail 
reorganization plans, which the friends of the measure 
consider necessary because the Supreme Court in the 
Milwaukee and Western Pacific cases said that, under 
the existing law, such reviews of Commission findings 
under section 77(e) were not judicially reviewable, 
there is nothing new in the proposed law. The commit- 


tee calls attention to the fact that action by the Com- 
mission, in reducing capitalization in reorganization 
cases to a point where stockholders and junior security 
holders were left with little or no equity, was the 
result of a “misapprehension” on the part of the Com- 
mission of what Congress wanted it to do when it 
adopted section 77 of the federal bankruptcy act. What 
Congress was after, it says, was a way to relieve “finan- 
cially embarrassed” railroads by revision of capital 
structures and reduction of fixed charges. The report 
says, in other words, that if the Commission had inter- 
preted the law as Congress intended, there would not 
now be need for further legislation on the point. 

It is a bit paradoxical that, in attempts to reduce 
fixed charges, the Commission and the courts have, in a 
number of proceedings, begun by eliminating just those 
equities the holders of which had no guarantees of re- 
turns—the common stocks and the junior securities. 


We are not sure that we agree with that part of the 
bill that would make it mandatory on the Commission, 
in reorganization plans not to reduce the capitalization 
“below the lower of either the investment in the prop- 
erty or the physical valuation as previously determined 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as pessible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

A scientific and fair treatment of the transportation 
problem by the board created by Congress to make recom- 
mendations for legislation. 
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Exempt from income tax railroad revenue set aside for 
deferred maintenance. 

Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing ‘of freight. 

Curtail free passenger transportation. 

Ration rail passenger travel. 
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by the Commission.” An analogy between a public serv- 
ice industry like a railroad and a corner grocery may 
not be quite valid. Nevertheless, it is difficult to see how 
in either case the money sunk into it or the amount of 
goods it possesses is any measure of its value as a busi- 
ness. The grocery may have been erected and equipped 
at considerable cost, and may be well stocked. Unless it 
sells goods at a profit, however, it will soon be bankrupt 
and there will be no consolation in the bankruptcy for 
those who put the money into it. If conditions were gen- 
erally comparable in railroad reorganization cases, the 
chances are that there would be no great cry of unfair- 
ness to the stockholders when their equities were wiped 
out. 

The thing that creates that feeling of unfairness 
is the tendency on the part of the Commission to meas- 
ure the value of the property by its estimated earnings. 
In effect, this has been putting the settlement of very 
difficult problems on a “crystal ball’ basis. As it hap- 
pens, the rise of the so-called defense traffic in the latter 
part of 1939 and the following two years, and of war 
traffic since, has made the Commission’s estimates of 
earnings in most cases much too low. It might be ar- 
gued that those years weren’t normal and that the 
heavy increase in railroad earnings could not have been 
foreseen. That is true. But such things as normal years 
are scarce in the railroad field and the Commission’s 
estimates might well have been as much too high as 
they have actually proved to be too low. 

The natural inference is that the capitalization and 
the equities of the claimants ought to be fairly set on 
some basis other than such estimates. Maybe the mini- 
mum capitalization basis set forth in the proposed law 
would work, although at first glance it would seem in 
some cases likely merely to settle bankruptcies by lay- 
ing the foundations for future bankruptcies. 

If, however, the question can’t be settled on the 
basis of some such empiric as the proposed law would 
set up, there is nothing left to go on but prospective 
earnings. It would therefore seem that the thing to do 
would be to eliminate, so far as possible, the guesswork 
from estimates of future earnings. This could be done 
by making the value of the stock and junior securities 
contingent on the earnings over a fair period for chang- 
ing conditions—say ten years. That might, indeed, 
result on occasion in the stockholders getting less than 
looks fair at the time of reorganization. On the other 
hand, it would insure stockholders, under conditions as 
they have developed in the last five years, getting some- 
thing back for what would have proved a good invest- 
ment had the Commission not said, at the time of reor- 
ganization, that it was an exceedingly bad investment. 


Cooperation vs. Compulsion 


The American Automobile Association has issued 

® « report indicting, as it says, war workers as a 
group for “reckless use of the highways, complete dis- 
regard for wartime speed regulations and for notorious 
indifference to any and all ‘measures of car conserva- 
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tion.” The report, it seems to us, may be offered as 
proof of the contention we have advanced frequently 
that, if certain results are deemed necessary in connec- 
tion with successfully carrying on the war, the public 
must be subjected to orders and required to obey them, 
and that the ends desired cannot be achieved by “‘vol- 
untary cooperation.” 

The A. A. A. report includes data obtained on the 
initial swing around the country of that organization’s 
“Keep ’Em Rolling” demonstration, ‘fa mission which 
is carrying, with the enthusiastic approval of the fed- 
eral government, a message on the vital part automo- 
tive conservation plays in the scheme of total war.” 
According to Thomas P. Henry, A. A. A. president, 
observations made on the trip “‘show that the majority 
of the people is not conservation-minded, and that the 
federal designation of 35 miles an hour as a reasonable 


war-time speed is completely ignored everywhere.” Con- 
tinuing, he said: 


_ But the worst driving conditions, the most reprehensible 
driving practices, and the greatest disregard for conservation 
were noted on the stretches of highways leading to and from 
war plants. Driving conditions near war-essential factories are 
so bad that in many cases the general public is reluctant to use 
the same roads because of risk to life and limb. In some in- 
stances, even the state police hesitate to patrol the roads for 
fear of being run down. 

Hundreds of thousands of these war workers are driving 
cars for the first time. They are accorded top priority in cars, 
tires, and gasoline and apparently proceed on the assumption 
that they have a divine right to replacement if a car is demol- 
ished or a tire destroyed. This flagrant disregard of conserva- 
tion cannot be tolerated any longer, especially since it consti- 
tutes a glaring abuse of privilege at a time when denials and 
restrictions are being imposed on the rest of civilian motor 


car owners. 

The report described wrecks as a common sight 
in roadside ditches, and stated that road surfaces and 
shoulders were cluttered with the jagged remains of 
bottles, “dashed to the ground from speeding cars, and 
lying ready to ruin some unsuspecting driver’s precious 
tires.” 

In describing the federal speed limit of 35 miles an 
hour as a complete failure, the report said that it was 
violated by all classes of vehicles — passenger cars, 
busses, trucks, state-owned cars, and cars owned by the 
military services. 


It pointed out that, in the course of 18,000 miles, 
the two A. A. A. cars, operated at 35 miles an hour, 
passed not more than a score of cars on the open road. 
The state of Washington was said to be a notable excep- 
tion, where the federal regulation is backed up by a 
strictly enforced state law. It was further explained 


that only a handful of states have enacted such imple- 
menting legislation. 


D. & R. G. W. REORGANIZATION 


A supplemental petition by Mitchell, Capron, Marsh, An- 
gulo & Cooney, counsel for the City Bank Farmers Trust Co. 
as mortgage trustee in Finance No. 11002, Denver & Rio 
Grande Western Railroad Co. Reorganization, requesting modi- 
fication of the report by division 4 fixing maximum limits of 
final allowances to the parties of interest in the reorganization 
proceeding (see Traffic World, March 18, p. 707) so as to in- 
crease the sum of $7,000 fixed in that report as the maximum 
limit of final allowance to the law firm by which the supple- 
mental petition was filed, has been denied by the Commission, 
by an order in Finance No. 11002. 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 





Interstate Truck Rights 


In a report and order on reconsideration in MC 72923, 
Interstate Truck Service, Inc., Common Carrier Application, 
embracing MC 72923, Sub. 1, Same, Extension, the Commission, 
division 5, has modified the findings in the prior reports in 
both the “grandfather” and extension proceedings. It denied 
the application in the “grandfather” proceeding, to the extent 
it was reopened to consider interim operations. It said that, 
as a similar issue was presented in the extension proceeding 
on a broader record, dealing with the continuation and expan- 
sion of the described operations under a claim of “grandfather” 
rights, that proceeding presented a more appropriate one in 
which to consider the questions of public convenience and neces- 
sity. The prior report in MC 72923, Sub. 1, decided April 13, 
1943, was modified to grant the applicant authority as a common 
carrier over irregular routes, as follows: 

(1) Of general commodities, with exceptions, (a) between 
all points in Ohio and West Virginia within two miles of the 
Ohio River northerly from Sistersville, W. Va., and Fly, O., to 
junction of West Virginia-Ohio-Pennsylvania state boundaries 
(called the base area), on the one hand, and, on the other, all 
points in a designated territory in southwestern Pennsylvania 
and western New York; all points within 30 miles of Phila- 
delphia, Pa., New York City, and points within 30 miles thereof, 
and Sparrows Point, Md.; and (b) between West Virginia 
points in the base territory and all points in Ohio; (2) special 
commodities (a) from points in the base territory to certain 
points in Pennsylvania, Maryland, the District of Columbia, 
Indiana, and Kentucky; and (b) from Marcus Hook, Pa., and 
Baltimore, Md., to certain points in Ohio within 80 miles of 
Wheeling, W. Va., and to Parkersburg and Orma, W. Va.; 
(3) iron and steel articles from Ohio points in the base territory 
to Dunbar, W. Va.; and (4) evaporated milk from Barnes- 
ville, O., to certain points in Pennsylvania, the District of 
Columbia, and Maryland. 

The report said there was question whether the Commis- 
sion might consider evidence of past interim operations pre- 
sented in the “grandfather” proceeding in determining the ex- 
tension, and after discussing the alternative of reopening the 
latter for further hearing, said no useful purpose would be 
accomplished and that it would merely cause unnecessary ex- 
pense and inconvenience to the parties. It was decided to con- 
sider evidence of the past interim operations presented in the 
“grandfather” proceeding in the extension proceeding, but the 
report said the issue of any certificate granted would be with- 
held 30 days after service of the report to afford any inter- 
ested party, who felt its rights had been prejudiced, an oppor- 
tunity to file an appropriate petition. 


Touching on contentions of the rail and motor carrier 
protestants, the report said it was clear that they had not been 
furnishing the type or quality of service demanded by many 
shippers and receivers of freight in the base territory and 
certain other points. Furthermore, it said, the applicant had 
been successfully operating as a common carrier for a number 
of years under color of “grandfather” rights and was not, 
therefore, in the class of carriers seeking to institute new 
services. The competition protestants were now required to 
meet would not be intensified by the authority granted, it said. 





Multiple Carloading Rule 


A proposal by the railroads to change the present consoli- 
dated freight classification rule 33, relating to multiple carload- 
ing, has been found by the Commission, division 2, to be unjust 
and unreasonable to the extent that the proposal would restrict 
multiple loading to one point of origin and, in effect, to the extent 
that it fails to conform to a provision suggested by the Com- 
mission, placing on the consignors the responsibility for proper 
stowing and bracing of multiple “carload” shipments loaded 
in a single car. 

The Commission’s findings with respect to the proposed 
rule were set forth in a report in I. and S. No. 5268, Rule 33— 
Multiple Loading. In an appendix to the report, it showed the 
changes that the proposed rule 33 would make in the present 
rule 33. It noted that the present rule had been issued pur- 
suant to the heavier loading requirements of the Offfice of 


Defense Transportation’s general order No. 18-Revised, effec- 
tive November 1, 1942, and that the proposed rule, published 
by the railroads in schedules filed to become effective Novem- 
ber 22, 1943, and suspended on protest of the National Indus- 
trial Traffic League and others ultimately until August 22, was 
in purported compliance with general order O. D. T. 18-A, 
effective November 1, 1943. 


The provisions of paragraph (a) of the present rule 33, 
the report showed, permitted more than one but not more than 
three carload shipments from one, two or three consignors 
to be “handled” in or on a single car from one, two or three 
consignors to one, two or three consignees, from one, two or 
three points of origin to one, two or three destinations, pro- 
vided each origin other than the first and each destination 
other than the final one was directly intermediate, or inter- 
mediate under tariffs authorizing stopping in transit to com- 
plete loading or to partly unload. It was shown that in the 
proposed rule only one origin point for such multiple ship- 
ments would be permitted. 


The report showed, further, that the proposed rule con- 
tained the following new provision: 


(b) Consignors whose shipments are loaded in or on a single car as 
authorized by this rule shall be responsible for so loading the car that 
a consignee at an intermediate destination can remove the shipment con- 
signed to him without damage to the remaining shipment or shipments, 
and such consignors shall be responsible for such restowing or rebracing 
of each such shipment remaining in the car at a destination inter- 
mediate to the final destination as shall be necessary for the safe trans- 
portation thereof to its destination. 


Most of the Commission’s report dealt with these two para- 


graphs—paragraphs (a) and (b)—of the present and proposed 
rules. 


Those paragraphs of the proposed rule, it decided, were 
“not as a whole just and reasonable.” It summarized its con- 
clusions with respect to paragraph (a) as follows: 


Respondents construe ‘‘one point of origin’’ to include all locations 
within any switching district. Under the rule proposed, a steel company 
with a plant within the East St. Louis, Ill., switching district and an- 
other at Alton, Ill., could not consolidate shipments from these plants, 
but similar shipments from three different locations in a single switch- 
ing district and a greater distance apart, could be consolidated. Similar 
situations exist with respect to the paper industry. It seems obvious 
that in those instances where the shipper at the initial origin is also the 
shipper from the additional origin or origins multiple loading at more 
than one origin could be permitted without encountering the difficulties 
of proper stowing and bracing to as great an extent as in those in- 
stances where there are different shippers at the different origins, be- 
cause a single shipper presumably would have much greater control over 
the proper loading than would different shippers. It is our opinion that 
respondents should give consideration to a modification of paragraph 
(a), which would permit multiple loading by the same shipper at more 
than one origin and that the additional origin or origins might be lim- 
ited to those within reasonable distances of the initial origin. 


Shippers’ Objections 


As to the proposed paragraph (b), the Commission said the 
protestants objected to the placing of responsibility on them 
to restow and rebrace at intermediate points because the con- 
signor has no power to compel the consignee to perform such 
service, and they are fearful that where damage results from 
the failure of consignees or others to restow and rebrace prop- 
erly, claims for damages would be denied.” The protestants 
argued further, the Commission said, that multiple carloads 
resulted in increased earnings by the car without correspond- 
ing increases in operating cost and the railroads therefore 
should bear the restowing and rebracing cost, while the rail- 
roads said it was physically impossible for them to perform 
such services because of the manpower shortage. The Com- 
mission observed that section 3 of rule 27 of the consolidated 
freight classification placed on the shippers the duty of loading 
freight safely, and added: 


In order that the present object of mulitple loading may be effec- 
tuated, we do not consider it feasible under present wartime conditions 
to relieve consignors of the responsibility of cooperating in proper load- 
ing of freight to the greatest extent possible. We believe that the sub- 
stitute suggested herein for the proposed paragraph (b) will prove satis- 
factory. If, after trial, the instances where carriers find it necessary 
by means of their own employes to restow and rebrace shipments, are 
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excessive and unduly burdensome, it may become necessary to impose 
reasonable charges for such services. 


The Commission said there was no indication of record 
that there was anything unlawful in the changes proposed in 
the exceptions in paragraph (d) of the proposed rule. 


Suggested Modification 


It ordered cancellation of the suspended schedules on or 
before July 13, without prejudice to the publication of a modi- 
fied paragraph (a) in accordance with the suggestions contained 
in the report and without prejudice to the publication of a 
modified paragraph (b) reading substantially as follows: 


Consignors who load shipments in or on a single car as authorized 
by this rule shall ioad the car in such manner that no restowing or 
rebracing of the freight is necessary at any destinations intermediate 
to the final destination of the car due to the removal of freight from 
the car at such intermediate destination; and where a car is not so 
loaded such consignors shall provide, through the consignees or other- 
wise, for such restowing or rebracing of the freight remaining in the 
car at any intermediate destination as may be necessary due to the 
removal of freight from the car at such intermediate destination. 


Loss and Damage Claims 
The report included the following discussion: 


Under the present rule there has been some delay of cars due to 
disputes between the shippers and the carriers as to who has the re- 
sponsibility for restowing and rebracing at intermediate points of ship- 
ments remaining in the cars. It is agreed by all parties that most 
shippers and receivers have cooperated with the carriers to make that 
rule workable. The spirit of cooperation emanates from two causes: 
(1) The opportunity given consignors to ship and the consignees to 
receive smaller quantities of carload freight than would otherwise be 
permitted to move or that could be moved because of emergency regu- 
lations, except at increased charges per unit of traffic; and (2) from a 
sense of patriotic duty. In a relatively smaller number of instances the 
necessary restowing or rebracing at intermediate points and careful 
checking of freight unloaded at such points was not done, with the 
result that some shipments arrived in a damaged condition and with a 
shortage of packages shipped. In some instances shipments arrived at 
the first intermediate destination in a damaged condition, indicating a 
probability of improper loading or bracing initially. 

Claims for loss and damage, in connection with multiple loads have 
been substantial; whether they have been disproportionately high as 
compared with claims on other loads cannot be determined upon the 
facts of record. Approximately 100 loss and damage claims ranging as 
high as $1,032.34 per car were reported by 14 carriers in the 13-day 
period through December 13, 1943. The principal cause of damage is 
the failure to restow and rebrace the lading at intermediate points. For 
example, the Central of Georgia Railway Company reported a claim for 
$395.28 for damage to a shipment of paper ‘‘loaded in one end of car 
(% of top) not pulled down or braced, scattered all over the other end 
of car. One hundred eighty-three rolls of parchment paper torn, cut, 
gouged and dirty, refused.’’ The claim for $1,032.34, reported by the 
New York, New Haven & Hartford Railway Company, was for the 


shortage of steel pipe at the final destination from a car loaded with 
three consignments. 


The Commission observed that, because of heavy demands 
by the government for supplies for its use, the availability of 
supplies for others was necessarily limited, and that in many 
instances sellers of goods at single origins could not supply 
goods in sufficient quantities to produce maximum carloads. 
It added that if shippers were not permitted to make up car- 
loads at more than one origin it might be necessary to ship 
under transit rules or less carload rates and that “in either 
event increased charges would result.” 

Apparently, it said, the greater number of multiple cars 
were loaded at one origin to one consignor, billed to two 
consignees at two destinations. 

“Replies to a questionnaire mailed to practically all rail- 
roads,” it continued, “show that on April 28, 1943, fifty-nine 
reporting carriers loaded 286 cars with 573 consignments. Of 
this total, only four cars had two consignors each, each of six 
cars were loaded at two points of origin, there were one, three, 
and four consignees, respectively, for 21, 14 and 4 cars, in 31 
instances there was only one destination, in 13 instances three 
destinations, and in four instances four destinations.” 


Commissioner Splawn’s Views 


Commissioner Splawn, in a concurring expression, voiced 
agreement with the view that paragraph (a) of the rule should 
provide broader privileges with respect to loading of shipments 
than “those proposed herein,” and that the proposed para- 
graph (b) would not be just and reasonable, but that he 
could not “go along with” the modification of paragraph (b) 
proposed in the report. 

“It is true,” he said, “that O. D. T. order 18A requires 
a specific rule governing restowing or rebracing, but nothing 
therein contemplates that the responsibility for such work shall 
be placed on the consignors. There has been a commendable 
degree of cooperation under the present rule and such loss and 
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damage claims as have resulted from its operation are not 
shown to be disproportionate to the substantial benefits which 
accrue to the respondents from multiple loading. Many ship- 
pers have been their willingness to aid in attaining the objec- 
tives of O. D. T. order 18A. In the circumstances, I am not 
convinced that any rule which has the effect of increasing 
the cost to the shipper should be approved unless the carriers 


have fully met the burden of establishing the lawfulness of 
such a charge.” 


FREIGHT FORWARDER PERMIT 


Authority has been granted by the Commission, division 4, 
to American Freight Forwarding Corporaiton, of Detroit, Mich., 
to operate as a freight forwarder as to commodities generally 
between points in sixteen eastern and midwestern states and 
Kansas City, Kan., and from points in that territory to points 
in twelve western and southern states. Issuance of the permit 
was authorized in a report in FF-125, American Freight For- 
warding Corporation Application, embracing FF-117, American 
Carloading Corporation Application. 

The report showed that the forwarder operations of Amer- 
ican Freight Forwarding Corporation formerly had been con- 
ducted by American Transportation Corporation and by Amer- 
ican Carloading Corporation; that the latter was a motor com- 
mon carrier subject to part II of the act; that the stock of 
American Freight Forwarding and American Carloading was 
owned by one individual, the president of applicants, and that, 
in view of the provisions of section 410(c) of the act, which 
prohibited the issuance of a permit to any common Carrier 
subject to the act, the applicants had requested that their 
applications be consolidated and that the permit be issued to 
American Freight Forwarding Corporation. 

Under terms of the report, American Freight Forwarding 
is authorized to forward commodities generally (1) between 
points in Massachusetts, Rhode Island, Connecticut, New York, 
New Jersey, Delaware, Maryland, Pennsylvania, Ohio, Mich- 
igan, Indiana, Wisconsin, Illinois, Minnesota, Iowa, Missouri 
and Kansas City, Kan., and (2) from points in that territory 
to points in Wyoming, Louisiana, Tennessee, Kentucky, North 
Dakota, South Dakota, Nebraska, Colorado, Kansas, Oklahoma, 
Arkansas and Texas. 


KLEISLEY FORWARDER RIGHTS 


By a report in FF-22, Norman G. Kleisley Freight For- 
warder Application, the Commission, division 4, has authorized 
issuance of a permit to Norman G. Kleisley, of Rochester, 
N. Y., dba C & M Forwarding Co., to forward commodities 
generally from points in the counties of Monroe, Wayne, 
Genesee, Livingston, Ontario, Wyoming and Orleans to New 
York City and points in the counties of Westchester, Nas- 
sau and Suffolk, N. Y., the counties of Middlesex, Hudson, 
Union, Essex, Bergen and Passaic, N. J., and the counties of 
Cook, DuPage and Will, Ill., and Lake county, Ind. 


THIBODEAU MOTOR PURCHASE 


By a report and order in MC F-2415, William S. Barranco 
—Control; Liberty Trucking Co.—Purchase—W. J. Thibodeau 
Motor Express, Inc., the Commission, division 4, has approved 
and authorized, subject to condition, purchase by Liberty 
Trucking Co., of Chicago, Ill., of operating rights of W. J. 
Thibodeau Motor Express, Inc., also of Chicago, and acquisi- 
tion of control of said operating rights by William S. Barranco 
through the purchase. The Thibodeau rights involved common 
carriage of general commodities, with exceptions, between Chi- 
cago and Madison, Wis.; between Woodstock, IIl., and Chicago; 
between Marengo, Ill., and the junction of an unnumbered 
highway and Illinois highway 2, via Harvard; between Rock- 
ford and South Beloit, Ill.; and between Janesville and Albion, 
Wis., over regular routes, with service to and from all inter- 
mediate points; also authority to operate over several connect- 
ing routes in Wisconsin and Illinois, without serving interme- 
diate points. 


FLYNN FORWARDER RIGHTS 


The Commission, division 4, by a report, permit and order, 
effective August 7, has found the applicant in FF-115, Flynn 
Forwarding Co., Inc., Freight Forwarder Application, to be a 
freight forwarder. The permit granted authority to forward 
commodities generally, with exceptions, in interstate commerce, 
(1) from all points in Illinois, Kentucky, Tennessee, Mississippi, 
Texas, Oklahoma, Arkansas, Missouri, Iowa, Kansas, and Co!- 
orado, to all points and ports in Massachusetts, Rhode Island, 
Connecticut, New Jersey, Pennsylvania, Maryland, New York, 
Delaware, and the District of Columbia, for domestic delivery 
and for export; (2) from all points in Illinois, Kentucky, Ten- 
nessee, Mississippi, Arkansas, Missouri, Kansas, and Iowa, to 
San Francisco and Los Angeles, Calif., for export; and (3) from 
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all points in Missouri, Kansas, Arkansas, Illinois, Kentucky, 
and Tennessee, to all points in California, Oregon, Washington, 
Utah, and Arizona, for domestic delivery. 


LINCOLN STORAGE BROKER APPLICATION 


Although the applicant, if granted a license as a broker, 
would be able to act as a broker of traffic that it was authorized 
and able to perform for itself as a common carrier, the Com- 
mission, division 5, decided that because of the specialized serv- 
ice rendered by motor carriers of household goods and their 
difficulties in obtaining return loads, the dual authority should 
be granted in MC 68801, Sub. 1, Lincoln Storage & Moving Co. 
Broker Application. The license granted authorized the ap- 
plicant to operate as a broker of transportation by motor 
vehicle of household goods between Kansas City, Mo., on the 
one hand, and points in the United States, on the other. The 
Commission reserved the right of future ‘determination as to 
what restrictions the license should carry. Chairman Patter- 
son dissented. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will pot be praated in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 80402, Sub. 1, Thaddeus F. MacEvoy, South Kearny, 
N. J., extension. Certificate granted. Ashpalt or asbestos roof- 
ing and siding, including nails and cement for the installation 
thereof, fiberboard, and asbestos board, from South Kearny, 
N. J., to Elmira, N. Y., points in a described area of Pa., and 
all points in Del., Md., and D. C., over irregular routes. 

*MC 10297, Capitol Motor Transportation Co., Inc., Everett, 
Wash., common carrier. Certificate granted on reconsidera- 
tion, and findings in prior report, 41 M. C. C. 832, modified in 
part. Continuance in operation, general commodities, (a) be- 
tween specified points in Conn., Me., Mass., N. H., and R. L., 
over regular routes, serving intermediate and certain off-route 
points, and (b) from and to specified points or areas in Conn., 
Me., and Mass., over irregular routes. 

*MC 82104, Aztec Lines, Inc., Chicago, III., common car- 
rier. Certificate granted, on further hearing, and findings in 
prior report, 41 M. C. C. 863, reversed. Continuance in opera- 
tion, general commodities, between certain points in IIl., Ind., 
O., and Pa., over specified routes. An interruption of service, 
due to advice of counsel that operation without having its 
tariffs on files with the Commission would violate the inter- 
state commerce act, was found to be one over which it had no 
control, the report saying applicant was diligent in attempting 
to follow the necessary procedure. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 14564, Baltimore & Ohio Railroad 
Co. Notes, granting authority to issue at par not exceeding $1,200,000 
of promissory notes, series B, consisting of 20 notes of the par value 
of $60,000 each, in evidence of, but not in payment of, the cost of cer- 
tain equipment to be purchased under a conditional-sale agreement. 
Approved. 

Report and order in F.D. No. 14572, Chicago & Illinois Midland 
Railway Co. Stock, granting authority to issue not exceeding $1,000,000 
of redeemable capital stock, consisting of 10,000 shares of the par value 
of $100 a share, to be sold at par and the proceeds applied to the re- 
demption of outstanding serial notes. Approved. 

Report and order in F. D. No. 14575, Baltimore & Ohio Railroad 
Co. Notes, granting authority to issue at par not exceeding $605,250 of 
promissory notes, series C, in further evidence of, but not in payment 
of, the unpaid portion of the purchase price of certain equipment to be 
acquired under a conditional-sale agreement. Approved. 


MOTOR FINANCE CASES 

MC F-2372, Archibald A. Martin—Control; R. S. Brine Transporta- 
tion Co.—Purchase—Donoghue Transportation Co., Inc. Purchase by 
R. S. Brine Transportation Co., of South Boston, Mass., of operating 
rights of Donoghue Transportation Co., Inc., of Somerville, Mass., and 
acquisition of control of said operating rights by Archibald A. Martin, 
of Everett, Mass., through said purchase, approved and authorized, 
subject to condition. 

MC F-2408, R. J. Acheson and Edward G. Dobrin—Control; Black 
Ball Freight Service—Purchase—Olympic Peninsula Motor Freight 
Company, Inc. Purchase by Black Ball Freight Service, of Seattle, 
Wash., of operating rights and property of Olympic Peninsula Motor 
Freight Company, Inc., also of Seattle, and acquisition of control of 
said operating rights and property by R. J. Acheson and Edward G. 
Dobrin, both of Seattle, through said purchase, approved and author- 
ized, subject to condition. 

MC F2532, Penn-N. Y. Truck Lines, Inc.—Lease—J. Herman Glad- 
den. Application tor authority under section 210a(b) of Penn-N. Y. 
Truck Lines, Inc., of Pittsburgh, Pa., for temporary operation of a 
portion of the motor-carrier rights of J. Herman Gladden, doing busi- 
ness as Gladden Trucking Company, of Washington, Pa., denied. 
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MC-F-2548, Harry A. Fischer—Control; Caldwell Motor Freight, Inc. 
—Purchase—Clover-Leaf Freight Lines, Inc. Application for authority 
under section 210a(bh) of Caldwell Motor Freight, Inc., of Detroit, Mich., 
for temporary operation of a portion of the motor-carrier rights of 
Clover-Leaf Freight Lines, Inc., of Detroit, Mich., denied. 

MC-F-2371, Leland R. and Fannie D. Atherton—Purchase—A. W. 
Abel. Purchase by Leland R. and Fannie D. Atherton, partners, doing 
business as Atherton Transfer and Storage Co., of Wichita, Kan., of the 
operating rights of A. W. Abel, doing business as Busy Bee Transfer 
and Storage Company, of Kansas City, Mo., approved and authorized 
subject to condition. 

MC F-2308, James E. Merriman—Purchase—R. G. Bowers, embrac- 
ing MC F-2369, Kenneth C. and Alice L. Herriott—Purchase—R. G. 
Bowers (Robert C. Sproul, Trustee). Application of James E. Merriman, 
doing business as M. & H. Transportation, of Pittsburgh, Pa., for au- 
thority to purchase the operating rights and certain property of R. G. 
Bowers, dba Bowers Transportation wines, also of Pittsburgh, dismissed. 
Purchase by Kenneth C. and Alice L. Herriott, partners, dba Chas. C. 
Herriott Trucking Co., of East Palestine, O., of the operating rights 
and certain property of R. G. Bowers, dba Bowers Transportation Lines 
(Robert C. Sproul, Trustee), of Pittsburgh, approved and authorized, 
subject to conaition. 

MC F-2507, R. T. Knox et al.—Control; Knox Motor Service, Inc.— 
Purchase—Knaus Truck Lines, Inc. Application for authority under 
section 210a(b) of Knox Motor Service, Inc., of Cherry Valley, Ill., for 
temporary operation of a portion of the motor-carrier rights of Knaus 
Truck Lines, Inc., of Kansas City, Mo., denied. 

MC-F-2225, Wylie Dobbs et al.—Control—James D. Van Hooser et 

1.; MC-F-2292, Don D. Utter et al.—Purchase—Short Way Lines, Inc.; 
MC-F-2435, James D. Van Hooser et al.—Control—Consolidated Bus 
Lines, Inc., and Central Bus Lines, Inc. 

1. Application in MC-F-2225, of Wylie Dobbs, Maye C. Dobbs, and 
A. G. Gibson, of Murray, Ky., C. R. Quarles, of Nashville, Tenn., R. W. 
Keenon, Dagne A. Utter, Mary W. Eversole, and Jennie W. Van Hooser, 
of Lexington, Ky., Don D. Utter, of Somerset, Ky., and Genevieve B. 
Schultz, of Jacksonville, Fla., for authority under section 5, interstate 
commerce act, to purchase operating rights and property of James D. 
Van Hooser, Jennie W. Van Hooser, Wylie Dobbs, and Maye C. Dobbs, 
partners, doing business as Western Kentucky Stages, of Murray, 
denied. 

2. Application in MC-F-2292, of Don D. Utter, Harold J. Utter, 
Dagne A. Utter, R. W. Keenon, and Jacqueline Huguelet Bradley, part- 
ners, doing business as Short Way Lines, of Lexington, Ky., for author- 
ity under section 5, interstate commerce act, to purchase operating 
rights and property of Short Way Lines, Inc., also of Lexington, 
dismissed. 

3. Application in MC-F-2435,- of James D. Van Hooser, Harold J. 
Utter, and Don D. Utter, for authority under section 5, interstate com- 
merce act, to acquire control of Consolidated Bus Lines, Inc., and Cen- 
tral Bus Lines, Inc., both of Smithville, Tenn., approved and authorized, 
subject to compliance with the following conditions prior to exercise 
of any of the authority granted: 

(a) James D. Van Hooser, Jennie W. Van Hooser, Harold J. Utter, 
Dagne A. Utter, and Don D. Utter shall divest-themselves of any interest 
which they may have as stockholders, officers, directors, or employes, 
in Southeastern Greyhound Lines; and 


(b) Subject to this Commission’s prior approval (under section 5 
if necessary), Harold J. Utter, Don D. Utter, and James D. Van Hooser, 
or any of them, shall acquire all the outstanding interest or stock not 
presently owned by them, or Harold J. Utter and wife and Don D. Utter 
shall dispose of their entire interest, in the partnership doing business 
as Short Way Lines, in Kentucky-Virginia Stages, and in Hazard-Jen- 
kins Line, Inc., and each applicant shall cease to have any interest, or 
be an officer, director, stockholder, or employe, in any other motor: car- 
rier operating in interstate or foreign commerce in which Southeastern 
Greyhound Lines has an interest directly or indirectly, through one or 
more common officers, directors, stockholders, or employes. 


COMMISSION ORDERS 


MC 74588, Marion Trucking Co., Inc., contract carrier application. 
Reopened for reconsideration. Order of November 16, 1943, vacated. 

No. 28936, O. C. Field Gasoline Corp. vs. Nevada Northern, Santa 
Maria Valley, and Southern Pacific. Order of April 8, modified to be- 
come effective July 19, instead of June 19. 

No. 29036, North Carolina intrastate coach fares. 
modified so as to become effective August 1. 

MC 48569, Connecticut Motor Lines, Inc., common carrier applica- 
tion, and MC 48569 Sub 1, Connecticut Motor Lines, Inc., extension— 
New York to Philadelphia. Reopened for further hearing solely to 
determine whether applicant is entitled to authority to operate as a 
common carrier by motor vehicle, over irregular routes of: 

(a) General commodities (with exceptions.) 

From and to all points in the Boston commercial zone as de- 
fined in Boston, Mass., Commercial Zone, 31 M. C. C. 405. 
(b) Malt beverages, 
From New Haven, Conn., to Keene and Manchester, N. H., 
and of empty malt beverage containers on return. 
Order of February 24, as subsequently modified to become effective 
July 31, in so far as it applies to the above-described operations, vacated. 

Finance 7833, Levisa River Railroad Company, Construction, and 
Finance 14356, Norfolk & Western Railway Co. construction. Effective 
date of order and certificate of May 4, extended to July 13. 

W-587, Foss Launch & Tug Co., temporary authority application, 
Port Gamble. Petition of Drummond Ligtherage Co. for reconsidera- 
tion and vacation of order granting temporary authority, denied. 

MC 74772, Goodman’s N. Y. & Conn. Express Corp., common carrier 
application. Reopened for further hearing for purpose of affording 
protestants an opportunity for complete cross-examination on applicant’s 
supplemental exhibit, showing representative shipments transported on 


Order of May 8, 
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and since January 1, 1935, which was received in evidence as Exhibit 17 
subsequent to hearing. 

MC C-276, Gay’s Express, Inc., vs. Marvin J. Haigis and Kneeland 
G. Nichols. Order of April 7, modified so as to become effective 
August 15. 

No. 29132, North D. Hayes vs. C. R. I. & P. et al. Motion on behalf 
of Atchison, Topeka and Santa Fe to be dismissed as a party defendant, 
overruled. 

No. 28820 and Subs. 1, 2 and 3, Potash Co. of America vs. Aberdeen 
& Rockfish et al., No. 28839, Diamond Fertilizer Co. et al. vs. A. C. & 
Y. et al. and No. 28868, Swift & Co. vs. Alton et al. Petition of Class I 
rail carriers participating in joint through rates from western producing 
points to destinations east of Rocky Mountains for further hearing and 
for an investigation of Commission’s own motion as to rates on potash 
from Carlsbad, N. Mex., Wendover, Utah, Trona, Calif., and Johnstown, 
Colo., to all destinations in United States east of Rocky Mountains; 
petition of complainants in No. 28820 Sub. 3 and interveners in other 
proceedings for reconsideration and reparation; petition of complainants 
in No. 28839 for reconsideration and reparation, denied; motion of 
Potash Co. of America complainant in No. 28820 to strike rail carrier’s 
petition, and motion of defendants in No. 28839 to strike petition of 
complainants for reopening and reconsideration, overruled. 

MC-F 2385, Joseph H. Smith et al., control, Delaware Transportation 
Co. Time within which petitions for reconsideration may be filed, ex- 
tended to August 1. 

No. 28760, Midland Cooperative Wholesale vs. Abilene & Southern 
et al., and related cases. Petition of the Carter Oil Co. that it be substi- 
tuted for Yale Oil Corp. of South Dakota as a complainant in No. 28817 
and intervener in certain of other proceedings, granted; petition of Yale 
Oil Corp. of South Dakota (The Carter Oil Co., successor), and Home 
Oil & Refining Co., intervener, in No. 28817 and other proceedings, and 
petition of Husky Refining Co., intervener in cetrain of proceedings, to 
suspend operation of order and to reopen proceedings for further hear- 
ing or reconsideration; petition of Standard Oil Co. (Indiana), com- 
plainant in No. 28801, for reconsideration and postponement of effective 
date of orders; and petition of defendants for postponement of effective 
date of orders, further hearing, reconsideration, or dismissal of com- 
plaint in proceedings, denied. 


MONON REORGANIZATION 
Maximum limits of final allowances of compensation for 
services rendered and reimbursement of expenses incurred in 
connection with the debtor’s reorganization proceedings and the 
approved plan of reorganization have been fixed at a total of 
$272,427.32, as against total amounts claimed of $409,350.07, by 
the Commission, division 4, in a report in Finance No. 10294, 
Chicago, Indianapolis & Louisville Railway Co. Reorganization. 
Largest of the claims and the amounts allowed in. each 
instance were the following: 


Cope J. Hanley, counsel for debtor, $25,000 claimed, $15,000 allowed; 
refunding-mortgage committee, $36,994.25 claimed and allowed; Central 
Hanover Bank & Trust Co., trustee, $15,187.52 claimed, $8,187.52 allowed; 
J. S. Pyeatt and Corwin E. Dick, experts for refunding-mortgage com- 
mittee, $10,360.21 claimed, $6,016.46 allowed; Willkie, Owen, Otis, Farr 
& Gallagher, counsel for refunding-mortgage committee, $112,500 
claimed, $75,000 allowed; Rathbone, Perry, Kelley & Drye, counsel for 
Central Hanover Bank & Trust Co., trustee, $10,355.52 claimed, $5,355.52 
allowed; Mudge, Stern, Williams & Tucker, counsel for Chase National 
Bank, $19,458.61 claimed, $12,958.61 allowed; Hunt, Hill & Betts, counsel 
for first and general mortgage committee, $46,456.22 claimed, $28,336.22 
allowed; Holthusen & Pinkham, counsel for Indianapolis & Louisville 
committee, $23,465.63 claimed, $12,965.63 allowed; Scott, MacLeish & 
Falk, counsel for group of institutional investors, $10,579.54 claimed, 
$7,679.54 allowed; Guaranty Trust Co., trustee, $25,327.51 claimed, $15,- 
327.51 allowed, and Davis Polk Wardwell Sunderland & Kiendl, counsel 
for Guaranty Trust Co., trustee, $31,663.57 claimed, $17,663.57 allowed. 


WATER APPLICANT SUBSTITUTION 


The Commission, by an amended certificate and order, ef- 
fective July 25, has authorized the substitution in W-764, Upper 
Mississippi Towing Corporation Common Carrier Application, 
of George M. and Edwin F. Peppard, doing business as Mid- 
Continent Barge Line Co., for the applicant, and has modified 
and superseded the certificate issued May 1 to that extent. 
Authority was granted the substituted carrier as a common 
carrier by towing vessels in the performance of general towage, 
and by self-propelled vessels and non-self-propelled vessels with 
the use of separate towing vessels in the transportation of 
commodities generally between points on the St. Croix River 
and the Mississippi River from Minneapolis, Minn., to Cairo, 
Tll., both inclusive. 


STATUS OF CLEVELAND STOCK YARDS 


In a reply to the petition for postponement and reconsider- 
ation in Finance No. 14038, Livestock Terminal Service Co. 
said that the “gravamen of the various papers filed by 
protestants” was that if the certificate in Finance No. 14038 
was permitted to become effective, the railroads would have 
to seek another method of getting the loading and unloading 
service performed. It said its abandonment application had 
been pending for almost a year and a half and that the 
protestants had had ample time to make necessary arrange- 
ments for continuation of the service. 
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Livestock Terminal said its present position made any 
continuation of service by it “definitely impossible;” that it 
was insolvent and without means or credit to pay its employes 
or its other charges after June 19; that is had notified its 
employes that their employment would end on that date and 
had filed its tariff supplement in accordance with the terms 
of the abandonment certificate granted it. It said it would 
probably have to go through bankruptcy even though it had 
“no assets whatsoever.” 

“Granting of the Cleveland carriers’ request,” it continued, 
“will not solve the problem as to who is to perform the service 
after June 19, 1944, but will simply mean that applicant's 
abandonment of such service is unlawful.” 

Livestock Terminal asked the Commission to approve the 
certificate granted by division 4, to deny a protest that had 
been filed against the supplement referred to (supplement No. 
1 to applicants I. C. C. No. 4), and that the petition of the 
railroads in Ex Parte 127 be denied insofar as it would require 
continuation of service by Livestock Terminal beyond June 19. 


Railroad Abandonments 


F. E. C. 


In Finance No. 14590, Florida East Coast Railway Co., has 
asked the Commission for authority to abandon a portion of 
the Okeechobee branch, extending from Maytown to a point 
about 14.6 miles south of Okeechobee, in Volusia, Seminole, 
Orange, Osceola, Indian River, Okeechobee and Martin coun- 
ties, Fla., 136.1 miles, and to abandon operation. In lieu thereof, 
the applicant said it was proposed to construct an extension of 
an existing line of railroad, i. e., a cut-off line extending from 
mile post 152.5 on the branch proposed to be abandoned to 
Fort Pierce on the main line of the Florida East Coast, 30 
miles. The portion of the line to be abandoned, said the appli- 
cant, had been constructed to reach large timber tracts, and 
later extended to reach a highly productive agricultural area. 
The great increase in agricultural development, it said, had 
made the branch entirely inadequate for the expedited service 
now required, and that the timber had practically all been cut. 
All passenger traffic on the branch had been discontinued for 
some years, it said. 


Cc. A. & S. 


Examiner J. S. Prichard has recommended in a proposed 
report in Finance No. 14358, Chicago, Attica & Southern Rail- 
road et al. Abandonment, that division 4 of the Commission 
find that present and future convenience and necessity were 
not shown to permit abandonment by the C. A. & S. of a line 
of railroad extending from Veedersburg to Morocco, approxi- 
mately 59.1 miles, in Newton, Benton, Warren, and Fountain 
counties, Ind. The report said the property was owned by 
Dulien Steel Products, Inc., in the business of operating scrap 
yards and buying and selling new and second-hand steel mate- 
rials, including used locomotives and other railroad equipment. 
The examiner said industries dependent on the facilities of the 
applicant had shown a public need for continued operation of 
the line sufficient to warrant its retention, at least for the 
duration of the war. As to the contention of the applicant that 
a carrier might not be required to continue even a branch at 
a loss, the report said the evidence presented as to the results 
of operation was far from conclusive that the line had suffered 
losses to the extent claimed by the applicant in 1943, or that 
it could not be operated at a profit in the future if the Dulien 
company would give the necessary attention to more efficient 
and economical operation of the railroad. The examiner rec- 
ommended that the denial be made without prejudice to the 
renewal of the application after the termination of the war, if 
it could be shown that conditions then existing warranted such 
action. 

In discussing the contention of the protestants that the 
Dulien company was not acting in good faith in connection 
with continued operation of a portion of the line in fulfillment 
of contractual obligations under which the properties were 
required by direction of the court, the court having agreed to 
an offer by the successful bidder, from whom the Dulien com- 
pany acquired the property, subject to an agreement to con- 
tinue operation of the railroad in freight service between 
Veedersburg and Swanington, the examiner said these were 
matters cognizable by the court. The Commission’s jurisdic- 
tion, said he, extended solely to the question of public conven- 
ience and necessity. 

G. M. & O 


In Finance No. 14568, Gulf, Mobile & Ohio asks the Com- 
mission for authority to abandon its so-called Aberdeen branch, 
extending from Muldon to Aberdeen, Miss., approximately 
8.77 miles, and to abandon operation thereover. The applicant 
said the branch was being operated at a substantial loss and 
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that the prospects were that, instead of diminishing, the losses 
would be greater in the future. The public’s use of the facilities 
had decreased to such an extent that continued operation of 
the branch could not be justified, the applicant said. 

By a report and certificate in Finance No. 14478, Gulf, 
Mobile & Ohio Railroad Co. Abandonment, the Commission, 
division 4, has permitted the G. M. & O. to abandon a branch 
line of railroad extending from Eoline to T. C. T. Junction, 
11.83 miles, and to abandon operation over 0.88 mile of tracks 
of the Tennessee Coal, Iron & Railroad Co. between T. C. T. 
Junction and Blocton, and over terminal tracks of the Wood- 
stock & Blocton Railway Co., in Blocton, all in Bibb county, 
Ala. 

The report said the line served little, if any, public need 
in the territory it traversed. The Commission reserved juris- 
diction for two years to consider whether conditions should be 
imposed for the protection of employes who might be ad- 
versely affected. 


N., C. & St. L. 


Examiner R. Romero, in a proposed report in Finance No. 
14469, Nashville, Chattanooga & St. Louis Railway Abandon- 
ment, has recommended authorization by the Commission of 
abandonment by the Nashville, Chattanooga & St. Louis Rail- 
way of a segment of its line extending from Union City, Tenn., 
to Hickman, Ky., approximately 16.57 miles. He said the seg- 
ment had yielded net system earnings of $17,098 in 1942 but 
had shown a loss of $14,292 in 1943. His report contained the 
observation that “the application is opposed generally on the 
grounds that the principal shippers would be left without rail 
service other than that furnished by the Illinois Central, which 
is considered unsatisfactory, and that the abandonment would 
result in depreciation of land values, loss of business, and 
reduction in wages of railway employes.” The examiner said 
the line had lost most of the sand and gravel traffic and all 
the traffic formerly furnished by a wood-processing plant, and 
added that “that traffic represents 37 per cent of the total 
traffic handled in 1943.” He stated that the line was in poor 
condition and that expenditures required for its rehabilitation 
were not warranted by either the traffic available or in pres- 
pect. The applicant, he said, introduced no evidence relative 
to the effect on the railway employes as a result of the removal 
of the line. He added that the Commission should reserve 
jurisdiction to consider the question of imposition of conditions 
for the protection of employes who might be adversely affected. 


Southern lowa 


By a report and certificate in Finance No. 14532, Southern 
Iowa Railway Co. Abandonment, the Commission, division 4, 
has permitted abandonment by the Southern Iowa Railway Co. 
of a portion of its line in Appanoose county, Ia., extending 
about 2.63 miles between Centerville and Mystic, Ia. (see 
Traffic World, April 22, p. 1104). 


St. Clairsville & Northern 


In Finance No. 14593, the Baltimore & Ohio Railroad Co. 
has applied to the Commission for authority to abandon oper- 
ation of the St. Clairsville & Northern Railway, extending 3.42 
miles from the B. & O. Wheeling-Lorain line to the village 
of St. Clairsville, all in Belmont county, O. The applicant says 
it operates the St. C. & N. pursuant to a 99-year lease entered 
into May 5, 1903, between the trustees of the latter railway 
and the Cleveland, Lorain & Wheeling Railway Co. It says 
that on July 27, 1943, the line involved was seriously damaged 
by a disastrous flash flood that destroyed practically all the 
bridges and culverts on the line, washed out most of the track 
and roadbed and caused serious damage to the remaining part 
of the line, “with the result that said line will have to be 
rebuilt substantially in its entirety at an estimated expense of 
approximately $47,410 if railroad operations are to be re- 
sumed.” Applicant says such expenditures are not wraranted 
by the “extremely light’ volume of business handled on the 
line, and that the village of St. Clairsville is adequately serve 
by another railroad and other transport facilities. 

In Finance No. 14594, the Village of St. Clairsville and 
the trustees of the St. Clairsville & Northern, as owners of 
the line, ask authority to abandon the line. The application 
shows that the line was built under provisions of an 1879 Ohio 
law authorizing villages to build railroads, and that it had 
been leased to the C., L. & W. in 1903. 


PETITIONS FOR REHEARING, ETC. 


MC F-2358, Wilson Fly, et al., purchase, Potashnick Local Truck 
System, Ine. Potashnick Local Truck System, Inc. asks for reconsidera- 
tion of report and order of division 4 of May 19. 

MC-F 2277, Homer W. Fitterling, et al., control; Fitterling Trans- 
portation Co., Inc., control, Shippers Dispatch, Inc. Fitterling Trans- 
portation Co., Inc. and Shippers Dispatch, Inc. ask Commission to 
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extend ninety day period of time in which to effect disposition of rights 
as authorized in report of Commission of March 29. 

W-587, Foss Launch & Tug Co., temporary authority application, 
Port Gamble. Protestant, Drummond Lighterage Co. asks for recon- 
sideration and vacation of order granting temporary certificate. 

MC C-354, Line Material Co. vs. W. H. Hinchcliff, Jr., dba Hinch- 
cliff Motor Service, et al. Certain defendants, Hinchcliff Motor Service, 
Yellow Truck Lines, Inc., and Wolf Truck Lines, ask for reconsideration 
by, and reargument before, entire Commission. 

Finance 14038, Livestock Terminal Service Co., abandonment. Prot- 
estants ask for postponement of effective date of Commission's order 
and certificate of May 19 for abandonment and reconsideration. 





FINANCE APPLICATIONS 

Finance No. 14589, M. P. Callaway, as trustee of the Central of 
Georgia, asks authority to issue $655,120 of notes evidencing the de- 
ferred payments of purchase price of 450 steel box cars under a condi- 
tional sale or lease, and for authority to arrange for the sale of said 
conditional sale or lease contract and notes and transfer thereof to the 
purchaser. The applicant said it was proposed to sell the notes for 
cash after advertising for bids in accordance with regulations of the 
Commission promulgated under the provisions of the Clayton anti-trust 
act, and that the applicant would pay in cash 60 per cent of the cost 
of each box car as and when accepted by him and would pay the bal- 
ance of the purchase price of tue cars in four equal semi-annual install- 
ments, the first payment to be due six months from acceptance of the 
last of the cars. 

MC F-2559, S. Robert Posey and B. F. Weaver, in control of Shirks 
Motor Express Corporation, of Lancaster, Pa., ask authority to control 
and purchase certain operating rights of H. L. Goble & Co., Ine., of 
Allentown, Pa., and temporarily to operate. 

MC F-2560, T. R. Middleton, Morris Saylor, Eleanor Middleton, and 
Frannie Saylor, dba Cumberland Coach Lines, of Cumberland, Ky., 
ask authority to acquire control of Tri-State Coach Corporation, Inc., of 
Norton, Va., through ownership of capital stock, and temporarily to 
operate. 

MC F-2561, Central Wisconsin Motor Transport Co., of Wisconsin 
Rapids, Wis., asks authority to purchase certain operating rights of 
Melvin Wolf, dba Madison-Milwaukee Line, of Madison, Wis., and tem- 
porarily to operate. 

MC F-2555, Richard G. Spitzer, of Albuquerque, N. M., asks author- 
ity to acquire control of Navajo Freight Lines, Inc., also of Albuquer- 
que, through ownership of capital stock. 

MC F-2556, Auclair Transportation, Inc., of Manchester, N. H., asks 
authority to purchase certain operating rights, equipment, and property 
of Wilfrid M. Auclair, dba W. M. Auclair Motor Transportation, also 
of Manchester. . 

MC F-2557, Eimer W. Sims, dba Motor Transport Lines, of Chicago, 
asks authority to purchase certain operating rights of Otto Abshier, dba 
Otto Abshier Trucking Co., of Indianapolis, Ind. 

MC F-2558, Battle Creek Storage Co., of Battle Creek, Mich., asks 
authority to purchase certain operating rights of C. B. Powers, dba 
Battle Creek Storage Co., also of Battle Creek. 

MC F-2562, Ramus Trucking Line, Inc., of Cleveland, O., asks 
authority to purchase certain operating rights of LeMay Express, Inc., 
of Holyoke, Mass. 

MC F-2563, The Greyhound Corporation, dba Greyhound Lines, of 
Chicago, Ill., asks authority to acquire control of Valley Public Service 
Co., of Columbus, O., through ownership of capital stock. 

Finance No. 14592. Smith-Rowland Co., Inc., of Norfolk, Va., a 
water carrier operating under certificate granted in W-260, authorized 
to operate irregularly between ports and points along the Atlantic coast 
and tributary waterways from Maine to Virginia, inclusive, asks author- 
ity to transfer its certificate to Smith-Douglass Co., Inc., of Norfolk, 
owner of all the capital stock of the transferor. Applicant says it owns 
two barges, but that both vessels are operated at the present time in 
off-shore trade at the direction of the War Shipping Administration. 
According to the application, Smith-Rowland Co., Inc., was dissolved 
as of September 30, 1943, and the transfer of the corporation’s permit 
is part of a merger with the parent corporation. 


STATUS OF JOHN J. CASALE, INC. 


The Pittston Co., of Hoboken, N. J., a holding company, 
and Pattison & Bownes, Inc., of New York City, a wholesale 
distributor of coal, have filed with the Commission a petition 
in MC F-2173—their application for approval of transfer of 
the stock of John J. Casale, Inc., of New York City, from 
the United States Trucking Corporation to Pattison & Bownes, 
Inc.—asking authority to withdraw the application or, in the 
alternative, for dismissal of the application (see Traffic World, 
Jan. 15, p. 133, and March 11, p. 652). 

Examiner A. S. Parker, in a proposed report in MC 20314, 
John J. Casale, Inc., Contract Carrier Application, had recom- 
mended issuance of a permit, under the “grandfather” clause, 
to Casale on condition that the applicant submit satisfactory 
proof that it and United States Trucking Corporation were no 
longer under the same control and that their interests were in 
no wise affiliated. The Supreme Court of the United States 
upheld a Commission order denying a petition of the Casale 
corporation for withdrawal of that application. 

In the instant petition, the petitioners said that the sale 
of Casale’s stock by United States Trucking to Pattison & 
Bownes had been effected to meet in part certain objections 
of the Commission’s Bureau of Motor Carriers to the close re- 
lationship between United States Trucking and Casale, but 
that “Trucking’s reason for selling the stock turned out not 








1624 


to be sound,” according to Examiner Parker’s proposed report. 
The petitioners said that they had returned the Casale stock 
to United States Trucking and the latter had returned to 
Pattison & Bownes “all monies received in connection with 
this transaction.” The petition contained statement that the 
Pittston Co. now owned and controlled all of the capital stock 


of both Pattison & Bownes and United States Trucking Cor- 
poration. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
im it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. No. 5303, the Commission suspended from June 
12 until January 12, 1945, the operation of certain schedules as 
published in supplement No. 35 to joint tariff, Agents B. T. 
Jones’ I. C. C. No. 3504 and R. G. Raasch’s I. C. C. No. 488. 
The suspended schedules propose to increase, over the routes 
of the Louisville & Nashville Railroad and Southern Railway, 
the rates on cement, in carloads, from Speed, Ind., to Bristol, 
Tenn.-Va. and Norton, Va. 

In I. and S. No. 5304, the Commission suspended from 
June 15 until January 15 the operation of certain schedules 
as published in supplement No. 5 to Norfolk & Western Rail- 
way Company’s tariff I. C. C. No. 9202. The suspended sched- 
ules propose to restrict the provisions for stop-off of carload 
shipments for partial unloading or to complete loading at points 
on the Norfolk & Western Railway. 


Joint Rate Eliminations 


Contesting the right of motor carriers to increase their 
revenues by eliminating their participation in joint rates and 
over through routes in connection with other participating 
carriers, Price Administrator Bowles, on his own behalf and 
on behalf of the Economic Stabilization Director, has asked 
the Commission to suspend certain items in seven Southern 
Motor Carriers Rate Conference tariffs, and two Middle. At- 
lantic States Motor Carriers Conference tariffs, effective 
June 13, and later. The protested items, said the Administra- 
tor, — the elimination of various carriers as aforemen- 
tioned. 

The Administrator quoted the notices to his office, cover- 
ing the proposals, to the effect that the carriers understood 
that “the elimination is being made under authority of sec- 
tion 216(c) of part II of the interstate commerce act,” and 
said the respondents submitted that the eliminations would 
result in increased rates and charges, but that they had sub- 
mitted no evidence to show that the rates for the future would 
be just and reasonable. He continued: 


By stating that no through routes, joint rates, or interchange ar- 
rangements will be maintained the respondents obviously are depending 
upon what they believe to be their legal rights for the purpose of in- 
creasing their revenues. While the through routes, joint rates and inter- 
change arrangement may be canceled, the higher combination of local 
rates will apply on future traffic. 


The Administrator contended that section 216(c) applied 
only to the making of joint and through arrangements, and 
that there were no restrictions on the Commission’s jurisdic- 
tion with respect to the reasonableness of changes of such rates 
after the carriers had voluntarily entered into joint arrange- 
ments. Section 216(g) expressly provided, he argued, that the 
Commission might determine the lawfulness of the rates that 
would become applicable as a result of the proposed elimina- 
tions, adding that this contention was consistent with the Com- 
mission’s decision in Printing Paper Over Dixie Freight Lines, 
Inc., decided May 15, 1942. 


1. C. C. Jurisdiction Challenged 


Edgar Watkins, Jr., for the respondents involved in the 
Southern Motor Carriers Rate Conference tariffs, replying to 
the Price Administrator’s request for suspension, maintained 
that the Commission had no jurisdiction to suspend the pro- 
tested items. He said that, in Rocky Mountain Lines, Inc.— 
Elimination Participation, 31 M. C. C. 320, it had been decided 
that the Commission had jurisdiction of joint rates as long as 
joint routes were in existence. He quoted the Commission as 
saying, however, that “there is nothing in the evidence to indi- 
cate that when the joint rates are cancelled the associations’ 
carriers will not continue the present arrangements for inter- 
changing through traffic with the protestant,” and added: 


In this case, the notes attached to the protested publications leave 
no doubt but what joint routes have been canceled; and no interchange 
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arrangements will be in effect; thus the Commission’s jurisdiction over 
the joint rates has ended, and as there are no more joint routes there 
can be no increase in joint rates as there are no applicable joint rates, 
either one factor or combination rates. 


Mr. Watkins argued that a carrier might cancel a joint 
route once entered into, as indicated by the case cited, and 
said that this had been decided definitely in Hausman Steel Co. 
vs. Seaboard Freight Lines, Inc., 32 M. C. C. 31. He cited the 
case of Planters Nut and Chocolate So. 31 M. C. C. 719, as 
not being opposed to this idea, but as supporting it, saying that 
it was there held that “the Baltimore Transfer was under an 
obligation to accept shipments tendered to it by the Old Do- 
minion as agent for the shipper.” 

_ “If there had been a through route,” he continued, “the 
shipment would have been tendered as a connecting carrier, 
not as agent for a shipper. While it is true that a joint route 
can be established by methods other than joint rates, such as 
through billing, there is no charge that the respondents intend 
to do this, and all of the evidence, particularly the notes at- 
tached to the publications, negative any such idea... .” 

He argued that there was a distinction between the duty 
of every common carrier of property by motor vehicle to ac- 
cept and transport any shipment tendered to it by a shipper 
or its agent and to transport such shipment to a point served 
by it, and movements over a joint route. The protested items 
simply ended the joint undertaking, said he, and in no way 
changed the duty of the respondents under their operating 
rights and obligations. He added that “the joint undertaking 
having been ended, it would not be legal to maintain a rate in 
the tariffs to cover a service no longer offered.” He continued: 


It is argued by the protestants that a joint route once established 
must be maintained. They did not say for how long, but their reference 
to convenience and necessity indicates that they mean forever. Cer- 
tainly this was not the intention of Congress. Prior to the passage of 
the motor carrier act, joint rates of railroads were elaborately provided 
for. This was also amended in 1940 when water carriers were brought 
under control, and joint routes between water carriers were required 
in 1940. With the provisions of part I before them, Congress required 
joint routes of common carriers by motor vehicle of persons but not by 
common carriers by motor vehicle of property. Later, when the act 
was extensively amended in 1940, no change was made as to motor 
carriers of property. 


Edible Live Stock Rates 


Railroads defendants in No. 28976, Louisville Live Stock 
Exchange vs. Alabama Great Southern et al., and respondents 
in I. and S. No. 5265, In the Matter of Live Stock Between 
Louisville, Ky., and Central Freight Association Territory, in 
a brief on exceptions to the proposed report by Examiner J. P. 
McGrath in those proceedings (see Traffic World, May 13, p. 
1297), have set forth objections to the recommended findings, 
among others, by the examiner that no justification appears 
for rates on live stock from Louisville to trunk line territory 
destinations that exceed the rates to the same destinations from 
more distant points in Kentucky from which Louisville is di- 
rectly intermediate. 

The railroads also objected to the examiner’s statement 
that livestock shipped from points in Kentucky from which 
Louisville was intermediate to trunk line territory destinations 
was purchased and sold in competition with livestock shipped 
from Louisville to the same destinations, and to the recom- 
mendation that the assailed rates from Louisville to trunk line 
territory destinations be declared unreasonable for the future 
insofar as they might exceed rates from Kentucky points from 
which Louisville was directly intermediate to those destinations 
and from which edible livestock moved on such rates to trunk 
line territory destinations. 

The railroads said the complainants were not concerned 
about competing at the present time on an equal basis with 
other Kentucky shippers in selling operations in trunk line 
territory. 

“On the contrary,” they continued, “they are not competing 
at all. Their purpose is simply to insure that the allegedly 
preferred Kentucky points continue to ship livestock into the 
Louisville stockyards instead of shipping directly to points in 
eastern territory as it is anticipated they may do. However, 
it is obvious that section 3 . . . does not guarantee the preser- 
vation of a situation of this type wherein they are the exclusive 
shippers to eastern territory. ... 

“Tt... appears that complainants are dealing solely with 
a hypothetical and suppositious situation, one which exists 
solely in futuro... .” 

If any changes were to be made in the key-point adjust- 
ment now prevailing between Louisville and other important 
shipping centers in official territory with which Louisville com- 
peted, the railroads said, the desirability of such changes ought 
to be considered in an overall investigation, “not indirectly or 
in piecemeal fashion as here attempted.” 
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in I. C. C. Cases 


Railroad, Water, and Motor Transport 





Allied Van Lines’ Rights 


Examiner W. T. Croft, in a proposed report in MC 15735, 
Allied Van Lines, Inc., common carrier application, embracing 
MC 15735, Sub. 1, same, extension, all states, has recommended 
granting to Allied grandfather rights as to household goods 
between points in forty states and the District of Columbia 
and in the extension case, authority between all other points 
in the United States. The necessity for changes in past prac- 
tices to bring future operations within the law was no ground 
for denying the authority, said the examiner, and there was 
nothing in Allied’s plan of operation so inconsistent with public 
interest as to warrant denial. He said that Allied was un- 
deniably giving a superior service with efficiency and economy 
not generally achieved by others, and that such disadvantage 
as protestants felt in competing with it was not to be cured 


— from the public benefits Allied had made pos- 
sible. 


Coal, Ky. and Ill. to Chicago 


Efforts of Illinois-Indiana coal producing interests to bring 
about an increase in the rates on bituminous coal from western 
Kentucky to Chicago so as to increase the differential in the 
rates from western Kentucky over the rates from southern 
Illinois to 50 cents a net ton would be unsuccessful, if the Com- 
mission were to adopt recommendations by Examiner Burton 
Fuller in a proposed report on rehearing in No. 28629, Com- 
monwealth of Kentucky et al. vs. Illinois Central et al., embrac- 
ing No. 28689, Illinois Coal Traffic Bureau vs. Ahnapee & 
Western et al. 

Examiner Fuller recommended that the Commission’s find- 
ings in its prior report, 253 I. C. C. 779, be affirmed. In the 
prior report the Commission found the carload rate fo $2.40 
a net ton on bituminous coal from western Kentucky to Chi- 
cago, Ill., and intermediate destinations taking the same rates 
unreasonable for the future to the extent it exceeded $2.30, 
that this rate in connection with the $2.05 rate from southern 
Illinois would remove the alleged prejudice against western 
Kentucky and not subject southern Illinois to undue prejudice, 
and that the rates from western Kentucky and southern IIlli- 
nois to the northwest were not unduly preferential of the 
former or unduly prejudicial to the latter. The Commission 
at the same time dismissed the complaint in No. 28689. The 
original effective date of the order in No. 28629, the examiner 
noted, was April 17, 1943, but the effective date was post- 
poned indefinitely and the proceedings were reopened for re- 
hearing on petition of the Illinois Commerce Commission, the 
Illinois-Indiana coal producing interests, and the railroads, ex- 
cept the Louisville & Nashville and the Illinois Central. 


The examiner observed that western Kentucky had borne 
a fixed differential over southern Illinois to Chicago and most 
of the other destinations in the northwest since 1919 when a 
differential of 25 cents was prescribed; that the differential 
was increased to 35 cents in 1927 in Illinois-Indiana Coal Cases, 
128 I. C. C. 265, and that the 35-cent differential, western Ken- 
tucky over southern Illinois, had been approved again in West 
Kentucky Coal Bureau vs. Illinois Central, 172 I. C. C. 279, 
on a record made in 1929. 


“Western Kentucky contends,” Examiner Fuller said, “that 
its rate to Chicago should be reduced so as to restore its differ- 
ential of 25 cents over southern Illinois with correspondingly 
reduced differentials over the other midwestern groups, while 
the Illinois-Indiana interests contend that the rates from 
western Kentucky to the entire northwest should be increased 
so as to reflect a differential of 50 cents over southern Illinois 


with correspondingly increased differentials over the other mid- 
western groups.” 


Differing Transport Conditions 


_ Examiner Fuller discussed transportation conditions and 
distances from western Kentucky to Chicago as compared with 
those from southern Illinois, noting in that connection that the 
Commission in the prior report had found that there were 
more and severer grades within the western Kentucky group, 
with attendant lower tonnage ratings and greater assembly 
costs, as compared with generally level terrain in the southern 


Illinois and other midwest field groups. He referred to com- 
plaints of the Illinois-Indiana producers in the past to the effect 
that western Kentucky was getting more than a fair share 
of the coal business from Chicago, but he stated that western 
Kentucky’s position in the Chicago market had deteriorated 
since 1929 and added that the evidence in the prior hearing 
showed that the 35-cent differential was responsible, at least 
in part, for that decline. Continuing, he said, in part: 


The record on rehearing shows that since our entrance into the war, 
miners have been granted substantial wage increases .. . that minimum 
prices have been superseded by ceiling prices fixed by law, that the 
market has shifted from a buyer’s to a seller’s market, that the sales 
are subject to directives of the Solid Fuels Administrator, that three 
old shaft mines have closed down in southern Illinois and eight strip 
mines and two shaft mines opened up in western Kentucky, and that 
the total volume of production and shipments has substantially in- 
creased. However, there has been no substantial change in the relative 
production and shipment situation, particularly to the Chicago market, 
as between western Kentucky and the other midwestern groups.... 

The Illinois-Indiana interests contend that under present conditions 
the effect of western Kentucky’s rate and differential on the movement 
of traffic cannot be determined and that therefore its complaint should 
be dismissed. However, they insist with equal vigor that their present 
rate spreads under western Kentucky ... should be widened by in- 
creasing Kentucky’s rate so as to reflect a differential of 50 cents over 
southern Illinois. The situation before the Commission with respect to 
the Chicago market is now substantially the same as when the 25-cent 
differential was originally prescribed. ... 

There is nothing in the present-day commercial situation as affect- 
ing the movement of the traffic which would justify rates from western 
Kentucky higher than would be warranted by considering only the 
history and nature of the adjustment, and distances and other trans- 
portation conditions. ... It is clear that the present rates from western 
Kentucky to the northwest do not reflect an unduly low spread over 
southern Illinois but that, regardless of the so-called destination prin- 
ciple, western Kentucky’s rate to Chicago and intermediate destina- 
tions taking the same rates is unreasonable to the extent that it re- 
flects a differential of more than 25 cents over southern Illinois with 
corresponding reduced differentials over the other mid-western groups. 

On rehearing, the findings in the prior report . . . should be af- 
firmed. An order for the future should be entered in No. 28629 and the 
complaint in No. 28689 should be dismissed. 


Iron and Steel Articles, Ete. 


No. 29038, Sioux Steel Co. vs. A. T. & S. F., et al., em- 
bracing I. and S. No. 5285, Grain Storage Bins East to Pacific 
Coast. By Examiners Claude A. Rice and W. K. Berryman. 
Rates sought to be collected on iron and steel articles, in 
mixed carloads, shipped from Buffalo, N. Y., Steubenville, O., 
Weirton, W. Va., and Indianapolis and Kokomo, Ind., to Sioux 
Falls, S. D., for fabrication in transit, and reshipped as iron 
or steel tanks, knocked down, in carloads to Wasco, Ore., Salt 
Lake City, U., and numerous points in California, applicable. 
Applicable rates unreasonable. Proposed rates on grain stor- 
age bins, in carloads, from eastern and southern origins to 
Pacific coast territory not shown just and reasonable. Recom- 
mens cancellation of suspended schedules. Following a ruling 
in an informal proceeding, defendants published schedules to 
become effective February 15, proposing to amend rates ap- 
plicable on iron or steel portable houses from specified groups 
in southern territory and from group C-1 in official territory 
to points on the Pacific Coast and intermediate points taking 
the same rates, to include grain storage bins or cribs. Pro- 
posed rate from group C-1 was $1.30, minimum 40,000 pounds 
for cars 41.5 feet and less, and 52,000 pounds for cars over 41.5 
feet. Effective March 15, defendants published additional sched- 
ules proposing same inclusion from all other groups in official 
territory, minima 30,000, 40,000 and 60,000 pounds with gradu- 
ated rates. From group B rates were $2.15, $1.53, and $1.38 
respectively. The schedules were suspended on protest of the 
complainant. The examiners said the Commission should find 
that the rates assailed were applicable, but that they had been, 
were, and for the future would be unreasonable to the extent 
that they had exceeded, exceeded, or might exceed the rates on 
sheet steel, $1.27 from transcontinental group B territory, and 
$1.19 from group C-1 territory to mountain-pacific territory, 
minimum 40,000 pounds, the rates charged. The report said 
that rates on a complete article were ordinarily a compromise 
of the rates on the various parts, but also said that, in the case 
of portable houses, the shipments included heating boilers, hot 
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air furnaces, building metal, pipe fittings and structural iron 
or steel forms. It said that grain storage bins had no compar- 
able valuable fixtures and were not sufficiently similar to war- 
rant application to them of rates designed as a compromise of 
the rates on all the articles included in a shipment with port- 
able houses. It followed that no reason was apparent why 
complete bins, knocked down, should not be accorded the same 
rates as the component parts in mixed carloads, the report 
said, adding that bridges and some like articles, composed of 
structural steel, were shipped at the rates applicable on struc- 
tural steel. 


Control of Motor Carriers 


The Commission should find that the involved corporations 
were under common ownership, management, and control as 
contemplated in section 210, said Examiner Henry A. Cockrum 
in a proposed report in MC 7580, Ohio Cartage Co. A Corpora- 
tion, Columbus, O., embracing MC 44447, Suburban Motor 
Freight, Inc., Columbus, O., a proceeding to determine if the 
two corporations, both of Columbus, O., were under common 
ownership, control and management. The examiner further 
recommended that holding by Suburban of a certificate, and 
of a permit by Ohio Cartage, to the extent that each would 
authorize operation in the transportation of property over the 
same routes or within the same territory, should be found not 
consistent with the public interest. 

He said that the Commission, division 5, had authorized 
issuance of a permit to Ohio Cartage authorizing transporta- 
tion between points in Ohio, among others, of merchandise, 
equipment, materials and supplies for the Great Atlantic & 
Pacific Tea Co. Suburban, he said, held a certificate authoriz- 
ing transportation of general commodities between Ohio points, 
all within the territory embraced in the “tentative permit’ 
issued to Ohio Cartage. 

He pointed out that Charles T. Livezey, through stock 
ownership by himself and his wife, controlled Ohio Cartage, 
and that the stock owned or controlled by Mr. Levezey and 
Paul L. Selby, while just short of a majority of Suburban 
stock, assured them for all practical purposes of control of 
that carrier. In the circumstances, said the examiner, the con- 
clusion that dual operations were not consistent with the public 
interest was reached even though the two operations in the 
past had been conducted entirely independently of each other, 
as the condition that section 210 was designed to prevent would 
continue as long as the common control continued. He said he 
hesitated to suggest the exclusion of commodities from Ohio’s 
permit, or of common points from the permit or certificate. As 
a further alternative, he said the common owners of the ap- 
plicants might prefer to divest themselves of their common 
ownership, control, and management of either one or the other 
of the operations. He recommended issuance of a permit to 
Ohio, on compliance, within 90 days, with the conditions with 
respect to election or divestiture as suggested, and subject to 
the approval of the Commission respecting any transfer of 
rights. On failure to make such election or divestiture, he said, 
the application in MC 7580 should be denied. 





KELLEHER CARLOADING APPLICATION 


The Commission’s Bureau of Water Carriers and Freight 
Forwarders, in a proposed report in FF-139, Kelleher Carload- 
ing & Distributing Co. Application, has recommendéd that the 
Commission find the services of the applicant those of a freight 
forwarder. It proposed a grant of authority to forward com- 
modities generally from points in Connecticut, Massachusetts, 
New Jersey, New York, Kentucky, Illinois, and Missouri, to 
points in Indiana, Tennessee, Illinois, Wisconsin, Minnesota, 
Iowa, Missouri, Arkansas, Louisiana, Texas, Oklahoma, Kansas, 
Nebraska, South Dakota, North Dakota, and Colorado. That 
portion of the application seeking authority to serve points in 
California, Oregon, Utah, and Washington should be dismissed, 
the bureau said, pointing out that the applicant had requested 
permission to eliminate its request for authority to serve those 
four states. That portion of the application, said the report, 
was opposed by Merchants Shippers Association, Inc. 


SOUTHEAST ARKANSAS MOTOR PURCHASE 


In a proposed report embracing two applications to pur- 
chase operating rights of Southeast Arkansas Freight Line, Inc., 
Examiner M. L. Winson has recommended denial of one appli- 
cation, and approval of the other. His report was made in 
MC F-2315, C. H. Moses, et al.—Control; Motor Express, Inc.— 
Purchase—Southeast Arkansas Freight Line, Inc., embracing 
MC F-2395, Jay Rountree — Purchase — Southeast Arkansas 
Freight Line, Inc. 

He recommended denial of the application in MC F-2315, 
on the ground that the financial status of Motor Express had 
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become so precarious that it had decided to dispose of all its 
operations as evidenced by the joint application in MC F-2509, 
H. G. Hamilton, et al—Purchase—Motor Express, Inc. 

In MC F-2395, the examiner recommended approval of 
the purchase by Jay Rountree, doing business as Ozark Motor 
Lines, of Dallas, Tex., of certain operating rights and property 
of Southeast. The Southeast rights covered common carriage 
of general commodities between Memphis, Tenn., and Arkansas 
points, and between Arkansas points; between Greenville, Miss.., 
and Montrose, Ark., serving certain intermediate points; also 
carbonblack from Sterlington, La., to junction U. S. highway 
165 and Louisian ahighway 815, with no service at intermediate 
points. 





Motor Proposed Reports 


(Recommended orders im proposed motor reports, at expiration 
of 30 days from date of service of reports (unless otherwise stated), 
decome effective unless exceptions have been filed within the 20-day 
period or execeptions have been seasonebly filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face” type, 
with name of town or city following.) 


Wyoming (Powell)—MC 1897, Sub. 7, Fred J. Keller, ex- 
tension. Certificate proposed. Machinery, materials, supplies, 
and equipment, incidental to or used in the construction, devel- 
opment, operation, and maintenance of facilities for the discov- 
ery, development, and production of natural gas and petroleum, 
between points in Mont., and Wyo., within 100 miles of Powell, 
including Powell, over irregular routes. 

Colorado (Denver)—MC 29988, Sub. 13, Denver-Chicago 
Trucking Co., Inc., extension. Certificate proposed. General 
commodities, with exceptions, between Tacoma, Wash., and 
Denver, Colo., over specified routes and under specified condi- 
tions. 

Montana (Billings)—-MC 52934, Sub. 2, extension. Permit 
proposed. Crude oil, in bulk, in tank trucks, from the McKinnie 
Oil & Drilling Co. leases within 5 miles of Elk Basin, Wyo., to 
Billings Mont., and points within one mile thereof, over two 
prescribed routes, serving the intermediate point of Laurel, 
Mont., for delivery only. 

Wyoming (Lovell)—MC 105006, M. O. Lynn and M. P. 
Keleher, common carrier. Certificate proposed. Machinery, ma- 
terials, supplies and equipment, incidental to or used in the 
construction, development, operation, and maintenance of facili- 
ties for the discovery, development, and production of natural 
gas and petroleum, between points in Mont. and Wyo., within 
50 miles of Lovell, Wyo., including Lovell, over irregular routes. 

Wisconsin (Janesville)—-MC 57641, Sub. 3, Carinal Lines, 
Inc., extension. Denial of certificate proposed. Passengers and 
their baggage, and newspapers, express, and mail, in the same 
vehicle with passengers, between Janesville, Wis., and Chicago, 
Ill., over a specified route, serving all intermediate points. 

Alabama (Birmingham)—MC 60787, Sub. 1, J. C. White, 
extension. Certificate proposed. Household goods, between 
Birmingham, Ala., and points within 20 miles thereof, on the 
one hand, and, on the other, all points in Mich. 

Illinois (Miller City)—-MC 94650, Sub. 1, James Erastus 
McBride, extension. Denial of certificates proposed. General 
commodities, with exceptions, over irregular routes, between 
St. Louis, Mo., on the one hand, and, on the other, Miller City, 
Ill., and points within 18 miles thereof. 


New York (Kendall)—MC 96489, Sub. 1, Howard Bowen, 
extension. Certificate proposed. Canned goods, frozen foods 
and fruits, vinegar stock, and fresh fruits and vegetables, from 
points in Erie, Niagara, and Orleans counties, N. Y., to points 
in O., N. J., Pa., and points in the New York commercial zone, 
over irregular routes. 


Canada (Fort Francis, Ontario)—-MC 104931, Fred Krope- 
lin, common carrier. Certificate proposed. Pulpwood, from the 
United States-Canada international boundary at International 
Falls, Minn., to International Falls, over irregular routes. 


Wisconsin (Milwaukee)—-MC 6031, Sub. 8, Barry Transfer 
& Storage Co., extension. Denial of permit proposed. Petroleum 
products, between points in the Chicago, Ill., commercial zone, 
and those in Lockport and Lemont townships, Cook county, IIl., 
on the one hand, and, on the other, points in Columbia, Dane, 
Dodge, Fond du Lac, Green Lake, Jefferson, Kenosha, Mil- 
waukee, Ozaukee, Racine, Rock, Sauk, Sheboygan, Walworth, 
Washington, Waukesha, Lafayette, Iowa, Marquette, Winnebago, 
Calumet, Manitowoc, and Richland counties in Wisconsin. 

South Dakota (Belle Fourche)—MC 91397, Sub. 1, Hugh 
Kissick, extension. Certificate proposed. General commodities, 
between Broadus, Mont., and Miles City, Mont., over U. S. 


highway 212, serving all intermediate points. 
Connecticut (Rowayton)—MC 104795, Michael L. Fogarty, 
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contract carrier. Denial of permit proposed. Slicing machines, 
materials and parts thereof, and airplane parts, from Stanford, 
Conn., to White Plains, Kingston, and Albany, N. Y., points in 
the New York N. Y., commercial zone, and Farmingdale, L. L., 
N. Y., Newark, N. J., Philadelphia, Pa., Baltimore, Md., Wash- 
ington, D. C., Providence, R. I., Springfield and Boston, Mass., 
over irregular routes. 

Wisconsin (Chippewa Falls)—-MC 81592, Sub. 2, William 
F. Paus, extension. Certificate proposed. Passengers and their 
baggage, and express and newspapers, in the same vehicle with 
passengers, between Prentice, Wis., and Park Falls, Wis., over 
a specified route, with service at all intermediate points, sub- 
ject to restriction that no passengers are to be transported be- 
tween Park Falls and Fifield unless destined to or originating 
at points beyond Fifield. 

Wisconsin (Chippewa Falls)—-MC 81592, Sub. 3, William 
F. Paus, extension. Certificate proposed. Passengers and their 
baggage, and express and newspapers, in the same vehicle with 
passengers between Eau Claire, Wis., and Ladysmith, Wis., 
over a specified route, with service at all intermediate points, 
conditioned on applicant requesting in writing cancellation of 
certificate issued him April 28, 1942, embracing part of the 
aforementioned authority. 


Ohio (Youngstown)—MC 31220, Daniels Motor Freight 
Service, Inc., common carrier, embracing MC 31220,, Sub. 4, 
Same, extension. Denial of certificate proposed in MC 31220, 
and findings in prior report, decided March 31, 1943, modified. 
Continuance in operation, general commodities or household 
goods, between Youngstown, O., and a 25-mile radius, on the 
one hand, and, on the other, points in N. Y., Pa., N. J., Md., 
W. Va., and DIC. In MC 31220, Sub. 4, certificate proposed, and 
public convenience and necessity found to require operation by 
applicant as common carrier of iron and steel articles, ma- 
chinery and parts, pipe and pipe fittings, automatic sprinkler 
systems and equipment and supplies for their installation, from 
Youngstown, O., and a 25-mile radius area, to N. J., Del., Md., 
DIC. and described parts of Pa. and N. Y. 

Montana (Laurel)—MC 52788, Sub. No. 3, L. W. Hageman 
and J. F. Jolley, dba Hageman & Jolley. Permit proposed. 
Crude oil from oilfields in Park, Big Horn, Washakie, and Hot 
Springs counties, Wyo., to Warren, Mont., and points within 
five miles thereof, at pipeline head, over irregular routes. 

New Jersey (Newark)—MC 105009, National Trucking Co., 
Inc. Denial of permit proposed. Specified commodities between 
points in designated areas in N. Y., N. J., Conn., Pa. and Md. 
The examiner said the main purpose of the application was to 
change the status of applicant from that of a common carrier 
to that of a contract carrier, and that the shippers now served 
by applicant would continue to use applicant’s service as long 
as it was the same as in the past, regardless of whether it was 
furnished as a common or contract carrier. 


PIPELINE VALUATION REPORTS 

The Commission, division 2, in a tentative valuation report 
in Valuation Docket No. 1275, Bell-Western Corporation, Tulsa, 
Okla., has found the value, for rate-making purposes, of trunk 
and gathering pipelines owned and operated by Bell-Western 
Corporation in Oklahoma and Texas for transportation of crude 
oil and devoted by the corporation to common carrier purposes 
to be $154,000. It said the oil was gathered in the Fargo Pool 
in Wilbarger county, Tex., and moved to the refinery of the 
Bell Oil & Gas Co. in Grandfield, Okla. 

In a tentative valuation report in Valuation Docket No. 
1276, Bell Oil & Gas Co.—Pipe Line Department, Tulsa, Okla., 
the Commission, by division 2, has fixed the value, for rate- 
making purposes, of trunk and gathering pipelines in Oklahoma 
and Texas owned by the Bell Oil & Gas Co. pipeline department 
and used for transportation of gasoline and crude oil to be 
$173,000, exclusive of carrier property valued at $400, owned 
but not used. The Commission said the crude oil was gathered 
in the Burkburnett and Riverbed fields of Texas and Oklahoma 
and moved to the company’s refinery at Grandfield, Okla., and 
the gasoline moved from the refinery to Bell-Tex Terminal, 

ex. 


W. & L. E. CONTROL 

The Chesapeake & Ohio Railway Co. has filed a petition 
for a supplemental report and order in Finance No. 14367, 
Wheeling & Lake Erie Railway Co. Control, asking the Com- 
mission to state in such supplemental report and order that 
its orders heretofore entered in this proceeding constitute no 
prohibition against the acquisition by the Chesapeake & Ohio 
of additional shares of stock of W. & L. E. stock and that the 
petitioner may acquire such additional shares without further 
approval by the Commission. 

The petitioner observed that the Commission, by its order 
of November 16, 1943, in this proceeding (see Traffic World, 
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Nov. 20, p. 1254), had authorized acquisition by the C. & O. of 
60,000 shares of common stock of the W. & L. E. and, in addi- 
tion, ‘‘not exceeding 14,357 additional shares” of that company’s 
stock, whether common, preferred, prior lien, or a combination 
of any of those classes. It noted that it now owned 57.01 per 
cent of the stock of the New York, Chicago, & St. Louis, and 
said that the present combined holdings of that road and of 
the C. & O. of W. & L. E. stock represented about 67 per cent 
of the outstanding stock of the Wheeling & Lake Erie. The 
purchase of additional shares of W. & L. E. stock by the peti- 
tioner would not result in the acquisition of any other or fur- 
ther control over the W. & L. E. than that now residing in the 
petitioner and the New York, Chicago & St. Louis, according 
to the petition. 





Righter Trucking Purchase 


Eight trucking companies and the Regular Common Car- 
rier Conference of American Trucking Associations, Inc., 
jointly, and the applicants in MC F-2413, St. Louis-San Fran- 
cisco Railway Co.—Control; Frisco Transportation Co.—Pur- 
chase—Righter Trucking Co., have filed briefs with the Com- 
mission, the protesting truckers alleging that, in addition to 
service auxiliary to the parent railroad, Frisco desired to in- 
stitute an “all-out truck service over the routes involved.” 
The applicants, arguing that the proposed transaction would 
not unduly restrain competition, said that “the creation of new 
operating rights is not here proposed, but only the transfer of 
existing rights.” 

The proposed purchase involved regular and irregular route 
operations, the irregular routes between points in Butler, Stod- 
dard, Dunklin, Pemiscot, New Madrid and Scott counties, Mo., 
and those in a described portion of Arkansas, on the one hand, 
and, on the other destination points on specified regular routes, 
also transferred. The regular routes involved covered service 
between St. Louis, Mo., and Memphis, Tenn.; between certain 
Missouri points; between Missouri and Arkansas points; and 
between Pocahontas, Ark., and Memphis. Temporary authority 
for Frisco to operate over the involved routes was granted 
on 21, and modified in April (see Traffic World, Apr. 8, p. 

The applicants asked the Commission to approve the pro- 
posed purchase, agreeing that the rights to be transferred 
should be modified by excluding the right to render service 
from or to interchange traffic at points that were stations of 
Missouri Pacific. The applicants said that, while no specific 
finding was requested, Frisco would consummate the trans- 
action if the Commission required the service to be restricted 
to points that were rail stations of the parent railway and to 
intermediate highway points not more than 10 miles from such 
rail stations. 

“It has been the policy of applicant Transportation Com- 
pany to maintain independent motor carrier operations in all 
of the territory it serves along the lines of the parent railway,” 
said the applicants. “It operates much in the same way as does 
any other motor carrier. While maintaining an independence 
in its own operation, there also exists an interdependence be- 
tween Transportation Company and parent railway in that 
co-ordination of service is effected in an effort to give the public 
the most effective transportation service possible. Tested by 
this consideration the application should be granted.” 

The applicants argued that the imposition of. “auxiliary- 
supplemental, pre- and ex-rail, and key point restrictions” 
would be inconsistent with the public interest. They said the 
territory sought to be served had lost its largest motor carrier 
(Potashnick), and that its second largest motor carrier, Righter, 
found itself unable to continue operations because of extreme 
financial difficulties. The territory to be served consisted pri- 
marily of small towns, said the applicants, and that they re- 
quired motor carrier service and were entitled to co-ordinated 
rail-motor service. Having lost one entire motor carrier opera- 
tion, and faced with the probability that another might not be 
resumed, their motor carrier service should not be “further 
denuded” by restricting conditions having no justification in 
the record, said they. 

The motor carrier protestants said that, under the record 
and in view of the refusal of Frisco to accept restrictions on its 
motor carrier operations, the application must be denied or, 
in the alternative, conditions must be attached to any order 
granting approval of the transaction in accordance with the 
principles announced in cases cited by them. 

They said that the present method of operation by Frisco, 
under restrictions, should be approved, and that the law was 
well settled that a rail line or its subsidiary might not engage 
in unrestricted motor carrier operations. The proposed plan, 
said they, conflicted with controlling decision of the Commis- 
sion. The motor carrier protestants said they saw nothing but 
“destruction of their business in the event unrestricted motor 
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carrier operations by vendee should be authorized in this case,” 
and that such results would not be to public advantage. It was 
the duty of the Commission, said they, to preserve the inde- 
pendent motor carrier business that had been built up over a 
period of years in the involved territory. 

There was no sufficient showing that existing motor car- 
rier service was inadequate, they said, and that the saving of 
railroad car miles was not sufficient to support an order per- 
mitting unrestricted motor carrier operations by Frisco. They 
pointed out that the applicant presently held operating author- 
ity in the territory, with the “required restrictions attached,” 
and that Frisco seemed to have become dissatisfied with it. 


*“Exelusive” Grain Proportionals 


So long as proportional rates were published, the grain 
trade as a whole was better served by strict adherence to the 
transit rule against which the petition of the Board of Trade 
of Kansas City, Mo., for an investigation by the Commission 
on its own motion was directed, the Kansas-Missouri River 
Mills said in a reply to the Kansas Board’s petition (see Traffic 
World, May 6, p. 1240). 


“Petitioner recites example of the through rate from Ells- 
worth, Kan., to Delta, Mo., of 34 cents per 100 pounds with 
transit at such points as Salina, Kan., and Topeka, Kan., with- 
out extra charge,” the Kansas-Missouri River Mills said. “But 
if grain from the same origin to the same destination is 
transited at Kansas City the basis for such transit is the sum 
of the local rate to Kansas City of 18 cents, plus the propor- 
tional rate thence of 19 cents. Petitioner alleges discrimina- 
tion against Kansas City because of the fact that Kansas City 
would pay 37 cents, while Salina and Topeka would pay only 
34 cents. 


“Tf petitioner had selected Black Wolf, Kan., a point on 
the Union Pacific just west of Ellsworth, a different result 
would be obtained. . . . Different treatment is accorded Salina 
and Topeka when the origin is served by only one line than 
when it is served by more than one and there are routes not 
operating through the rate break point. Transit operators at 
such points as Salina and Topeka have noted this difference in 
treatment, but the discrimination is not sufficient to justify 
complaint about it, when it is considered that to do so would 
destroy a rate adjustment that, on a whole, should not be 
disturbed.” 


The Kansas-Missouri River Mills said it did not appear 
that Kansas City had been kept out of the southeast in the 
marketing of hard winter wheat flour by the rate adjustment. 
They noted that the Commission had been upheld by the 
Supreme Court on the grain rate adjustment (314 U. S. 534). 


Status of Cleveland Stock Yards 


Railroads serving Cleveland, O., have filed petitions with 
the Commission in Finance No. 14038, Livestock Terminal 
Service Co. Abandonment of Operation, and Ex Parte No. 127, 
Status of Public Stockyard Companies, asking for postpone- 
ment of the effective date of the certificate issued by division 4 
in Finance No. 14038 authorizing abandonment of operation of 
loading and unloading facilities at the Cleveland Union Stock 
Yards by Livestock Terminal Service Co. thirty days after 
May 19 (see Traffic World, May 27, p. 1434), “in the light of 
the issue concerning the status of the Cleveland Union Stock 
Yards Co. now pending in Ex Parte 127.” 


The petitioning railroads—the New York Central, the New 
York, Chicago & St. Louis, the Erie, the Pennsylvania, the 
Baltimore & Ohio, and the Wheeling & Lake Erie—also asked 
that the Commission reopen the proceeding in Finance No. 
14038 and reconsider the findings and order of division 4 and 
that its further report and order in that case be consolidated 
with its further decision in Ex Parte 127 concerning the Cleve- 
land Union Stock Yards Co. 


The petitioners said that, in the Commission’s report on 
further consideration in Ex Parte 127, 251 I. C. C. 677, the 
Cleveland Union Stock Yards Co. was relieved of the status of 
a common carrier by rail subject to the act for such period as 
it did not undertake to resume the operation of the loading 
and unloading facilities here involved, which Livestock Ter- 
minal Service Co. was operating under a lease, with the Stock 
Yards company as lessor. The petitioners cited the following 
from the report by division 4 in Finance No. 14038: 


The Stock Yards Company did not begin operation of loading and 
unloading service under a certificate. .. . Its operation began long prior 
to the enactment of section 1(18-20) of the act. But, in the performance 
ot the service for many years, it incurred the relationship and duty to 
the public of a common carrier by railroad subject to the act. This 
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relationship is ~ot terminated by a lease of carrier facilities to another 
for performance of the service and, if the lease is terminated, the lessor 
itself must resume operation and perform its duty to the public until 
legally relieved from that obligation. 


Difficulty had arisen because of the Commission’s failure 
to consider the abandonment application with the issue pending 
in Ex Parte No. 127 concerning the Stock Yards:Company, said 
the petitioners. They said the Commission erred in its decision 
in 251 I. C. C. 677 in purporting to relieve the Stock Yards 
Company of its common carrier status. They expressed the 
belief that the Stock Yards Company had no desire to perform 
services that would make it subject to regulation under the 
interstate commerce act and that the company would not vol- 
untarily resume services that would make it subject to the act. 


“Protestants also fear,” they said, “that the Stock Yards 
Company may be disposed to exact for the use of the facilities 
necessary in loading and unloading livestock sums so high as 
to amount in effect to a denial of those facilities to livestock 
arriving at Cleveland via railroad or intended for shipment 
from Cleveland via railroad. . .. In their practical effect the 
decision and order of division 4 have created uncertainty and 
tended further to confuse the difficult problem of perfecting 
arrangements necessary for the satisfactory handling of live- 
stock by railroad to and from Cleveland.” 


D. L. & W. MERGER 

In Finance No. 14583, and Finance No. 14584, the D. L. 
& W. has filed applications with the Commission for permission 
to merge the properties of the Lackawanna Railroad Co. of 
New Jersey into its own properties, and to issue the necessary 
securities. The latest applications follow others filed by the 
D. L. & W. for the merger of other leased lines in order to 
clear up a situation brought about by court decisions holding 
payments of rental by the D. L. & W. to lessor companies to be 
income of the lessor companies on which federal income taxes 
were assessable against such companies under leases providing 
for the payment of rentals by the D. L. & W. to the holders 
of the capital stock of the lessor companies. 

After reviewing the suits filed by the federal government 
and by certain stockholders and lessor companies, raising sim- 
ilar questions, the petition in Finance No. 14583, asking au- 
thority to merge the properties, said these considerations em- 
phasized the importance of consummating a program that 
would achieve a reduction of the system fixed charges payable 
by the D. L. & W. pursuant to the provisions of the leases, 
and that consummation would “at the same time eliminate 
for the future the problem as to federal taxes on income of 
the leased line companies by reason of rental payments made 
in respect of the capital stock of such companies and provide 
for the payment of such taxes and interest due in respect of 
past periods.” The Commission recently approved the merger 
of the properties of the New York, Lackawanna & Western 
Railway Co., into the D. L. & W., saying a carrier was not 
to be condemned for its efforts to merge the properties of 
its lessors in order to avoid a reorganization proceeding (see 
Traffic World, May 27, p. 1429). 

In Finance No. 14584, the D. L. & W. asks authority to 
issue certificates of deposit in respect of not to exceed 105,800 
shares of capital stock of the Lackawanna of New Jersey; and 
not to exceed $10,580,000 principal amount of its Lackawanna 
of New Jersey Division first mortgage bonds. 


NEW HAVEN REORGANIZATION 


L. Stanley Champion, chairman, John G. Annala, Samuel 
P. Belsinger, Harry I. Weil, and Chetwood Smith, constituting 
the protective committee for holders of common stock of the 
New Haven, have asked the Commission, in Finance No. 10992, 
New York, New Haven & Hartford Railroad Co. Reorganiza- 
tion, to approve a budget totaling $3,830.07 for proposed ex- 
penditures in the period May 1 to July 31. 

The protective committee for holders of preferred stock of 
the New York, New Haven & Hartford Railroad Co., by a 
petition in Finance No. 10992, New York, New Haven & Hart- 
ford Railroad Co. Reorganization, has asked the Commission 
to approve the committee’s budget of proposed expenditures 
for the period from May 1 to July 31, totaling $2,988.35, in- 
cluding $1,387.50 for “technical studies and expenses.” 


CENTRAL BARGE APPLICATION 


In W-326, Central Barge Co., of Chicago, Ill., has asked 
authority to extend its service to include the carriage of com- 
modities generally, with exceptions, over regular and irregular 
routes, the year around on the Tennessee River and tributaries, 
and seasonally on the Minnesota River, over portions of those 
rivers recently opened to navigation. 
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Freight Classification 


In a crowded hearing room, the Commission began hearing 
argument June 14 in No. 28300, Class Rate Investigation, 1939, 
and No. 29310, Consolidated Freight Classification. The Com- 
mission had assigned 9 days, 3 hours and 5 minutes for argu- 
ment to the various interests, including a period of 20 minutes 
to Senator Stewart, of Tennessee. 

Sitting with the Commission to hear argument were C. L. 
Doherty, of the South Dakota Public Utilities Commission; 
George McConnaughey, of the Public Utilities Commission of 
Ohio; and H. W. Scott, of the Public Service Commission of 
South Carolina. 

In December, 1943, in a proposed report in No. 28310, Ex- 
aminers Paul O. Carter and William J. Koebel observed that 
existing classifications were outmoded, and that “classifications 
are not the correct media for remedying inequalities in terri- 
torial class-rate levels, which should be accomplished by modi- 
fying the rates themselves.” They recommended the establish- 
ment, on a nation-wide basis, of thirty percentage classes, rang- 
ing from 400 per cent to 11 per cent of first class, leaving un- 
disturbed the present class 100 as first class. They proposed 
seven classes above first class, and 22 bearing percentage re- 
lationships to first class of less than 100. They noted that the 
proceeding was an investigation instituted by the Commission, 
on its own motion, into the lawfulness of the description of 
articles, carload minimum weights, and ratings provided in the 
consolidated freight classification, containing the ratings on 
articles so described in official, Illinois, southern and western 
classifications, applicable to the transportation of property in 
interstate or foreign commerce by common carriers by rail or 
water, or partly by rail and partly by water, subject to the 
interstate commerce act (see Traffic World, Dec. 11, 1943, p. 
1439). 

In assigning the proceedings for argument, Secretary Bar- 
tel, of the Commission, said the issues in the two proceedings 
were similar and would be argued at the same time, adding that 
no proposed report would be served in No. 28300 and that argu- 
ment in that proceeding would be on the record and the briefs 
filed. Official territory railroads, in their exceptions brief, had 
asked that this be done. 


Southern Carriers Open 


Argument was opened for southern carrier respondents by 
W. L. Grubbs, who said he would speak with reference to No. 
28300, leaving to other counsel No. 28310, as well as some 
phases of the rates. Mr. Grubbs addressed himself largely to 
the arguments of southern interests advocating changes in the 
southern rate structure. He distributed a booklet which, in 
pictorial form and in charts and tables, illustrated what he 
said were the facts concerning transportation conditions in the 
south and in the east, and showing what would happen to the 
revenues of southern railroads if the desires of the adversaries 
of the southern railroads—the Southern Governors Conference, 
and some southern interests and state authorities — were 
granted. They desired, he said, to have the rate structure of the 
east transferred into the south so that southern rates, where 
higher than those in the east, would be lowered. He called at- 
tention to charts in the booklet which, he said, showed that 
transfer of the complete revenue level of the east to the south, 
including increases as well as decreases, would have caused 
losses to the southern railroads from 1930 to 1939, and that the 
situation would have been worse if the transfer had taken place 
only where southern rates were higher than those in the east. 

The southern roads, he said, would have nothing to which 
to turn to recoup such losses, pointing out that they carried a 
large percentage of those commodities which, he said, the Com- 
mission had referred to as less desirable from a revenue stand- 
point and on which the Commission had indicated that lower 
rates should be maintained, such as agricultural products and 
live stock. The southern roads, said he, could not maintain the 
same rate structure as the east. Rail costs in the south were 
admittedly higher, he said. 

Contrasting the experience of the witnesses introduced by 
the southern railroads and interests advocating no change in 
the rate structure, with those advocating changes, Mr. Grubbs 
said the former were traffic executives responsible for the 
solvency of the railroads, or traffic experts, while those advo- 
cating the change had “distinguished themselves in another 
field—the field of politics.” 

He said the most important issue of the proceeding was that 
no action should be taken by the Commission that would impair 
the strength of the railroads of the south. Those railroads, said 
he, felt that their very lives were “here at stake,” and that 
“never before, as we see it, have our revenues, our ability to 
render adequate service, our right to remain in the realm of 
private enterprise, been so jeopardized. From our standpoint, 
the central, transcendent question is whether we shall be 
granted or denied an opportunity to earn enough to render in 
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times of peace and in times of peril the character of service we 
have been rendering in this hour of crisis.” 

The arguments advanced by Mr. Grubbs in No. 28310 were 
developed more specifically by Charles Clark, general counsel 
for the Southern Railway; by E. J. Zoll, Jr., commerce attorney 
for the Illinois Central; and by F. A. Gwathmey, representing 
southeastern carriers. Pointing out that only two of the mem- 
bers of the Commission as presently constituted were members 
when the southern class rates went into effect in 1928, Mr. 
Clark sketched the history of the rates and referred to a num- 
ber of later rate proceedings in which. the southern class rates 
were before the Commission “formally, time and time again.” 
Those rates, said he, had stood the test of time, that the Com- 
mission could change them only on evidence in the record, and 
that “no great fault was found with the class rates on the 
record.” It was the rates that were on trial, he said and not, 
the southern roads as, he said, was desired by the Southern 
Governors’ Conference. In answer to a question by Commis- 
sioner Alldredge as to whether Mr. Clark wanted to put the 
southern governors on trial, Mr. Clark said: “Let me say the 
Commission is on trial, and I am your honors’ counsel, if you 
will have me.” He then proceeded to analyze the testimony of 
witnesses introduced by the opposition, insisting in each case 
that the evidence was irrelevant or insufficient to call the 
southern rates into question, adding that “you must find some- 
thing wrong with them before you can change them.” 

Although Mr. Clark had pointed out that exceptions rat- 
ings were not in issue, Commissioner Aitchison said that, since 
the Commission had taken the responsibility for making the 
rates, the roads had made many exceptions. Mr. Clark said 
that when the roads took a commodity out of the class rate 
structure and put it into the commodity rates it no longer 
merited a class rate. Further questions from the bench brought 
out the fact that there were about 3,200 exceptions to the rates. 

Mr. Clark also expressed concern that, if the Commission 
adopted in this proceeding the cost formula developed by Dr. 
Edwards, of the Commission’s Bureau of Transport Economics 
and Statistics, and which he said had been issued as senate 
document 63, the formula would be “something to be used 
from now on,” although he said that the Commission had indi- 
cated that it had not adopted the formula. He said that, in 
transmitting the material to Congress, the Commission had put 
the carriers in a “peculiar position.” In an analysis of the 
results of the formula, he said that its application to particular 
commodities did not square with the facts. As an example, he 
cited livestock, on which he said it was shown the roads were 
earning 18 per cent more than the full costs plus 4 per cent 
return, but that the same formula resulted in a showing of 28 
per cent less than costs plus 4 per cent on bituminous coal, 
and asked how it was that the roads were losing money on 


na making money on live stock. That, he said, could 
not be. 


Development of the South 


Mr. Zoll said he would address himself to the question 
propounded by the Commission as to the extent to which eco- 
nomic development had been retarded or advanced by prevail- 
ing class rate structures. He offered an exhibit which, he said, 
showed that the south had “shown its heels” to all other sec- 
tions of the country in growth in the value of manufactured 
products, in number of industrial establishments, and value of 
products of those establishments, in the period in which the 
southern class rate structure was in effect, quoting a statement 
signed by the Southérn Governors’ Conference in 1940 which 
said that in two years the value of the south’s manufactured 
products had increased approximately 35 per cent and that it 
was then two and a half times the value of the south’s agricul- 
tural output. More than 1,100 industrial establishments had 
located in the south from 1939 to 1941, he said. 

Turning to contentions of the Tennessee Valley Authority, 
that the north drained raw material from the south, Mr. Zoll 
said the record showed that this was not so, citing an exhibit 
prepared by Dr. Beatrice Aitchison. A greater proportion of 
the south’s manufactures were shipped to the north, than those 
of the north shipped to the south, said he. He said that in 
attempting to overcome this showing the T. V. A. had “taken 
origins from which the commodities did not move,” and from 
which, therefore, they took commodity rates. Had T. V. A. 
taken points from which the commodities did move, said he, 
the rates to the north would have been lower, or not appre- 
ciably higher than, from the north. He said that the Commis- 
sion would be “embarking on a foolhardy course to attempt ‘to 
— that class rate structure, and would work irreparable 

arm.” 


Freight Classification 


Mr. Zoll then turned to what he said was the issue in No. 
28310: Whether classification, to the extent not uniform in the 
various territories was for that reason unlawful. He said he 
wanted to discuss the question under four points: That the 
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assignment of a rating in one territory differing from the rat- 
ing assigned in another territory was not shown on this record 
to be unlawful; that the Commission should not issue any 
order such as recommended, requiring uniformity, because of 
the dire results such an order would have; that the examiners’ 
method for achieving uniformity would result in classification 
ratings that could not be defended on any theory; and that the 
Commission could not require unformity by the method rec- 
ommended by the examiners. 

In answer to a question by Commissioner Alldredge, Mr. 
Zoll said the trend was toward uniformity, pointing out that 
there were 10,000 1. c. 1. ratings in the consolidated classifica- 
tion and that 85 per cent of them were uniform, and that there 
were 10,600 carload classifications, 36 per cent of which were 
uniform in all territories. After an exchange of remarks with 
Commissioner Alldredge, in which the latter pointed out that 
a witness for the railroads had said that there had been a 
large increase in exceptions ratings, and that in Texas the 
classification was used on only about 10 per cent of the traffic, 
Mr. Zoll asked whether or not the classification did not have 
a use in determining exceptions ratings, and pointed out that 
the examiners had said in their proposed report that the evi- 
dence went mostly to class rates and not to classifications. He 
argued that the Commission could not make a section 3 finding 
on the record as made, and quoted Commission decisions to 
the effect that preference and prejudice must be shown to be 
“undue,” and that there might be one classification on one line 
while another was generally in use. He said there was con- 
siderable testimony from shippers that non-uniformity had not 
harmed them. Referring to the 3,200 1. c. 1. exceptions pre- 
viously mentioned, Mr. Zoll said that these were true excep- 
tions, but that the bulk of the other exceptions ratings were 
nothing more or less than commodity rates published in that 
form because it was convenient and effected compliance with 
section 4. The exceptions ratings, he said, were largely con- 
trolled by competition and that competition had dictated the 
levels the exceptions had taken. 

Mr. Gwathmey’s time was occupied with a discussion of 
the Florida arbitraries. He said the Florida authorities had 
contended that the peninsula was no longer entitled to any 
special treatment as to freight rates and that the arbitraries 
must be eliminated. In the years in which he had represented 
the Florida railroads, said he, he had never seen so much 
“misleading matter” introduced in a case as that which he said 
had been put in by the Florida authorities in the instant pro- 
ceedings. He argued that the reasons that had led the Com- 
mission to grant the arbitraries still existed in the transporta- 
tion conditions of that state. It would take more than a freight 
rate, said he, to make Pittsburgh or a’ Birmingham out of 
Miami. 

Senator Stewart’s Statement 


Because he could not be present, a statement was offered 
in lieu of argument for Senator Stewart, of Tennessee, and 
accepted as part of the record. He said he would discuss prin- 
cipally the significance and effect of the amendment of 1940 
to section 3(1) of the act by which the words “region, district, 
territory,” were added to that paragraph. Congress intended 
by the addition of those words, said he, to effect “a real and 
substantial change in the basic law against discriminations.” 
He said Congress was familiar with the outcome of previous 
attempts to change the national freight rate structure, referring 
to the ruling of the Supreme Court of the United States in 
Ann Arbor R. Co. vs. United States, 281 U. S. 658, that no 
change had actually been made in the basic law by the Hoch- 
Smith resolution. Congress had not rested with the passage of 
a resolution in adding the quoted language to the act, he said, 
and had made the addition ‘“‘so as to make the inhibitions of 
that paragraph apply directly to discriminations in rates as 
between regions, districts and territories.” He cited the action 
of Congress in making more rigid the fourth section of the act 
to indicate the “continuing purpose of Congress to adhere to 
its original determination to control discriminations. .. .” 


He said the Commission had told Congress many times in 
its annual reports of the importance and desirability of uni- 
formity of classification and, referring to the various regional 
or territorial rate investigations, said he understood that those 
investigations probably ameliorated the differences to some 
extent as between territories, and accomplished a high degree 
of uniformity within the respective territories. He said a lay- 
man or a member of Congress charged with responsibility for 
legislation in this field, might reasonably form the conclusion 
he had when he looked inte the record, namely, that ‘‘the law 
was effective when applied to regions or territories but that 
something was lacking when the law against discriminations 
was given a wider sweep and applied to the nation as a whole 
where one regional rate structure could have been compared 
to another.” 

After discussing the substitution of the words “district, 
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territory, or region’ for the word “locality” in section 3(1)}, 
the senator said that, instead of having an inhibition in the 
law against discrimination between localities “‘we have a def- 
inite and positive prohibition against discrimination between 
districts, territories and regions.” As a parallel, he cited the de- 
cision of the Commission in Albany Port District Case, 219 
I. C. C. 151, where it followed the amendment of section 3 
adding “ports and port districts” as giving it authority to con- 
trol discrimination between ports and port districts, and said 
this established a clear precedent, equally applicable to re- 
gions, districts and territories, in view of the amendment adding 
aan words to the anti-discrimination provisions of section 

The senator reviewed committee discussions in Congress 
in connectoin with the amendment adding the words “regions, 
districts, and territories,” and said that the whole tenor of the 
Senate debate on the amendment was in support of an effort 
to remove interterritorial rate discriminations. 


Hughes Speaks for Western Lines 


Paraphrasing the remark of Prime Minister Churchill con- 
cerning the British Empire, W. T. Hughes, of the Rock Island, 
representing the railroads of the western district, said that the 
executives of the western roads had not taken over the man- 
agement of those roads to preside over their liquidation. He 
made the remark after a discussion of the rate studies put in 
by Dr. Edwards, of the Commission’s Bureau of Transport 
Economics and Statistics. He said the proponents of change in 
the existing class rate structure and classifications had ac- 
cepted those studies without criticism, but that the roads he 
represented regarded the use of cost studies in rate cases as 
an impractical matter, and that they were “amazed at Dr. 
Edwards’ heroism in undertaking it.” 

He discussed the position of the western roads under five 
heads: The philosophy of the southern governors and their 
affiliates; the proponents’ claims for uniform class rates and the 
evidence offered; the proponents’ reliance on cost studies as a 
foundation for uniformity; the relation of the western roads 
to the existing class rate structure and level; and the freight 
classification issue in No. 28310. 


He said that not a single witness had testified that he had 
been barred from locating a plant anywhere in the south, by 
reason of freight rates, and added that the general statement 
that the rate structure was retarding southern development 
did not prove itself. He said he knew of no reason why railroad 
rates should be regarded as implements of economic or social 
policies. He said it was the dynamics of business, initiative, 
inventiveness, and adventured capital, that brought about 
growth in industry, citing the development of Oklahoma. As 
to the effect of rates on business, he pointed out that a number 
of well-known makes of automobiles had dropped out of the 
market, although they had the same rates as other makes. 
When Commissioner Aitchison said no one was asking the roads 
to transport at less than a reasonable profit, Mr. Hughes said 
they were being asked to transport at less than a reasonable 
rate. Every brief that had come to the Commission, said he, 
had asked that official territory rates be spread over the coun- 
try. He then read from an address recently made by Commis- 
sioner Aitchison, in which the latter had projected, as a ques- 
tion for the future, whether transportation charges might be 
one of the means by which desired social and economic results 
might be effected, and added that the instant case presented 
that question “right now.” 

He insisted that uniformity of freight rates could only be 
based on uniformity in economic activities, and on substantial 
uniformity in the composition of traffic, saying that a mere 
comparison of rates prescribed by the Commission did not 
prove the need for uniformity. He pointed to influences on 
transportation in official territory, such as the Erie Canal, the 
competition of the big eastern roads, and the competition of 
the ports, as influences not at work in the territory he repre- 
sented. 

Answering a question from the bench as to whether he 
thought uniformity through the country would be sound, Mr. 
Hughes said that, according to Dr. Edwards’ figures, transfer 
to the west of the eastern rates on all traffic would have wiped 
out completely net railway operating income of the western 
carriers in 1939. He objected to the averaging of ratings, as 
recommended in the examiners’ report, saying that such an 
average would be “just a statistic.” 


Official Territory Lines 

Thomas F. Healy, of the New York Central, opened argu- 
ment for the eastern lines. His general position was that the 
southern lines gave rates on raw materials that were advan- 
tageous to shippers in that section. If the official territory class 
rates were added to the southern structure, he said northern 
shippers would be placed at a disadvantage. He said that class 
rate traffic was more important in official territory than in any 
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of the others, and repeated the contentions of others that the 
Commission had no authority to adjust rates for such purposes 
as, he said, had been advanced by a witness for the T. V. A. 
In answer to a question by Commissioner Miller, Mr. Healy 
said the eastern roads objected to the same rate scale for the 
northern and southern areas. He said the official territory 
structure had worked, and that it was closely worked into the 
industrial and agricultural interests of the country. No serious 
complaints had been made concerning it, he said, adding that 
if the Commission found transportation conditions in the vari- 
ous territories such that rates should be on the official territory 
level, or any other level, ‘‘then they will be on that level.” 

Joseph F. Eshelman, of the Pennsylvania, had just begun 
to speak on questions raised in the Commission’s notice to 
counsel, as to whether there should be a single set of rates for 
carload and less-than-carload application, and whether less- 
than-carload traffic should reflect full transportation costs or 
something less, and if the latter, what the floor should be, when 
the argument was recessed until the next day. 

An announcement by Chairman Patterson, in the brief 
pause following what Mr. Healy had to say, to the effect that 
Japan had been bombed, brought a round of applause. 

The War Food Administrator, and the United States De- 
partment of Agriculture, have filed a petition for leave to inter- 
vene in the proceedings ‘upon brief and at oral argument sub- 
sequent to that scheduled to commence June 14, 1944, if such 
oral argument is granted.” 


Hudson & Manhattan Fares 


The Supreme Court of the United States, June 12, 
denied a petition of the Hudson & Manhattan Railroad Co. for 
rehearing of its motion to dismiss its appeal from an inter- 
locutory injunction, prohibiting passenger fare increases, issued 
by the federal district court for the New Jersey district on 
November 26, 1943, which motion the Supreme Court had 
granted April 3, in No. 766, Hudson & Manhattan Railroad Co., 
Appellant, vs. City of Jersey City, Stabilization Director Fred 
M. Vinson and Price Administrator Chester Bowles. 

No. 766 was a companion case to No. 767, in which the 
Hudson & Manhattan and the Interstate Commerce Commis- 
sion appealed from the decree of the federal court for the 
New Jersey district making permanent the interlocutory in- 
junction and annulling the Commission’s order authorizing an 
increase in Hudson & Manhattan fares (see Traffic World, 
June 3, p. 1501). The Supreme Court, in No. 767, reversed the 
decision of the district court. 

According to an answer by the City of Jersey City to the 
petition for rehearing, the effect of granting of the petition 
would have been to pave the way for the filing of a damage 
suit by the Hudson & Manhattan against Jersey City, on the 
ground that the interlocutory injunction was “wrongfully” is- 
sued. The City of Jersey City said that the railroad company 
was not justified in asking the Supreme Court to “lend its 
dignity toward aiding the railroad company in prosecution of 
a suit for damages.” 

The Supreme Court’s order of June 12 read as follows: 


The motion for leave to file petition for rehearing is granted. In 
this case the appeal from the interlocutory injunction was dismissed on 
the ground that. the appeal had become moot, the interlocutory injunc- 


tion having merged in the final injunction. The petition for rehearing 
is denied. 


Southern Intrastate Fares 


The state of North Carolina by its attorney general, and 
the North Carolina Utilities Commission, have asked the fed- 
eral court for the eastern North Carolina district, Raleigh 
division, to set aside the cease and desist order of the Com- 
mission in No. 29036, North Carolina Intrastate Coach Fares. 
The case was decided with three others involving intrastate 
fares in Alabama, Kentucky, and Tennessee, in which the Com- 
mission required the railroads to bring the intrastate fares up 
to the interstate level (see Traffic World, April 1, p. 897). 
The cease and desist order was issued May 12, the Commission 
noting that the respective state commissions had not author- 
ized the adjustment required by the Commission. 

After pointing out that the North Carolina commission had 
granted increases in intrastate rates to weak lines in that state, 
the complaint said the Commission’s report and order exceeded 
the power delegated to the Commission and violated the provi- 
sions of the tenth amendment to the Constitution. It said the 
Commission had erred in making its report before the respond- 
ent carriers had exhausted their remedies before the North 
Carolina body, and that, among other things, the Commission 
had erred in refusing to investigate the reasonableness of the 
interstate coach fares of railroads under “the changed condi- 
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tions.” It said a burden of proof rested heavily on the rail- 
roads to justify their petition to increase intrastate fares, citing 
Passenger Fares and Surcharges, 214 I. C. C. 175, in which, it 
said, the Commission, “prior to the 10 per cent increase,” had 
found coach fares of 1.5 cents a passenger a mile not unrea- 
sonable or otherwise unlawful. 

The complaint also charged that the Commission had made 
no finding that the intrastate fare was non-compensatory, 
adding that this finding was an essential prerequisite to the 
making of a valid order, and that such a finding could not be 
made on the evidence before the Commission. It said, further, 
that the Commission’s action was arbitrary in denying North 
Carolina’s petition for a further hearing to show that the num- 
ber of passengers in non-reserved seat coaches had increased 
“much more greatly” than in deluxe reserved seat coaches and 
parlor and sleeping cars in the war years and that the existing 
intrastate coach fares yielded more than the expenses, includ- 
ing fair return on value. 

Other allegations of error were that the Commission based 
its finding with respect to railroad rates of return on income 
left after deducting federal income taxes from net income; 
that it failed to find that the railroads’ rates of return were 
excessive in the war years of 1942 and 1943, and failed to base 
its findings on evidence as to existing war conditions and the 
reasonable expectancy that such conditions would continue for 
some years; and in finding that the intrastate fare was sub- 
normal. 

The final paragraph of the complaint, preceding the prayer, 
said the authority of the state “acting in its sovereign capac- 
ity’ over its own intrastate rates was paramount to federal 
authority unless and until the state authority conflicted with 
the federal authority to regulate interstate commerce; and 
that the Commission was without power to invade the domain 
of the state until it should be made clear that the jurisdic- 
tional facts existed to warrant the Commission in doing so. 
Whether or not such facts existed, the complaint said, and had 
been made to appear from lawful evidence, was a judicial 
question the court was bound to determine for itself. 
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REGULATION OF COMMON CARRIERS 


(Supreme Court of Washington.) Where there was no dis- 
pute in the evidence concerning what operator of motortruck 
did in the course of his business, finding by trial court that 
operator was a common carrier was not binding on Supreme 
Court. Rem. Rev. Stat. Secs. 6382-2(g), 6382-2a. 


It is not necessary that an exception to a finding of fact be 
preserved, and, where trial court found for plaintiff that he was 
a common carrier, but dismissed the action on plaintiff’s appeal 
correctness of finding could be considered, though no cross- 
appeal was taken. Rem. Rev. Stat. Secs. 1736, 6382-2(g), 
6382-2a. 


Whether truck operator was a common carrier must be de- 
termined by what he did, and fact that he was authorized to 
act as a common carrier was not conclusive. Rem. Rev. Stat. 
Secs. 6382-2(g), 6382-2a. 


The granting of a permit by the department of public serv- 
ice to operate as a common carrier authorizes the holder to 
engage in the business as a common carrier but does not in all 
cases make him a common carrier either in fact or in law. 
Rem. Rev. Stat. Secs. 6382-2(g), 6382-2a. 

Where truck owner was authorized to act as a common 
carrier, but was largely engaged in buying, transporting and 
selling fruit for himself and neither solicited nor accepted busi- 
ness from the public generally, but arranged with one box 
manufacturer to transport box shooks from place truck owner 
sold his fruit to place where he bought it, truck owner was act- 
ing not as a “common carrier” but as a “contract carrier” in 
transporting such box shooks. Rem. Rev. Stat. Secs. 6382-2(g), 
6382-2a. 

The fixing of rates to be charged by carriers is a legislative 
function which may be delegated in accordance with the discre- 
tion of the Legislature. — 

Where no party sought relief against the rates prescribed 
for motor carriers by department of public works, the rates 
must stand unless inapplicable for some reason other than that 
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they are unreasonable. Rem. Rev. Stat. Secs. 6382-31a, 10428, 
10448. 

The court takes judicial notice of geographical facts. 

It must be assumed that an entirely new statutory provision 
was enacted for some purpose and to meet certain situations 
which the Legislature believed were not appropriately con- 
trolled by previous statute. 

The statutory provision relieving contract motor carriers 
from complete operation of statute and declaring its purpose 
to foster a stable rate structure applies equally to out-of-line 
charges, whether too high or too low, although it was prin- 
cipally enacted to prevent a cutting of rates by contract car- 
riers in direct competition with other carriers. Rem. Rev. Stat. 
Sec. 6382-2a. 

A combination rate of 58 cents per hundred on box shooks 
transported from Raymond to Yakima, Wash., was unreason- 
able and discriminatory in view of through rate of 20 cents per 
hundred charged by railroad, and difference between combina- 
tion rate and rate of 20 cents per hundred agreed on by con- 
tract motor carrier could not be collected where contract car- 
rier had not advised himself of established rates. Rem. Rev. 
Stat. Secs. 6382-2a, 6382-19. 

It is the duty of motor carrier, whether he is a common 
carrier or contract carrier, to advise himself concerning estab- 
lished rates and to inform his customers accordingly. 

Shippers .are presumed to know that rates for carriage of 
freight have been established. 

In action by contract motor carriage to recover the differ- 
ence between established rate and rate charged, exclusion, as 
irrevelant, of ex parte orders and notices by department of 
public service relating to plaintiff’s status, was proper. Rem. 
Rev. Stat. Secs. 6382-2(g), 6382-2a. 

Where judgment dismissing action was proper, it would be 
affirmed though court did not agree with reasons given by trial 
court. (Trudeau vs. Pacific States Box & Basket Co., 148 Pac. 
Rep. 2d 453.) 


(Supreme Court of North Carolina.) Rates for intrastate 
shipments of pulpwood to Plymouth, established by Utilities 
Commission after due notice and hearing and ordered continued 
in force after reconsideration upon petition of certain carriers, 
must be deemed the only just and reasonable rates for the com- 
modity over lines of one of the petitioners for reconsideration 
rendering it unlawful for such carrier to charge greater 
amount. G. S. Secs. 62-123, 62-135. 


Order of Utilities Commission, that rates duly established 
for intrastate shipments of pulpwood should not be changed by 
subsequent tariffs until investigation and suspension proceeding 
instituted when carrier filed tariffs calling for higher rates and 
continued at carrier’s request should be disposed of, was bind- 
ing on carrier, and, when carrier thereafter filed tariffs calling 
for higher rates without filing written notice in triplicate of 
intention to increase rates as required by rules of the commis- 
sion, Utilities Commission had jurisdiction to order new tariffs 
corrected to conform to established rates. G. S. Secs. 62-12, 
62-123, 62-125, 62-126, 62-135; Rules of Practice and Procedure 
of Utilities Commission, rule 11(9). 

The Utilities Commission is a court of record with the 
powers of a court of general jurisdiction as to all matters prop- 
erly before it. G. S. 62-11. 


A carrier is entitled to reasonable time within which to 
comply with order of Utilities Commission requiring it to cor- 
rect published tariffs so as to conform to established rates be- 
fore statutory penalty for refusal to comply with an order of 
commission may be invoked. G. S. Secs. 62-11, 62-123, 62-125, 
62-126, 62-135, 62-142. 

Pending further investigation into reasonableness of a rate 
established by Utilities Commission for intrastate shipments of 
a particular commodity, established rate should not be super- 
seded by higher rate by railroad in violation of an order for- 
bidding such increase, except after proper determination of 
reasonableness of the increase desired. G. S. Secs. 62-123, 
62-125, 62-126, 62-135. 

The Legislature may delegate authority to administrative 
agency of state to prescribe rules for the due and orderly per- 
formance of its public function, but rules thus prescribed do 
not control or override those set out in statute or appearing 
therein by necessary implication. 

Under general authority to formulate regulations, an ad- 
ministrative agency of state may prescribe by rule the pro- 
cedure by which a right granted may be exercised. 

Under general statutory authority to formulate rules of 
procedure, Utilities Commission had jurisdiction to implement 
statutory requirement that commission must be given 30 days’ 
notice of an increase in rates by rule requiring that notice be in 
writing in triplicate. G. S. Secs. 62-12, 62-126; Rules of Practice 
and Procedure of the Utilities Commission, rule 11(9). (North 
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Carolina Util. Commission vs. Atlantic Coast Line R. Co., 29 S. 
E. 2d 912). 


MOTOR ACT PROSECUTIONS 


Middle Pennsylvania district, at Williamsport. Joseph 
Tarszowicz, of Wellsboro, Pa., was fined $1,125 and costs, 
June 5, following his plea of guilty to an information charging 
him with engaging in the business of a contract carrier of 
property by motor vehicle, for compensation, without there 
having been issued by the Commission a permit authorizing 
the particular operations performed, with so transporting prop- 
erty without having on file with the Commission a schedule of 
his minimum charges for such transportation, and with failing 
to require his drivers to keep drivers’ logs. He was required 
to pay $300 of the fine, and payment of the remainder was 
suspended for a probationary period of one year. 

District of Massachusetts, at Boston. Sommer’s Motor 
Lines, Inc., of Springfield, Mass., was fined $1,000, June 6, 
following entry of its plea of guilty to an information charg- 
ing it with failing to have on file physicians’ certificate of 
medical examination for new drivers, with failing to require 
the keeping of drivers’ logs, and with permitting a driver to 
drive and operate a motor vehicle while his hand was so 
— as to interfere with safe driving. The entire fine was 
paid. 

District of Rhode Island, at Providence. Pelletier Trucking 
Co., Inc., and Arthur Pelletier, its secretary, of Pawtucket, R. I., 
were fined a total of $800, June 5, following entry of separate 
pleas of guilty to two informations charging them with viola- 
tions of part II of the act. The trucking company was charged 
with offering, granting and giving rate concessions to a shipper, 
with operating as a common carrier of property for compensa- 
tion without a certificate having been issued authorizing the 
operations described, and with failing to keep records in the 
form and manner prescribed by the Commission. Arthur Pel- 
letier was chraged with aiding and abetting such violations. 
The defendants were required to pay $525 and $275, respec- 
tively. The fines were imposed on three counts of the informa- 
tion, and imposition of sentence on certain remaining counts 
was suspended as to each defendant during a probationary 
period of one year. 


ELKINS ACT VIOLATIONS 

According to advice received by the Commission, a federal 
grand jury in the federal district court for the eastern Ken- 
tucky district, at Lexington, has returned an indictment in nine 
counts charging Overton C. Evans with soliciting and accepting 
concessions, in violation of section 1 of the Elkins act, on ship- 
ments from various origin points consigned to him at Mt. 
Sterling, Ky. The offenses charged involved the description of 
used tractors as scrap iron for remelting purposes only and 
resulted in the application of rates substantially lower than 
those applicable to used tractors. The Commission’s Bureau of 
Inquiry investigated the case. 





SANTA FE TRANSCONTINENTAL RADIO TEST 


The Santa Fe Railway this week subjected two-way radio 
communication between the engineer of a 70-car loaded freight 
train and the train’s conductor to a test on a 2200-mile run to 
Chicago from the Pacific coast. The engine and caboose, nearly 
three-quarters of a mile apart, were equipped with radio phones 
for inter-communication. The test was the first, the company 
says, made by any railroad on a transcontinental run. The new 
equipment was subjected to varying terrain and atmospheric 
conditions. The radio installation was used in directing switch 
engine crews in making up the train prior to its departure 
June 14 and in spotting cars on industrial tracks and deliver- 
ing them to connecting lines. The cars were loaded with new 
potatoes. T. P. Brewster, superintendent of telegraph, and L. R. 
Thomas, electronics engineer, for the company, and officials of 
the radio division, Bendix Aviation Corporation, who manu- 
factured the radio equipment, made the trip on the train. 


NEW YORK CENTRAL DIESEL LOCOMOTIVES 


The New York Central placed two new 5400-horsepower 
diesel freight locomotives in experimental operation, one on 
June 12 and the other on June 14. After brief trial runs, both 
will go into scheduled road service on “symbol” freight trains 
between Elkhart, Ind., and West Springfield, Mass. Each con- 
sists of four two-cycle, 16-cylinder oil engine units having a 
total weight on drivers of 451% tons. The railroad’s post-war 
improvement program includes the purchase of four 6000-horse- 
power diesel passenger locomotives and a ‘“‘super-steam loco- 
motive” of 6000-horsepower, all of which are now on order. 
The company has 186 diesel switch locomotives in service and 
15 on order. 
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June 17, 1944 


Land Grant Rate Repeal 


William M. Jeffers, president of the Union Pacific Railroad, 
one of more than a dozen witnesses who testified in support 
of the considered legislation before the McFarland subcom- 
mittee of the Senate interstate commerce committee as it re- 
sumed hearings on H. R. 4184, the land grant rate repeal bill 
(see Traffic World, June 10, p. 1570), said he was not concerned 
with the question of a freight rate reduction after enactment 
of H. R. 4184, but that he was concerned with the question of 
how much the rates might have to be increased if the railroads 
did not obtain the relief from land grant rate deductions that 
the bill would provide. 


He said that there would have to be either an increase 
in freight rates and passenger fares or a “very marked” de- 
crease in the railroads’ wage bill and material bill after the 
war, if they were to remain solvent. If 1944 costs of opera- 
tion had been applied to 1940 business of the Union Pacific, 
the railroad would have shown a deficit of $11,188,000, instead 
of “net transportation revenues” of $23,358,000, he said. Asked 
for comment about the amendments to the bill as passed by 
the House, Mr. Jeffers said he regarded the provision for effec- 
tiveness of the bill 90 days after its enactment as ‘‘reasonable,” 
as it would give the railroads and the General Accounting 
Office time to “square away what’s in the hopper at the time.” 
Senator Austin, of Vermont, wanted to know whether, with 
lower revenues and increased expenditures for improvements 
after the war, shippers would benefit through a lower general 
rate level on enactment of the considered bill. Mr. Jeffers 
said that that could not be contemplated. It was his opinion 
that the amendment calling on the Commission to bring about 
“appropriate readjustments” in rates in view of increased rail 
revenues as a result of land grant rate repeal, meant that the 
Commission would be put in position to get an over-all picture 
of all rates and that the Commission’s attention would be 
focused on this particular legislation, “and perhaps properly 
so.” The I. C. C. might find that there should be adjustments, 
in various instances, in freight rates or passenger fares, he 
added. 


Tax Relief Proposed 


R. V. Fletcher, vice president of the Association of Amer- 
ican Railroads, proposed that if the railroads were forced to 
return to the government some of the money they had collected 
for transportation services, the Bureau of Internal Revenue 
should “recapitulate” the income of the railroads affected as 
of the year in which the charges were collected by those roads 
and on which they had paid federal income taxes. 

Wilson McCarthy, trustee of the Denver & Rio Grande 
Western Railroad, of Denver, Colo., and president of the Denver 
& Salt Lake, said land grant deductions on the D. & R. G. W. 
totaled $2,390,000 in 1942 and $3,700,000 in 1943. He agreed 
with Mr. Jeffers’ statement that railroads must reduce wages 
or get higher rates to remain solvent after the war. 

Mr. Fletcher obtained leave to place in the hearing record 
a statement by J. B. Hill, president of the Louisville & Nash- 
ville Railroad, similar to a statement Mr. Hill had made before 
the House interstate commerce committee. A. H. Schwietert, 
traffic director of the Chicago Association of Commerce, who 
also had testified before that committee, appeared before the 
McFarland subcommittee with testimony in support of his 
contention that the present land grant rate situation placed 
a hardship on shippers and resulted in discrimination as be- 
tween shippers. C. A, Miller, vice president and general coun- 
sel of the American Short Line Railroad Association, described 
land grant rates as “morally unfair’ and said repeal of those 
rates would mean more proportionately to members of that 
association than to the Class I roads. Alvin B. Barber, manager 
of the transportation and communications department of the 
U. S. Chamber of Commerce, cited reasons for repeal of land 
grant rates set forth in a report by that organization. Frederick 
G. Hemley, assistant general solicitor of the National Associa- 
tion of Railroad and Utility Commissioners, expressed the view 
that the state commissions were interested in maintenance of 
low transportation rates and said they assumed the Commis- 
sion would give consideration to the increased revenues the 
railroads would receive as a result of land grant rate repeal, 
and endorsed the amendment of the bill (section 3) to that 
effect. Giles Morrow, executive secretary and commerce coun- 
sel of the Freight Forwarders Institute, discussed a ruling by 
the Comptroller General, issued February 18, holding freight 
forwarder shipments subject to land grant deductions, said that 
this caused “uncertainty and confusion” in the forwarder busi- 
ness, and added that even a small deduction erased the for- 
warder’s margin of profit. 

Position of Lumber Shippers 


K. C. Batchelder, of Seattle, Wash., traffic manager of the 
West Coast Lumbermen’s Association, testified that applica- 
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tion of land grant rates on present lumber rates was causing 
shippers financial loss through no fault of their own. As an 
example, he said, a mill in Oregon paid $5,000 in freight 
charges on lumber moving to the U. S. army engineers in 
1941, and after the shipments moved, the government asked 
that government bills of lading be used, and supplied them to 
the shipper who filed them with the carriers to obtain a refund 
of the freight charges the government contracted to pay. 
Now the carriers were refusing to make such a refund, claim- 
ing that government bills of lading could not be supplied 
after a shipment had moved, and the government was insisting 
on settlement on the land grant basis, with the result that 
the shipper faced a loss of 40 per cent of the freight charges, 
he said. 

A. G. T. Moore, traffic manager of the Southern Pine 
Association, of New Orleans, La., and chairman of the board 
of the Southern Traffic League, said the existing land grant 
rate provisions resulted in violation of sections 1, 2, 3, 4 and 6 
of the interstate commerce act. John T. Corbett, of Washing- 
ton, assistant grand chief engineer and legislative representa- 
tive of the Brotherhood of Locomotive Engineers, said that 
water carriers had been provided with more than six billion 
dollars as government subsidies, that over 39 billion dollars 
had been spent on highway improvements, that over 6,000 
landing fields were now proposed, and that no provision for 
reduced rates had been made with respect to-the subsidized 
types of carriers. 

F. F. Estes, of Washington, chairman of the legislative 
committee of the National Industrial Traffic League, said that 
the present land grant deductions should be eliminated for 
the reasons, among others, that they place a burden on civilian 
traffic and had an insalubrious effect on the financial stability 
of the railroads. 

Roland Rice, general counsel of the American Trucking 
Associations, Inc., advocated repeal of land grant rates because 
of the adverse effect the present land grant rate situation had 
on motor carriers. D. B. Rebertson, president of the Brother- 
hood of Locomotive Firemen & Enginemen, and J. G. Luhrsen, 
executive secretary of the Railway Labor Executives’ Associa- 
tion, said enactment of H. R. 4184 would be of benefit to 
the railroad industry and its employes, and to shippers gen- 
erally. Lachlan Macleay, president of the Mississippi Valley 
Association, said he believed the association’s members were 
in full accord with Mr. Estes’ statement urging enactment of 
the bill, and made the comment that “we have in the mid- 


continent area the best operated and best equipped railroads 
in the world.” 


“Lobby” Spokesman Opposes Bill 


Benjamin C. Marsh, executive secretary of the People’s 
Lobby, Inc., opposed the bill with the statement that “the 
proposal to release railroad buccaneers from their contract 
seems to be part of the current mania for pyramiding plunder 
on posterity.” He took the position that repeal of the land 
grant rates should be conditional on the return to the govern- 
cgi § _ 15,000,000 acres of government-granted lands they 
now held. 


Parmelee on Revenue Outlook 


J. H. Parmelee, director of the Bureau of Railway Eco- 
nomics of the Association of American Railroads, portrayed 
land grant rate repeal as a necessary step in view of prospects 
for continued diminution of net income of the railroads. He 
noted the growth of traffic of all transport agencies since 1939 
and said that rail traffic in the 1939-1943 period had increased 
by 118 per cent, while that of other agencies had grown by 
42 per cent, and that the railroads’ share of the total freight 
traffic had increased from 62 per cent to 72 per cent in those 
years. He submitted to the subcommittee a statistical state- 
ment showing, for the years 1929, 1939, 1942 and 1943, the 
railroad traffic, revenues, income and employment, and cor- 
responding estimates for 1944. Contrasting the figures for 1939 
with the estimated totals for 1944, he showed that total 
operating revenues had risen from $3,995,000,000 in 1939 to 
$9,400,000,000 in 1944, while total operating expenses had 
grown from $2,918,000,000 in 1939 to $6,300,000,000 in 1944. 
Taxes, according to his compilation, had grown from $356,- 
000,000 in 1939 to $1,800,000,000 in 1944, and net income had 
grown from $93,000,000 in 1939 to $902,000,000 in 1942 but 
had subsequently declined to $874,000,000 in 1943 and $540,- 
000,000 (estimated) in 1944. 

Mr. Parmelee said that the peak of the war period as to 
gross revenues would probably be this year, but that the peak 
as to net income had been reached in 1942 and that a sharp 
decline in the net income had begun in June, 1943, and had 
continued steadily since then. He believed the decline would 
continue until the end of this year. Last year and this year, 
with the highest gross revenues, the railroads had a net income 
less than that of 1929, he said. He referred to a study by 
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the Commission’s Bureau of Transport Economics and Statistics 
showing that if the railroads’ 1944 operating expenses had been 
applied to their 1940 gross revenues they would have had a 
deficit of over $446,000,000. Whatever the future trend, the 
railroads could not expect continued “high gross” levels, he 
said. 

Hearings on the bill were virtually completed June 14 
though Senator McFarland said C. E. Childe, member of the 
Board of Investigation and Research might be heard. The 
railroads also may be heard as to their postwar plans. Senator 
McFarland indicated that such further hearings as might be 
held would not take place, however, until after the recess 
Congress was planning to take on account of the national 
political conventions. 

At the hearing June 14 the witnesses were Wilson Comp- 
ton, secretary and manager of the National Lumber Manufac- 
turers’ Association, who appeared in support of the bill; Lt. Col. 
W. B. Bennett, supply division, general staff, War Department; 
Leo F. Kneipp, assistant chief, forest service, Department of 
Agriculture; Oscar L. Chapman, Assistant Secretary of the 
Interior, and H. W. McGinnis, transportation division, finance 
ss War Department, who appeared as a civilian on his own 
behalf. 

Lt. Col. Bennett presented the position of the War Depart- 
ment in opposition to the measure. 


Opposition by Interior Department 


Assistant Secretary Chapman said the Interior Department 
recommended that the bill not be enacted into law, “first, be- 
cause the collection of full commercial rates for the trans- 
portation of war material and personnel would tremendously 
increase the cost to the government of the great conflict in 
which we are engaged,” and, second, because ‘‘there is no reason 
why, in good conscience, the railroads should be relieved of 
the obligation which was voluntarily assumed by them in return 
for the original land grants.” 


“But if the government does relieve the roads of the land 
grant rates, the roads should restore to the government the 
remaining portions of land, not necessary for their operating 
purposes, which they received under the grants,” said he. “In 
the total situation, this may seem a trifling request on the 
part of the government. The value of the lands, estimated at 
$60,000,000 by the Board of Investigation and Research, is lost 
in the annual cost to the government of the repeal of the 
rates. However, to us who are concerned with the manage- 
ment and conservation of the public lands, the return of the 
railroad lands is extremely important. Much of this land should 
be bought by the government for forest, grazing and reclama- 
tion purposes in order to bring it into its best use alongside 
of the lands now being managed by the government... . It 
would be foolish to buy these lands from the railroads rather 
than to require their return under a renegotiation of these 
contracts.” 

Land Repurchase Amendment Proposed 


Mr. Kneipp referred to a letter Secretary of Agriculture 
Wickard had written to Chairman Wheeler about the bill in 
which the Secretary said that, if Congress decided to pass the 
bill, there should be an amendment providing in effect that 
the bill should not become effective for 180 days after passage 
to permit the accumulation of savings to the government out 
of which Congress could appropriate money to buy from the 
land grant roads land grants within the boundaries and integral 
to any federal reservation. There are approximately 15,000,000 
acres of such lands, estimated by the Board of Investigation 
and Research to be worth $60,000,000. Four railroads hold most 
of the 15,000,000 acres. Such an amendment as proposed, said 
Mr. Wickard, would result in each railroad beneficiary of the 
repeal contributing proportionately to the restitution of the 
lands to the government, and not place the burden of restitu- 
tion wholly on the roads holding the lands. 


Secretary Wickard said in his letter that the Director of 
the Bureau of the Budget said enactment of the proposed 
legislation in its present form or if revised as suggested “would 
not, at least at the present time, be in accord with the program 
of the President.” 


Mr. McGinnis, who formerly handled land grant rate mat- 
ters for the War Department, discussed various phases of the 
problem in opposing enactment of the bill. 

Senator Shipstead, in discussion, said “shippers talked as 
though they paid the rates,” but that the consumer paid, and 
he was not organized. One of the most important questions 
that confronted Congress, said he, was the protection of the 
consumer from discriminatory freight rates. 

R. V. Fletcher, vice president, Association of American 
Railroads, said it had been suggested that the railroads tell 
the committee something about their postwar plans and that 
he was prepared to do that. Senator McFarland said the ques- 
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tion of hearing Mr. Fletcher would be taken up later. The 
hearing was adjourned subject to the call of the chairman. 


Rail Reorganization Bill 


Consequences of the interpretation placed on section 77 of 
the federal bankruptcy act by the Commission and the courts 
in railroad reorganization proceedings “have been and are so 
disastrous to railroad investors, and so dangerous to the credit 
of the railroads in general, that they should be corrected by 
legislation,” said the House judiciary committee in its report 
submitted to the House by Representative Hobbs, of Alabama, 
recommending passage of H. R. 4960, the revised Hobbs’ rail- 
road reorganization bill (see Traffic World, June 10). 

The committee said it believed the situation resulted from 
a misapprehension of the intention of Congress with respect to 
the 1935 amendments to section 77 which contains the provi- 
sions relating to reorganization of railroads. In explanation it 
said: 


From a legal standpoint, the problem may be stated simply. Se- 
tion 77 was directed primarily to the relief of financially embarrassed 
railroad companies through a revision of their capital structures and a 
reduction of fixed charges. It does not expressly provide for any reduc- 
tion in the existing total capitalization; but the Interstate Commerce 
Commission has interpreted paragraph (d) of the section as authorizing 
it to fix the total capitalization of the reorganized company. In so doing, 
it has estimated a ‘‘capitalizable value of the assets’’ of the property 
based almost entirely upon ‘‘earning power’’—earning power of the 
property, past, present and prospective—as these words are used in 
section 77 (e). lts estimates of prospective earning power are neces- 
sarily speculative. Nevertheless it has used its estimates of earning 
power to fix capitalizations in all cases very substantially below the 
existing capitalizations, regardless of the investment in the property 
and of the valuation previously determined by the Commission under 
section 19a of the interstate commerce act. The Supreme Court in 
passing upon two major reorganization plans—the Western Pacific and 
the Chicago, Milwaukee, St. Paul & Pacific—upheld the Commission in 
this interpretation of the section, and has further held that the Com- 
mission’s findings will not be disturbed where there is some evidence 
to support them. In other words, these administrative findings are be- 
yond judicial review. 

The result of this interpretation of the statute by the Commission, 
and the subsequent refusal of the courts to review the Commission’s 
findings, has caused the destruction of hundreds of millions of dollars 
of railroad securities representing actual investment in the property 
made, to some extent at least, in reliance upon the belief that such 
investments could not be confiscated except by due process of law. 


Stockholders Eliminated 


The Supreme Court in the decisions of March 15, 1943, in 
the Western Pacific and Milwaukee reorganization cases, said 
the committee, held that the findings of the Commission as to 
“capitalizable value” would not be disturbed if they were sup- 
ported by substantial evidence, and the courts were powerless, 
under section 77, to grant a judicial review of the findings of 
the Commission as to valuations determined under section 77(e). 
= to the total capitalization determined under section 

“The result was,” continued the committee, “that the stock- 
holders of both companies were eliminated from participation 
in the reorganized company, although their stock represented 
actual investment in the properties, and all security holders of 
both companies suffered a reduction in the integrity of their 
holdings and in the probable return on their investments. 

“In five major companies now undergoing reorganization, 
the reductions in capitalization aggregate some $600,000,000, 
meaning that this amount of railroad securities has been elimi- 
nated in the reorganization of these five companies alone, 
although there is no question that the investment in road and 
equipment and the 19a valuations at the present time are far 
in excess of the capitalization determined by the Commission. 
The same is true generally of other roads involved in reorgan- 
ization, these five being specifically mentioned because they are 
included in one exhibit submitted to this committee by the 
Interstate Commerce Commission.” 


Stock Prices 
Continuing, the committee said, in part: 


That this situation has created an unbearable hardship upon the 
junior investors in railroad securities and constitutes a real danger to 
railroad credit may be easily seen from a glance at current railroad 
earnings. In 1942 the Missouri Pacific earned $32.67 a share on the 
common stock outstanding under the old capitalization; the Denver & 
Rio Grande Western, $34.40 a share; Rock Island, $25.11; Frisco, 
$18.03; St. Louis Southwestern, $27.23. These figures approximately 
were repeated in 1943, and the high earnings are continuing in 1944. 
Yet these stocks, which have demonstrated such an earning power, 
have been absolutely wiped out in reorganization, and the stockholders 
are without remedy. Moreover, the junior securities of all these roads 
have been drastically cut in reorganization and the senior securities 
have been very largely converted into income bonds and preferred 
and common stock. In one case, the Commission estimated a normal 
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earning power of $11,000,000, and based its capitalization upon that 
figure; yet in the Same year in which the Commission’s plan was 
announced (1941) that road earned more than $18,000,000. In 1942, 
it earned $36,000,000, and in 1943 $37,000,000. Nevertheless the Commis- 
sion still says the old common stock is worthless. The stockholders are 
without remedy. There is in practical effect no judicial review of the 
action of the Commission. Although its guess as to future earning 
power has been demonstrated to be wrong, its findings are final. 

It is true that in the last few years earnings due to wartime traffic 
have surpassed all expectations. It is a fortunate thing for the country 
that its first line of defense—the transportation system—was able to 
handle this traffic with such magnificent results. The Commission, in 
fixing its plans, did not foresee it; likewise, no one can foresee what 
traffic there will be for the railroads after hostilities have ceased. There 
will, of course, be a reduction in the wartime traffic, but, unless we 
are to concede that we are willing to get along with a much less ade- 
quate transportation system, and unless we are to admit that our 
efforts at readjustment after the war will be a failure, then we must 
insist that the owners of these securities now being confiscated should 
share in the prosperity which has come as a result of the war and in 
that which necessarily will follow in rebuilding the Nation’s industries. 


The Purpose of the Bill 


The primary purpose of the bill is to insure that the courts shall 
make an independent judicial review of each plan and of the evidence 
upon which the plan is based... . 

Second, and as a means of insuring that the Interstate Commerce 
Commission shall be guided by some standard in determining the 
permissible capitalization of the reorganized company, the bill pro- 
vides that the existing total capitalization shall not be reduced below 
the lower of either the investment in the property or the physical 
valuation as previously determined by the Commission under section 
19a. Naturally, if the existing capitalization exceeds the investment, 
it should be susceptible of reduction, if the Commission finds it is not 
supported by earning power; or, if the existing capitalization exceeds 
the physical valuation found by the Commission, it should be sus- 
ceptible of reduction, unless in that event the Commission deems the 
earning power sufficient to support it. But where the existing capitali- 
zation represents actual investment in the property, or where it is not 
in excess of the value determined by the Commission under the man- 
date of law, then it should not be disturbed. 

If the transportation system of the country is to be adequately 
financed, investment in railroad securities must be kept attractive for 
private investors. It is folly to expect investors to finance new railroads 
by purchasing stocks or junior securities which may be arbitrarily 
eliminated. ... 


Effect on Pending Reorganizations 


The bill is made to apply to all reorganization proceedings now 
pending, except where the property dealt with by the plan has been 
transferred to a new corporation or retained by the debtor pursuant to 
the plan, or where the plan has been voted on and accepted by the 
requisite percentage of creditors of each class prior to the effective 
date of this amendment. 

It is not believed that the provisions of the bill will result in any 
delay in the pending cases. If it did so result, however, that would 
not be an objection to correcting a wrong. All of the facts in all of 
the pending cases are already of record. No long-drawn-out investiga- 
tion in any case would be necessary to enable the court to pass judicially 
upon the Commission’s determination of earning power. The standards 
by which the new capitalization is to be measured, that is, the actual 
investment and the 19a valuations, are readily accessible from the files 
of the Commission, and in most cases have been introduced into the 
records already before the courts. While the Commission’s valuations 
under section 19a are by statute made only prima facie evidence (sec. 
19a (i)), and may ve contested in court when improperly made (United 
States vs. Los Angeles & Salt Lake R. R. Co., 273 U. S. 299), 19a valua- 
tions do not involve any conflict as to the facts, all of which are mat- 
ters of record. The controversy wculd relate only to principles, or the 
evaluation of evidence. 

We conclude, therefore, that the enactment of this portion of the 
bill would not tend to delay the progress of pending plans. Delay, 
however, would. be preferable to confiscation. 


Conclusion 


The committee has held protracted hearings on H. R. 2857 for which 
the present bill is a substitute embodying amendments made as a result 
of those hearings, and has reached the conclusion that the consumma- 
tion of the rcorganization plans as now framed would be a severe blow 
to railroad credit and make it well-nigh impossible for any but the 
richest railroads to obtain new capital on attractive terms. Certainly 
the present prices of railroad stocks, which are disc uragingly low in 
spite of very high earnings, indicate that no new financing can be done 
through the meaium of common stock until something has been accom- 
plished toward the restoration of railroad credit. Particularly is this 
true in the case of the reorganized railroads whose preferred and com- 
mon stocks are being traued in on a when-issued basis at far below 
par, generally around 35 to 40 for new preferred stocks, and 15 to 20 
for new common stocks. This in itself is a commentary on the public 
regard in which railroad stocks are held. Just emerging from reorgani- 
zations after years of careful consideration by the Commission and in 
a time of rare prosperity, the natural expectation would be that all of 
the new securities would bring par. As it is now, the only way 
for the reorganized roads to finance their necessary capital require- 
ments, which we are advised will be heavy after the war, is to issue 
first mortgage bonds to provide funds, and this will lead back to the 
evils which section 77 was designed to prevent. The current prices of 
the new junior securities about to be issued under the Commission’s 
Plan indicate that future investment therein has been discouraged by 
what has happened to the present holders of existing issues. Be believe 
this bill will go far toward curing this situation, and, therefore, recom- 
mend its passage. 
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Transport Board Extension 


As a subcommittee of the Senate interstate commerce com- 
mittee began hearings on a bill to extend the life of the Board 
of Investigation and Research for four years from Septem- 
ber 18 (see Traffic World, June 10), Senator Reed, of Kansas, 
a member of the interstate commerce committee, made public 
a letter he had addressed to the subcommittee, setting forth 
his views against continuance of the board and declaring that 
the expenditure by the board of a total of $1,063,927 without 
its having made “a single complete study upon any phase of 
the investigation it has been conducting” was the greatest 
waste of money that had ever come under his observation. 

Senator Reed said he was asking Chairman Wheeler that 
if the matter was to be considered in the full committee, “it 
shall be after full notice so that all the facts involved herein 
can be given full consideration.” 

The considered bill, S. 1836, was introduced by Senator 
Maybank, of South Carolina, for Senator Stewart, of Tennessee 
(see Traffic World, April 15, p. 1070). Senator Stewart, chair- 
man of the subcommittee, presided at the hearing. Witnesses 
on the first day of the hearing, all of whom testified in support 
of the bill, were: Robert E. Webb, chairman of the Board 
of Investigation and Research; Board Member C. E. Childe; 
Fred Brenckman, Washington representative of the National 
Grange, and Representatives Sparkman, of Alabama, Gossett, 
of Texas, and Priest, of Tennessee. 


Doubts Stewart’s Seriousness 
Senator Reed’s letter included the following: 


It is difficult to believe that Senator Stewart is serious in the pur- 
pose of his bill. If, however, he is serious, I would like to discuss the 
matter with the subcommittee in the hope that later controversies in 
the full committee and on the floor of the Senate might be avoided. 

There was some doubt about creating this board in the first in- 
stance. Whether or not it would be established was fairly extensively 
discussed in 1939 and 1940, when we were writing the transportation 
act of 1940. It was finally concluded to include it in the bill. Various 
estimates of the cost of the research were made, some of which were 
as low as $100,000; the maximum of which was $250,000. I think the 
late Honorable Joseph B. Eastman and myself gave the committee as- 
surance that the research would not exceed the latter sum. Mr. East- 
man, then Coordinator of Transportation, had made some studies 
earlier, but they had not been completed. The purpose of establishing 
this board was to complete those studies. 

The Board of Investigation and Research has expended $1,063,927 
and has not made, today, a single complete study upon any phase of 
the investigation it has been conducting. This is a flagrant abuse of the 
confidence of Congress, and the greatest waste of money that has ever 
come under my observation. Twice, the House appropriations commit- 
tee has refused any funds to carry on this work. Last year, as a mem- 
ber of the Senate appropriations committee, I cooperated in securing 
$350,000 out of the Senate committee, which later was changed to 
$275,000, with definite and specific instructions to complete the work 
and close out the board by September 18, 1944. 

I was amazed when members of the board came back before the 
Senate appropriations committee this year, asking for an extension, 
and an appropriation of $178,000. It was definitely and specifically re- 
fused. Senator McKellar and I, along with others, wasted no words in 
expressing our views of the complete and utter failure of this Board 


to have any respect whatever for the expressed instructions of the 
Congress. 


Cost studies were basic to the whole problem of the rela- 
tive economy and fitness of carriers, and the board had not 
had sufficient time to investigate more than the fundamentals 
of this and several other matters of importance in its field 
of activity, Chairman Webb testified at the hearing. 

Mr. Webb said that the board was preparing a final report 
on the relative economy and fitness of the carriers, that its 
report on public aids was nearing completion, and that its 
report on taxation of carriers was “complete in a preliminary 
form.” He said the board was preparing reports on the fol- 
lowing other topics: 


(1) Employe welfare in railroad consolidations; (2) interstate trade 
barriers to motor transport; (3) governmental control of transporta- 
tion; (4) comparative costs of rail, motor and water transportation in 
the Mississippi Valley; (5) commodity studies of steel and cement trans- 
portation; (6) technological trends in the transportation industry, and 
(7) carload traffic, including state-to-state commodity movements. 


Fields of Study Suggested 


Mr. Webb said there were four major fields of study that 
should be undertaken by a research agency and as to which 
there was a need for information. These, he said, were: (1) 
an analysis of national commerce; (2) job evaluation of trans- 
portation labor; (3) transportation integration, and (4) post- 
war adjustments in the field of transportation. 

The proposed national commerce analysis, he said, would 
include a study of the flow of commerce, in view of, among 
other things, a need for more knowledge about national re- 
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ALL along the Erie Railroad, women employees 


are doing a real job for wartime transportation. 


We're proud of the job they’re doing. And the men of 
Erie, from the oldest veteran to the newest recruit, fully 
appreciate the help of women workers in keeping vital 


freight on the move. 


But women’s place in railroading is nothing new to 
us. For years past, women have played an important part 
in the Erie Railroad. 


So to us, “It’s the Men Who Make the Erie,” has always 
meant the women, too. The job they are continuing to do 


is a real contribution in carrying the load for Victory. 
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sources, the forms of transport needed to move them, the cost 
of transport service, and the fairness of the rates charged. 
The “job evaluation” study, he added, should be developed 
because there existed three kinds of “unsupportable” differ- 
ences in transport employes’ wage levels: (1) differences be- 
tween occupations in the same district and in the same kind 
of transport; (2) differences between districts in the same 
occupations and kind of carrier, and (3) differences between 
kinds of transport in a given district and level of occupation. 

Mr. Webb described the proposed study of transport in- 
tegration as “one of the most urgent” matters requiring re- 
search. This study, he said, would deal with coordination of 
transport services as well as with unification of such services 
and would take into consideration greater terminal unification, 
and elimination of duplicate routes and services. Also within 
the scope of that study, he said, would be the question of re- 
laxation of elimination of legislation prohibiting rail control 
of air carriers, the question of integration of transport systems 
and the possibilities for lower costs through such integration. 


On the subject of “postwar adjustments” in transportation, 
Mr. Webb said that in view of wartime expansion of air, pipe- 
line, water carrier and rail carrier facilities and of railroad 
employment, the problems of unemployment of both facilities 
and labor would be critical after the war, and that adoption 
of “too hasty” policies would bring about ruinous competition. 
He said the board believed that the government should as- 
sume leadership in the study of these matters, that the Com- 
mission was not suited to this purpose and had been consti- 
tuted for an entirely different purpose, and that planning and 
promotion were a separate and distinct procedure. There was 
no congressional agency, other than the Board of Investigation 
and Research, to carry on this type of work, he said. 


Three Years Not Enough 


Mr. Webb testified that the board had only had three 
years in which to perform a task originally contemplated as 
requiring four years, that it had been “hampered and delayed” 
by wartime conditions and by insufficient funds in two of the 
three years of its existence, and that it had been forced to 
operate on.a year-to-year basis. He said the board had issued 
the following reports: (1) Interterritorial freight rate summary 
report; (2) interterritorial freight rate report; (3) rate-making 
and rate publishing procedures of rail; motor and water car- 
riers; (4) preliminary report on relative economy and fitness 
of carriers; (5) hourly rates of compensation by occupations 
in the transport industry, and (6) summary report on federal 
regulations and restrictions affecting motor and water carriers. 
On request, the board had submitted to the chairmen of the 
Senate and House interstate commerce committees a report 
on railroad land grants and land grant rates, he said. 


Mr. Childe, in his testimony, averred that “the board’s 
studies, to be of value, must be continued and followed up.” 
He called the subcommittee’s attention to recommendations the 
board had made for establishment of a permanent “Federal 
Transportation Authority” and an “Office of Public Transpor- 
tation Counsel” see Traffic World, May 20, p. 1385), and added 
that, until Congress set up the permanent authority recom- 
mended, it would be “desirable” to continue the existing board 
temporarily. 


Present Regulation Held Inadequate 


He contended that ‘our present regulation” of rates of 
carriers did not foster the sound and economic conditions among 
carriers generally that were called for by the national trans- 
portation policy declared in the transportation act of 1940, 
that ‘‘what we have is a largely uncoordinated aggregation of 
thousands of carriers” with varying degrees of taxation, etc., 
and that the only way to make a coordinated system of trans- 
portation was through comprehensive governmental planning 
and supervision. The greatest possibility of improvement in 
transportation service lay in the coordination of the services of 
all carriers, he said. He added that the board’s studies of the 
relationship of rates to costs showed a need for revision of the 
rate structure and showed that structure to be full of unjusti- 
fiable inequalities and discriminations. Some rates were at levels 
so high as to prevent the movement of commodities; others 
were so low that they resulted in financial distress for the car- 
riers, he said. 


Mr. Childe said the board would make further recommen- 
dations for legislation to remove uneconomic restrictions. on 
carrier operations and for carrier taxation policies to promote 
the public interest, and that it would suggest changes in gov- 
ernmental agencies regulating transportation. 


Answering questions by Senator Stewart about a waybill 
study undertaken by the board, Mr. Childe explained that the 
board needed data as to traffic volume and rates in connection 
with its study of the relationship of rates to the cost of per- 
forming the service, “so we obtained from the railroads, after 
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considerable negotiation, a sample of railroad carload traffic.” 
He said “something over a year” elapsed before the board was 
able to obtain the waybills; that the railroads had a problem 
of getting this work done in the war emergency period ‘‘when 
everybody was so busy,” and that it “took considerable persua- 
sion” to obtain the waybills, totaling “something over 900,000.” 


Cost of Waybill Studies 


The railroads, he testified, had stated that the waybill 
project would cost them from $800,000 to $1,000,000. The 
studies so far made of these waybills had cost the board about 
$100,000, and “several hundred thousand dollars additional 
could very well be used” for continuance of these studies, he 
said. 

Mr. Childe said punchcards had been made for the board 
by the Bureau of the Census, showing details such as loads, 
rates, distance of haul, etc., and by that means the board was 
enabled, he added, to compute average costs of transportation 
by areas and for the country as a whole, to find what com- 
modities paid high rates or low rates, and to determine the 
volume of movements from each state to other states. 


Mr. Childe said the board would not be able to complete 
the waybill study by September 18, but would submit some 
general findings and conclusions by that time. Several years 
of work on the waybills would be required before an accurate 
analysis could be made, he said. To a question as to whether 
all the waybills had been analyzed, he said the board had just 
gotten a good start. It had studied the amount of circuitous 
transportation of certain commodities, had found that the 
“excess haul” constituted about 20 per cent of the total, and 
had learned ‘a great deal’’ about where transportation costs 
accrued that apparently were unnecessary, said he. He added 
that the most valuable things to be determined in the waypbill 
study were the rates actually charged, the rate levels in vari- 
ous territories, what traffic was profitable and what traffic was 
unprofitable, what actual competitive relationships the com- 
merce of the country was subjected to, and what was or was 
not a fair cost in the rate structure. 


Value of Waybills 


Senator Stewart commented that the “investment” in the 
waybill study might be lost if the board were discontinued, 
and wondered if there was any other way to get the informa- 
tion that the board was seeking. Mr. Childe said he knew of 
no other way. He said he thought it would be “very valuable” 
to the Commission to have the study completed, and that he 
had been advised the Commission would like to have the way- 
bills turned over to it after the board’s term expired. The De- 
partment of Commerce also had asked for them, he said. He 
stated that the board had had many requests from various 
war agencies for information that only the waybills could sup- 
ply. Similar information was needed as to movement of freight 
by other types of carriers, and such studies should be kept up 
to date, he maintained. He concluded with the statement that 
if costs became the basis of rates, there would be a basis for 
a nondiscriminatory rate structure. 

Representative Sparkman said the establishment of the 
board by the transportation act of 1940 was a “compromise” 
to appease those who did not want to support the ‘“‘broad pro- 
visions” of the bill before it became law. He said he had found 
the board’s work to be of “great interest and untold value,” 
that its job was unfinished, with ‘a big, important job yet to be 
done,” and that “it seems we are about to cut off our nose to 
spite our face by taking away the money they need.” Repre- 
sentative Gossett said that to discontinue the board would be 
a “most backward step in our whole legislative procedure.” 
After stating his belief that a “great disparity” existed in the 
freight rate structure, he voiced the view that “nothing will 
come” out of the ‘governors’ case before the I. C. C.,” and 
that “if the board is discontinued, we’ll be right back where 
we started in 1940.” 


Mr. Priest, author of a companion bill to S. 1836 in the 
House, said the work done by the board “up to this time” had 
shown the wisdom of Congress in establishing the board, and 
that the need for work yet to be done would justify contin- 
uance of the board. 


Senator Stewart expressed concern over the possibility 
that a summer recess of Congress might stand in the way of 
—_ on the bill by the House and Senate before Septem- 

er 18. 

Mr. Brenckman asserted that the work assigned to the 
board by the transportation act of 1940 was “a big undertak- 
ing” and required ‘‘a great deal of time;” that the investiga- 
tions made by it had been in progress actually only a little 
over two and one-half years; that the personnel of the board 
had been reduced, and that it would be “utterly impossible” 
for the board to complete its work by September 18. He said 
he doubted the wisdom of turning over its work to the Depart- 
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ment of Commerce, his contention being that those who had 
been engaged in this work were ‘‘naturally” more able to com- 
plete it than any other agency. 

Senator Stewart said he had received letters from the 
National Association of Motor Bus Operators and the National 
Council of Private Motor Truck Owners, Inc., endorsing the 
considered bill. 


0. D. T. Motor Committee Report 


The for-hire industry consulting committee for the motor 
carriers is understood to have made a report to the Office of 
Defense Transportation summarizing an appraisal of conditions 
since its last report was made (see Traffic World, March 25, 
p. 833), recommending, generally, further efforts on the part 
of the O. D. T. to aid the industry which, the committee felt, 
was at a critical point, due to shortages of manpower and 
equipment and increasing traffic. 

Among the recommendations included in the report, the 
committee is said to have asked that the duty of obtaining suf- 
ficient new equipment for 1945 be made the direct responsi- 
bility of a section of the highway transport department in 
active cooperation with the property operations section of the 
O. D. T.’s highways transport department, and to have com- 
mented on the fact that the proposed first quarter 1945 pro- 
duction of new vehicles had been reduced by agreement with 
the O. D. T. as claimant agency. New equipment supplies, it 
said, were inadequate to meet the replacement demands of 
equipment going out of service. 

As to parts, the committee found quality improving and 
the supply not alarming, but was said to have felt that the 
supply of replacement units was still in the conversational 
stage. It expressed concern over the tire situation, saying its 
appraisal of the inventory supply and the demand indicated 
that there was a crisis in so far as heavy duty truck tires were 
concerned, and that the situation should be forcibly attacked. 
Tire certificates have been piling up in the hands of dealers and 
carriers because the number of tires released for civilian use 
from production did not equal the quota set up by the Office 
of Price Administration, against which the certificates were 
issued, the committee said, and took issue with O. P. A. state- 
ments that tire manufacturers did not have machine capacity 
to produce any more tires, referring to statements of manufac- 
turers to the effect that they could produce more tires if they 
could man their machines. The committee is understood to 
have recommended that the O. D. T. do all in its power to 
support the effects of the Office of the Rubber Director to see 
that men were made available to the tire manufacturers, and, fur- 
ther, that the O. D. T. make every effort to convince the mil- 
itary authorities that essential motor transportation needs re- 
quired a change in the military program of depending on heavy 
stock piling and, instead, to depend on current production for 
replacements. 

Manpower problems, according to the committee’s report, 
have grown more acute since its previous report, and it is 
understood to have recommended eight steps to be taken by 
the O. D. T. to stave off further losses of personnel. 

In two respects, it is said, the committee questioned Com- 
mission action: the first, in connection with the Commission’s 


| emergency order M-5, permitting motor carriers to substitute 


rail service for truck service, requiring a certificate from the 
O. D. T., and that those points be published in tariff form, 
which, said the committee, resulted in added expense and com- 
plications, and that a blanket permission for such substitution 
should be granted; the second, in connection with the denial 
of the right of a motor carrier to increase unprofitable rates, 
which the committee said was coupled with the suggestion that 
he increase all his rates, both profitable and unprofitable. The 
committee is said to feel that motor carriers should be per- 
mitted to increase unprofitable rates where the competitive 
situation permits. 

The committee referred to remaining state barriers, saying 
that the freight car was circulating freely and that truck trans- 
portation was too important to permit it to be harrassed by 
such barriers. Recalling that it had recommended a govern- 
ment subsidy to make equipment available to motor carriers, 
the committee said that, in the period until such a subsidy 
became operative, the O. D. T. should create proper machinery 
to insure the continued operation of trucking companies that 
for any reason stopped operation, or were about to stop opera- 
tion, and which were necessary to the successful prosecution 
of the war or the maintenance of essential civilian economy. 
A number of old and substantial companies had gone out of 
business since its last report, the committee pointed out, and 
Said this would continue at an accelerated pace unless the gov- 
ernment took decisive action. 

_ Greater cooperation between shippers’ advisory committees 
and truck operators was recommended, and that every effort 
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ag be put forth to increase conservation under joint action 
plans. 

Due to relaxation of state weight limitations, the commit- 
tee is understood to have suggested that the O. D. T. urge the 
production of more heavy-duty equipment, as such equipment 
would take the place of added numbers of lighter equipment 
now being used to transport commodities. Plans should be 
made, it said, so that manufacturers who had the capacity 
could swing to new vehicles as soon as the 1944 last-half pro- 
duction had been completed. 

The committee also complained that nothing had been done 
to have makers remove parts of inferior quality from dealers’ 
hands, and that parts rejected by the military were finding 
their way through trade channels into the trucking industry. 
The O. D. T. should ask the War Production Board to investi- 
gate, the committee said. It objected also to the substitution 
of heavy castings for light metals in items such as crankcases 
and O. D. T. was asked to push for reinstatement by W. P. B. 
of light-weight parts for new vehicles in the future. 


Rail for Motor Service 


Substitution of rail transportation for motor common car- 
rier service in designated areas to alleviate traffic congestion 
and provide for full utilization of transportation facilities is 
authorized by an amendment to an order of the Office of De- 
fense Transportation, effective June 19. 

The amendment (General Order O. D. T. 3, Revised, Amend- 
ment 9), revises section 501.10 of the order relating to inter- 
change of shipments between motor common carriers and reg- 
istration of traffic and adds an entirely new section (section 
501.10a) providing for substitution of rail for motor carrier 
service. 

The new section sets forth the conditions under which 
rail service may be substituted for that of the motor carriers 
and establishes rules and procedure to govern such cases. 

Substituted service is permitted only under a certificate 
issued by the director of the O. D. T. Procedure to obtain 
certification is provided. 

“Substitution of rail for motor service may only be made 
between points authorized to be served by the substituting 
motor common carrier or carriers, and between which the 
motor carrier or carriers continue to provide over-the-road 
motor vehicle service,” the O. D. T. explained adding: 


The motor-rail freight diversion does not change the rates or 
charges to shippers or relieve motor carriers from their responsibility 
to the owners of the property. The motor carrier is required in such 
cases to pay the railroad its tariff rates for the rail movement. Rules 
for loading and unloading shipments and the collection and delivery 
of less than carload shipments are provided. 

The new section also authorizes two or more motor carriers to 
aggregate shipments so as to provide carload lots. 

Motor carriers may not substitute rail for motor service if the 
shipper provides otherwise by notation on the bill of lading. 

Every common carrier by motor vehicle is required by section 
501.10 of the order to accept and receive from any other motor carrier 
and transport shipments in over-the-road service. As now revised, if 
a motor carrier is unable to collect, accept or transport freight offered 
to it by another motor carrier at an interchange point, the carrier to 
which the freight is offered is required to promptly register it with the 
O. D. T. district office nearest to the point at which the freight is 
available. 

There has been no change in section 501.10, under which registra- 
tion of freight offered to a motor carrier by a shipper and which the 
carrier is unable to pick up within 24 hours is required. Likewise, 
there has been no change in the requirement that over-the-road freight 
which a motor carrier is unable to transfer, divert or move within 36 
hours must be registered. 

The registration provisions of section 501.10 are implemented by 
Administrative Order O. D. T. 10, which provides for the operation of 
the O. D. T.’s Traffic and Vehicle Registration Offices. 

The amended section also provides a qualified exemption from 
freight registration procedure in favor of a motor carrier which does 
not provide regular daily service. When such a carrier is unable to 
accept or transport the freight offered to it, it is not required to regis- 
ter except when it is unable to make the shipment on its next regular 
schedule, in which event such freight must be registered. 





Travel Curtailment 


In an appeal to the public to refrain from making summer 
vacation plans requiring either railroad or intercity bus travel, 
Director Johnson, of the Office of Defense Transportation, said 
railroad and bus passenger space might be cancelled without 
notice as a result of increased military activity due to the in- 
vasion. Military and war production demands on the railroads, 
as well as on intercity busses, were now at an all-time high 
and would increase in the summer months, said he, adding: 


The preparations for the invasion placed a terrific burden on the 
nation’s transportation system. To this continuing burden must now 
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be added the job of getting our casualties from incoming hospital ships 
and troop transports at numerous east and west coast ports to the 
general hospitals. 

From these general hospitals the wounded must be moved, at the 
proper time, to the special treatment hospitals located in scores of 
cities throughout the land. Additional transportation is required for 
trips to replacement centers and for furloughs. All lines, intercity bus 
as well as rail, on both coasts and in the interior, will feel the impact 
of this additional travel load. It is obvious that such passenger traffic 
will get the right of way over any and all civilian traffic. 


Colonel Johnson praised the railroads and intercity bus 
lines highly “for the effective job they are doing in taking 
care of a volume of traffic greatly in excess of any previous 
year and with less equipment than during the time of the first 
World War.” He asked that the public cooperate with the 
transportation lines and with the government in keeping all 
transport facilities available for military and essential war 
production needs. 

Convention Cancellations 


Director Johnson, of the Office of Defense Transportation, 
said June 13 there had been prompt response by various types 
of organizations throughout the country to his request that all 
non-war connected conventions be cancelled to reduce the bur- 
den on transportation facilities. 

O. D. T. was advised that conventions of the American 
Library Association and the American Association of Industrial 
Editors had been called off. The Association of American Rail- 
roads likewise canceled two meetings that had been planned 
for some time, those of its Purchases and Stores Division in 
St. Louis June 22 and 23, and of its Maintenance Division in 
Chicago June 23 and 24. 

The Bicycle Industry of America and the Cycle Jobbers 
Association of America canceled their June conventions. Can- 
cellation by Bnai Brith of its District Grand Lodge No. 4 (Cali- 
fornia, Washington, Montana, Utah, Nevada, Arizona) conven- 
tion on June 17, has been followed by cancellation of the June 
convention of District No. 2 (Ohio, Indiana, Kentucky, Mis- 
souri, Kansas, Wyoming, Colorado, New Mexico). 

Sigma Phi Omega fraternity canceled its annual conven- 
tion; the Assemblies of God eliminated the annual camp meet- 
ing of their Northern California-Nevada Presbytery scheduled 
for June 27-July 9 at St. Helena, California; and the United 
States Treasury Department has given up the use of a special 
movie star train for War Bond drives. 


MOTOR CONSERVATION 


The Office of Defense Transportation has issued supp. order 
O. D. T. 3, rev. 40, amendment 2, common carriers, coordinated 
operations between points in Illinois and Missouri; supp. order 
O. D. T. 3, Rev. 243, common carriers, coordinated operations 
between points in Texas; supp. order O. D. T. 3, Rev. 72A, 
common carriers, coordinated operations between points in 
Kansas; supp. order O. D. T. 6A-28, common carriers, co- 
ordinated operations in Portland, Ore.; supp. order O. D. T. 
6A-29, common carriers, coordinated operations in Buffalo, 
N. Y.; special order O. D. T. E-1, common carriers, line-haul 
shipments in Fort Smith, Ark., area; and supp. orders 20A-126, 
20A-127, 20A-128, and 20A-129, covering taxicab operations in 
Fall River, Mass.; Massena, N. Y.; Tuscaloosa, Ala., and 
Hibbing, Minn., respectively. 


Oo. D. T. APPEAL DECISION 


Director Johnson, of the Office of Defense Transportation, 
in appeal decision No. 13, has sustained a decision of the re- 
gional director of the division of local transport, region 5, 
affirming the action of the district manager of the division of 
motor transport of Mason City, Ia., in his refusal to certify 
allotment of mileage and motor fuel in the amounts applied 
for by Don Strickland, of Mankato, Minn., covering the opera- 
tion of a privately owned bus used in transporting orchestra 
personnel between points in Minnesota, Iowa, and South Dakota. 


MONEY FOR O. D. T. 

The Senate appropriations committee has reported to the 
Senate H. R. 4879, the war agencies’ appropriation bill, recom- 
mending a reduction of $1,000,000 in the appropriation for the 
Office of Defense Transportation for the fiscal year beginning 
July 1, as approved by the House. As reported to the Senate 
the bill carries $17,000,000 for the O. D. T., $1,000,000 less than 
appropriated by the House and $1,811,000 less than was recom- 
mended for the O. D. T. by the Bureau of the Budget. No 
explanation of the $1,000,000 reduction was made in the brief 
report submitted by the Senate committee (see Traffic World, 
May 27, p. 1455). 

Testimony on the bill, made public with the committee 
report, showed that the O. D. T. had objected to part of its 
appropriation being used for a contribution to rental of the 
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Dallas (Tex.) reception rooms of the office of the Division of 
Central Administrative Services. These rooms were estab. 
lished and maintained for the constituent agencies of the Office 
for Emergency Management, the arrangement being that per. 
sons having business, for example, with the Dallas office of the 
O. D. T., would inquire first at the reception rooms. The O. DP, 
T. held that, in its case, this was not necessary and that there. 
fore the contribution of its funds was not necessary. However, 
Lindsay C. Warren, Comptroller General of the United States, 
when the matter was referred to him for a ruling, held that 
the common reception room and “referral” service “here in. 
volved were necessary for the proper and efficient perform. 
ance of the functions of the several constituent agencies of the 
Office for Emergency Management located in Dallas, Tex.,” 
and “I have to advise that the pro rata share of the expense 
thereof is a proper charge against the appropriations for the 
Office of Defense Transportation.” The amount of money in- 
volved was not stated but it was understood that it was several 
hundred dollars... \«\“ 


( ARNOT TO LEAVE oO. D. T. 


__H. C. Arnot, director of the property carrier operations 
division of the highway transport department, Office of De- 
fense Transportation, has let it be known that he will leave 
his O. D. T. position on July 1 and will return to private in- 
dustry. Prior to the reorganization of O. D. T. divisions with 
the formation of the highway transport department, June 1, 
he was director of the O. D. T. division of motor transport. 
He came to Washington July 1, 1943, after having served as a 
west coast regional manager of the O. D. T. motor transport 





division. 


—____ SHIP NAMED AFTER EASTMAN 


The Maritime Commission has announced that a Liberty 
ship, of 10,800 deadweight tons, now under construction at the 
Bethlehem-Fairfield shipyard, Baltimore, Md., will be named 
after the late Joseph B. Eastman, who, at the time of his death, 
March 15, was director of the Office of Defense Transporta- 
tion and a member of the Interstate Commerce Commission. 


HALF-STAGE ICING ORDER 


Five states have been added to those in which, by service 
order No. 210, the Commission required that the rail carriers 
initially ice or reice only to three-fourths of bunker capacity 
refrigerator cars loaded with fruits or vegetables originating 
in Florida, or with vegetables originating in Georgia, South 
Carolina, and North Carolina, when cars equipped for half- 
stage refrigeration were not furnished (see Traffic World, June 
3, p. 1499). The action was taken in revised service order No. 
210, which vacated the original service order, effective June 13, 
and the states added were Alabama, Kentucky, Mississippi, 
Louisiana (east of the Mississippi River), and Tennessee. In 
all other respects, the terms of the revised order were identical 
with those of the original order. 


REICING POTATO ORDER 


By general permit No. 4 under service order No. 200, Direc- 
tor Clinger, of the Commission’s Bureau of Service, has granted 
reicing privileges on cars of potatoes as follows: 


On any refrigerator car loaded with potatoes in California, or Ari- 
zona, to reice once in transit when destined west of the Mississippi 
River and to reice twice in transit when destined east of the Mississippi 
River; and to accord the first or initial icing or the reicing at stations 
designated by shippers or at the carriers’ option, at the first icing sta- 
tion west or east of such designated station. This general permit shall 
apply to all such cars billed or moving on the effective date hereof. 


The permission was made effective from June 11 to July 15, 
and required waybills to refer to it. 

The original service order placed the reicing or subsequent 
icing of refrigerator cars loaded with potatoes under a permit 
system (see Traffic World, April 29, p. 1194). 

By general permit No. 8 under its service order No. 200, 
prohibiting icing of refrigerator carloads of potatoes after the 
first icing (see Traffic World, April 29, p. 1194), Director Clin- 
ger of the Commission’s Bureau of Service has granted permis- 
sion to railroads subject to the act, for the period from June 
15 to August 31, inclusive, as follows: 


On any refrigerator car loaded with potatoes in the state of Wash- 
ington, to reice once in transit when destined west of the Mississippi 
River and to reice twice in transit when destined east of the Mississippi 
River, at stations designated by shippers or, at carriers’ option, at the 
first icing station west or east of such designated station. This general 
permit shall apply to all such cars billed or moving on the effective 
date hereof. 


Under terms of general permit No. 9 under service order 
No. 200, Director Clinger has granted authority to the rail- 
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roads, for the period from June 15 to September 30, inclusive, 
as follows: 


To disregard the provisions of service order No. 200 insofar as it 
applies to the reicing in transit of any refrigerator car loaded with 
potatoes, other than sweet, originating at any point or points located 
in Idaho groups B or C, or in Oregon group B, as defined in items 
1013 and 1043, respectively, of National Perishable Freight Committee’s 
perishable protective tariff No. 13, Agent J. J. Quinn’s I. C. C. No. 22, 
supplements thereto or reissues thereof, when subject to compulsory 
billing and modified refrigeration service provided in rule No. 200, para- 
graph K, of the above named tariff, supplements thereto or reissues 
thereof. 


The general permits require that waybills show reference 
to the applicable permit. 





COTTON CAR UNLOADING ORDER 
The Commission, division 3, by issuance of service order 
No. 158-A, has vacated and set aside, effective June 14, its 
service order No. 158, issued October 9, 1943, requiring rail- 
roads entering and serving Alexandria, La., to unload within 
three days all shipments of cotton consigned to the American 
Compress and Warehouse Co. at Alexandria. 


UNLOADING SERVICE ORDER 


By service order No. 212, the Commission, division 3, has 
ordered the International-Great Northern Railroad Co. to un- 
load forthwith car B&O 385829, containing honey, on hand at 
Laredo, Tex., and to advise the director of the Commission’s 
Bureau of Service when the car has been unloaded. The order 


said the car had been on hand for an unreasonable length of 
time. 


FRUIT-VEGETABLE CARS IN SOUTH 


Director Clinger, of the Commission’s Bureau of Service, in 
general permit No. 1 under service order No. 207, which placed 
restrictions on the holding of freight cars, including refrigerator 
cars, loaded with fresh or green fruits, vegetables or melons, 
for orders, reconsignment or diversion at points in eight south- 
ern states (see Traffic World, May 20, p. 1388), has granted 
railroads authority: 


To disregard the provisions of service order No. 207 insofar as it 
applies to all cars loaded with the commodities named therein, except 
potatoes and watermelons. 

This permit shall become effective at 12:01 a. m., June 11, 1944, 
and shai. expire 12:01 a. m., July 11, 1944. 

The waybills shall show reference to this general permit. 


Rates on Armor Plate 


Examiner W. A. Disque held a hearing at Chicago, June 12 
to 15, in docket Nos. 29067 and 29116, in which the War and 
Navy Departments complain that the railroads maintain un- 
reasonably high and unjust rates, in violation of section 1 of the 
act, on carload shipments of steel armor plate moving between 
points in various states except in Southern Territory. The com- 
plainants seek reparation not only on shipments made by or to 
them, on which they paid the freight charges, but on many 
shipments made by armor plate manufacturers who have as- 
signed their claims for reparation to the Army and Navy. 

_ Some time ago, parties to the cases agreed, in order to save 

time, to exchange exhibits and prepared testimony before the 
hearing. At the hearing, therefore, prepared statements by 
most witnesses were placed in the record without reading and 
most of the hearing was confined to cross-examination. 


Most cross-examination was conducted by the following: 


Lt. Commr. J. G. Cooper and Lt. (j.g.) Robert H. Bierma for the 
transportation division, bureau of supplies and accounts, Navy Depart- 
ment; Major A. T. Palmer, judge advocate general’s office, War De- 
partment; G. H. Muckley, general attorney, Southern Pacific, Wash- 


ep D. C., and Leo P. Day, commerce counsel, New York Central, 
icago. 


Testimony of the complainants’ witnesses—among whom 
were Rear Admiral C. L. Brand, head of the design and ship- 
building division of the Navy’s bureau of ships; Rear Admiral 
H. G. Taylor, superintending civil engineer, area V, bureau of 
yards and docks, and Capt. G. D. Linke, officer in charge of 
armor, projectile and bomb section, bureau of ordnance, Navy 
Vepartment—sought to show the following: First, armor plate 
IS visibly no different from some other steel articles that are 
used commercially and move under the general iron and steel 
articles rates, which are approximately 32% per cent of first 
class, compared to the armor plate rate of approximately 55 
per cent of first class. Second, armor plate “loads heavily,” is 
not subject to loss and damage in transit, moves in open-top 
Cars. and in general is no more valuable than many commodi- 
ties that take much lower rates. Third, the Navy Department 
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contends that armor plate of less than three inches in thickness 
is “specially treated steel” and should move at the regular 
iron and steel rates, and that armor plate three inches or more 
in thickness should move at rates not more than 12% per cent 
higher than the commercial iron and steel rates. Fourth, the 
Commission should award reparation down to the reasonable 
rate level on all carload shipments of armor plate, of which 
there were more than 14,000 for the 28-month period ending 
April 30. 

There was only brief testimony by witnesses for the War 
Department, which relied largely on the Navy’s testimony in 
the combined hearing. By direct testimony, exhibits, and cross- 
examination, railroad witnesses sought to show that armor 
plate was much more valuable than, and differed substantially 
in its qualities from commercial steel. They testified that 
present iron and steel rates were depressed rates established 
many years ago to meet the water competition of the Panama 
Canal; that the value of armor plate ranged from 20 to 70 cents 
a pound, compared to values of from 2 to 5 cents a pound for 
most commercial steel; that many shipments of armor plate 
were “over-sized,” requiring circuitious movements and special 
handling by the railroads. They said the Commission had, in 
No. 17000, part 6, the iron and steel rate investigation, approved 
the railroads’ present rates on commercial iron and steel 
articles and had specifically excluded armor plate from the list 
of articles on which these rates applied. It was admitted that, 
in the Southern Classification, armor plate was included in the 
iron and steel list, but witnesses said it had been included at a 
time when practcially no armor movements were involved in 
the south and had never been taken out of the list largely 
— of a “slovenly system of tariff publication” that existed 
there. 

Discussing railroad earnings on iron and steel traffic, the 
witnesses said that the present commercial iron and steel rates 
were depressed and produced comparatively low revenues and 
that the railroads’ revenues on armor plate were also low be- 
cause most of that traffic moved under government bills of lad- 
ing and was subject to land grant or equalization rates. They 
testified that the transportation costs of the government on 
armor shipments were only a small fraction in excess of what 
shippers of commercial steel paid. Commr. Cooper sought to 
have all testimony by defendants’ witnesses on the subject of 
land grant and equalization rates ruled out of the record on 
the ground that, under court Commission decisions, it had been 
established that land grant deductions were not properly at 
issue in or relevant to carrier rate cases. The examiner de- 
ferred his ruling on the motion. 

He set September 15 as the date for filing of briefs. 


Truck-Rail Terminals 


Examiner Disque reopened hearing at Chicago June 15 
in FF-78, Truck-Rail Terminals, Inc., freight forwarder appli- 
cation, in which two shipper pool-car operator associations and 
several forwarding companies have intervened as protestants. 
The applicant, a Chicago company, obtained a favorable deci- 
sion on its application from division 4 of the Commission last 
October, but the Commission’s approval was set aside follow- 
ing protestants’ request for a hearing on the application. The 
examiner held an earlier hearing in the matter April 28, but 
it was continued to allow more time for testimony. The re- 
opened hearing would end June 16, it was believed. 

At issue in the case is whether or not the applicant is, in 
fact, both a pool car operator and a freight forwarder, or only 
a pool car operator, either to all points in 36 states which it 
claims the right to serve or only to some of those points. A 
number of shippers testified that they used the services of ap- 
plicant, as a consolidator and distributor of shipments under 
its own bills of lading and responsibility to a number of desti- 
nations. Edward F. Arkin, president of applicant, testified that 
the company formerly was owned by the Keeshin Freight Sys- 
tem, Inc., but was now owned by himself and, generally, other 
officers of the applicant. He said the company operated as a 
pool car distributor for the Los Angeles Wholesale Association 
and other shipper associations; as a warehouser and as a local 
cartage operator at Chicago. Such operations, he said, were 
not involved in the forwarder application. He submitted numer- 
ous exhibits and freight bills intended to show that the com- 
pany had operated as a forwarder. 

Counsel for protestants, by cross-examination, sought to 
show that clients of the applicant have not always known 
whether their use of Truck-Rail’s facilities was the use of a 
forwarder or a pool car agent; that frequently Truck-Rail’s 
forwarder freight bills indicated that single shipments covered 
by those bills were merely received from a shipper and sent 
out via a railroad or common carrier truck company without 
having been consolidated with other shipments; that the appli- 
cant’s operations as a forwarder were intertwined with those 
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of a pool car operator. They sought to show that it was prob- 
able that, on some occasions, the applicant’s pool car and con- 
solidated forwarder shipments were shipped in one truckload 
or one carload. 

The protestants included: 


David Axelrod, Chicago, for the Merchant Shippers Association and 
the Pacific and Atlantic Shippers Association; James L. Givan, Wash- 
ington, D. C., Acme Fast Freight, Inc.; F. N. Melius, Jr., New York, 
Universal Carloading and Distributing Company; T. P. Scanlan, Chi- 
cago, Lifschultz Fast Freight; C. J. Burrell, Chicago, International 
Forwarding Company; C. C. Collins, Chicago, National Carloading 
Corporation. 


Nuel D. Belnap, Chicago, was counsel for applicant. 


Mexican Traffic Embargo 


At the request of the National Railways of Mexico, the car 
service division of the Association of American Railroads has 
issued its CSD embargo No. 400, making subject to a permit 
system, with specified exceptions, all carload freight consigned 
to any destination in Mexico when routed on or via the Na- 
tional Railways of Mexico, via any gateway into Mexico, or 
when consigned to such gateways intended for export by rail 
to Mexico or destined to Laredo, Tex., when intended for trans- 
shipment by truck into Mexico. 

An earlier embargo on Mexican traffic, CSD embargo No. 
323, had been canceled February 26 after Homer C. King, then 
director of the Commission’s Bureau of Service, and W. C. 
Kendall, chairman of the A. A. R. car service division, had 
conferred with Mexican officials in Mexico City (see Traffic 
World, March 4, p. 603). That embargo was set up under the 
provisions of I. C. C. service order No. 107. 

Exceptions to the provisions of CSD embargo No. 400 are 
set forth in the embargo notice, issued June 10, as follows: (1) 
Company material consigned to any railroad or railway in 
Mexico; (2) aviation gasoline; (3) lubricating oils and greases; 
(4) farm implements and machinery, including farm tractors; 
(5) scrap. metal shipments when consigned to the American 
Smelting and Refining Co. and American Metals Co. destined 
to points in the state of Chihuahua, Mexico; (6) shipments con- 
signed to Altos Hornos de Mexico, S. A., when destined to 
Monclova, Coahuila, routed via Eagle Pass, and (7) freight 
destined to Juarez, Piedras Negras, Nuevo Laredo or Mata- 
moros, Mexico, intended for unloading at these points. Permits 
will be issued by H. J. Arnett, assistant to the chairman of the 
A. A. R. car service division, in Washington. 

The new Mexican traffic embargo notice bears a note that 
“CSD embargo No. 42 continues in effect as to all freight for 
Mexico not restricted by this embargo, and F. E. A. export 
license is required on such shipments.” 


Revision Issued 


The A. A. R. car service division, June 12, issued a revision 
of CSD embargo No. 400 to show that the embargo “super- 
sedes and cancels CSD embargo No. 220, ‘issued March 27, 
1944, covering shipments of grain to Mexico; also to provide 
that under exception 8 of embargo No. 400 applications for 
permits must be made by the shipper in writing.” 


RAIL EMPLOYMENT 


Employes of Class I steam railways, excluding switching 
and terminal companies, totaled 1,425,192 at the middle of May, 
an increase of 5.48 per cent over May last year and an increase 
of eighty-four one-hundredths of one per cent over April this 
year, according to a rail employment compilation based on 
preliminary reports, prepared by the Commission’s Bureau of 
Transport Economics and Statistics. The May, 1944, employ- 
ment was reported as follows: 

Executives, officials, and staff assistants, 14,550; profes- 
sional, clerical and general, 229,153; maintenance of way and 
structures, 302,944; maintenance of equipment and _ stores, 
391,617; transportation (other than train, engine, and yard), 
166,638; transportation (yardmasters, switch-tenders, and hos- 
tlers), 18,571; and transportation (train and engine service), 
301,719. 


- 


FORWARDER WAGE INCREASE 


The National War Labor Board has authorized an increase 
of 7% cents an hour for platform men and office workers em- 
ployed by seven freight-forwarding companies in railroad freight 
terminals throughout the country. In a statement it said: 


The board approved the increase for the approximately 5,400 em- 
ployes to maintain wage relationship between the freight handlers and 
railroad non-operating employes for whom increases were approved by 
the Director 01 Economic Stabilization in January, 1944. The new rates 
are to be effective as of October 1, 1943, as agreed upon by the com- 
panies and the Brotherhood of Railway and Steamship Clerks, Freight 
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Handlers, Express and Station Employes, A. F. L., bargaining agent 
for all the workers involved. The average hourly earnings in the various 
companies range from 65.8 cents an hour to 76 cents an hour. 

The following companies who operate in all of the states are covereg 
by the board’s decision: Pacific & Atlantic Shippers Assn., New York 
City; Universal Carloading and Distributing Corp., Cincinnati; Nationa] 
Carloading Corp., New York City; Acme Fast Freight, Inc., New York 
City; International korwarding Co., Chicago; Lifschultz Fast Freight, 
Chicago; and Springmier Shipping Co., Inc., St. Louis. 


Handling Rail Wage Disputes 


Though the correspondence between President Roosevelt 
and William H. Leiserson relating to the resignation of the 
latter as chairman of the National Mediation Board and of the 
National Railway Labor Panel (see Traffic World, June 10, 
p. 1575) gave no indication of a rift between the two, it is 
known that Mr. Leiserson, after having returned to the media- 
tion board from the National Labor Relations Board, was dis- 
appointed because the mediation board had not had a free 
hand in carrying out the purposes of the railway labor act, 
Mr. Leiserson had hoped to make the mediation board an effec- 
tive agency in the settling of railroad labor disputes. 

The wage disputes that finally resulted in the President 
ordering the Secretary of War to take over the railroads for 
operation December 27, 1943, are pointed to as an illustration 
of the fact that the board was balked in its efforts to bring 
about a settlement. The board had arranged a conference with 
the operating brotherhood leaders and had hoped to work out 
a basis for a settlement but this conference was called off 
because the President, returning from the war conference at 
Teheran, called the operating brotherhood leaders to Washing- 
ton and thereafter made his offer to arbitrate the operating 
dispute which the locomotive engineers and trainmen accepted 
but which the other operating brotherhoods rejected. Then 
followed the various moves, including the taking over of the 
railroads for operation, which preceded a final settlement of the 
operating and non-operating disputes. The mediation board, 
however, had been shunted aside from the beginning and it did 
not have an opportunity to try its hand in settling the disputes. 
This situation, it is understood, proved to be a great disap- 
pointment to Mr. Leiserson and probably led to his decision 
to resign from the board and panel. 


MEDIATION BOARD APPOINTMENT 


_The National Mediation Board has appointed H. Albert 
Smith, of Humphrey, Mo., to its staff of mediators, effective 
June 1. Mr. Smith has been a field investigator for the General 
Accounting Office. 





RAIL WAGE LEGISLATION 


_ Commenting on the inclusion in the House bill for exten- 
sion of the emergency price control act of 1942 (H. R. 4941) of 
a provision removing from the Economic Stabilization Director 
authority to pass on wage increases of employes subject to the 
railway labor act, Representative Vursell, of Illinois, in a state- 
ment in the Congressional Record, said that the provision in 
question would compel rail labor disputes to be “adjudicated 
and settled in an impartial way and in a way that has proven 
satisfactory in the past.” The Senate bill to extend the price 
control act contains a like provision with respect to rail wage 
agreements (see Traffic World, June 3, p. 1516). 


RAIL RETIREMENT LEGISLATION 


Senator Davis, of Pennsylvania, has introduced S. 1991, to 
amend provisions of section 5 of the railroad retirement act of 
1935 with respect to death benefit payments. 


TAXES AND TRANSPORTATION 


The Bureau of Internal Revenue has added the following 
federal agencies or instrumentalities to the list of such agen- 
cies entitled to exemption from the taxes on amounts paid for 
transportation: Federal Reserve Banks, Federal Savings & 
Loan Corporation, Petroleum Reserves Corporation, U. S. Com- 
mercial Co., and War Damage Corporation (see Traffic World, 
June 3, p. 1512). Other such agencies may be added from time 
to time as rulings are made by the bureau as to their. status 
under the provisions of the revenue act. 


CHANGES IN DOCKET 


Hearing in MC 78786, Sub. 141, assigned for June 29, at Los An- 
geles, Cal., was transferred and advanced to June 15, at U. S. Ct. 
San Diego, Cal., before Jt. Bd. 75. 

Hearing in MC 104926, assigned for June 15, at Boston, Mass., was 
postponed to June 16. 

Hearing in MC 104771, assigned for June 16 at Philadelphia, Pa. 
was postponed to August 7, at Gimbel Bldg., Philadelphia, Pa., before 
Examiner Brooks. 
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Air Cargo Program 


Ten and a half million pounds of “inbound” strategic ma- 
terials and other commodities, worth $31,000,000, were carried 
by air in the first quarter of 1944 under a joint United States 
air cargo program in which the War Production Board, Foreign 
Economic Administration, the army, the navy and private air 
lines participated, according to the Office of War Information. 

“Inbound” cargo includes materials imported by air all 
the way to the United States or materials of the United States 
or Allied nations given priority by the War Production Board 
for part-way flight along the same routes as our own imports. 

Most of the tonnage was flown “over the Hump,” on the 
airline across the mountains of upper Burma from China to 
India. From India these materials were transshipped by rail 
and ship to the United States, United Kingdom and the Soviet 
Union. The remainder of the cargo was brought all the way 
by air into the United States. 

Priorities and monthly quotas for movement of these 
cargoes by air are drawn up by the War Production Board, 
after consultation with other agencies through its Interdepart- 
mental Air Cargo Priorities Committee. 

Chief carriers of this large tonnage are the Army’s Air 
Transport Command and Naval Air Transport Service, which 
now operate a global network with four times the route mile- 
age of all the commercial lines in the United States before 
Pearl Harbor. 

Principal shipper in the program is F. E. A., which pur- 
chases strategic raw materials and commodities abroad under 
directives from W. P. B. and makes the shipping arrangements 
in the field. The 10,500,000 pound air cargo program was made 
up as follows: FEA purchases, 5,100,000 lbs.; British and 
Russian materials, 3,800,000 lbs.; and American private im- 
ports, 1,600,000 Ibs. 


International “Air Pattern” 


The Civil Aeronautics Board held a press conference June 
13 at which it released what Chairman Pogue called the “first 
basic draft’ of the “basic route pattern this country should in 
fairness and justice have’’ for post-war operation by United 
States air carriers. In accordance with its custom, the chairman 
said, prehearing conferences would be held with those having 
on file about 100 applications for foreign and overseas rights, 
involving the addition of 60,000 route miles to the 80,000 miles 
now certificated. At the same time he pointed out that, in the 
case of foreign rights, decisions of the board, under the civil 
aeronautics act, must be referred to the President in as much 
as the board had nothing to do with such decisions of policy as 
whether American foreign air rights should be vested in a 
monopoly, or in individual air operators. 

In going forward with hearings at this time, he pointed out, 
the board was following the statutory requirement that findings 
of public convenience and necessity should be made as the re- 
sult of hearings. Asked how the board considered the matter 
of public convenience and necessity in connection with foreign 
rights applications, in view of the fact that, as stated in an 
announcement released by the board at the conference, no 
services could be inaugurated on any of the new routes proposed 
until suitable arrangements had been concluded with the for- 
eign nations concerned, and that foreign landing rights were 
expected generally to be arranged for by means of inter-gov- 
ernmental negotiations, the chairman said that the needs of 
— to and from the United States were the controlling 
actor. 


The announcement, which the chairman read at the open- 
ing of the conference, said that the board had arrived at its 
tentative conclusions as a result of studies and consultations 
with other interested agencies of the government, the aviation 
industry, and others. The announcement continued: 


It believes that these tentative conclusions will afford a basis for 
the hearings on applications for certificates of public convenience and 
hecessity to engage in foreign air transportation, although it recognizes 
that future developments and further study may require some changes 
In the route pattern as now proposed. The board believes that the con- 
ideration of the need for new services should be subject to a minimum 
of restriction and that applicants may, therefore, wish to amend their 
Present applications, or to include in any new ones a general provision 
which will permit an application to be considered as one applying for 
Fny new route which the board may find. to be required by the public 


Onvenience and necessity within the general area the applicant desires 
0 serve, 


_ ‘The announcement contained a list of twenty international 
air services the board tentatively concluded would be desirable 
lor operation by United States air carriers, omitting services 
irom the United States and Alaska terminating in the con- 
Hguous countries of Canada and Mexico, and those inaugurated 
nde: temporary certificates to further the war effort. Points 
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of departure in the United States shown in the list of services 
included New York, San Francisco, Chicago, Seattle, Miami, 
New Orleans, Brownsville, Tex., Cristobal, Tampa and Balboa. 

The board said that, in formulating its proposed route pat- 
tern, it had at no time considered the question of the designa- 
tion of the carrier or carriers to render the services that might 
be authorized, as that question, as well as the question of public 
convenience and necessity, could be determined only after a 
public hearing. The chairman, in commenting on the pattern 
as the “first basic draft,” said that the board had approached 
the matter from a purely commercial point of view. 

In answer to a question as to legislation pending pointing 
in the direction of a monopoly for foreign rights, the chairman 
said the board must proceed under the existing law and that 
“we must move forward or we will be behind at a critical time.” 
He said the announcement of the “air pattern” was “a useful 
guide to the applicants and prospective applicants, and a useful 
vehicle to clear the air as to what international routes would 
be — for the United States to operate in the post-war 
period.” 

The chairman said that the Senate commerce committee 
had been informed concerning the board’s proposals, and that 
foreign governments would be informed, adding that the State 
Department was handling that matter in cooperation with the 
Civil Aeronautics Board. 

In reaching its decision, he said, the board had considered 
equipment that would be available immediately after the war, 
including all types, but that no considerations had been given 
to new planes not yet developed. 


Boston Air Service Expansion 


The Civil Aeronautics Board has authorized the establish- 
ment of additional air service between Boston, Mass., and New 
York City and between Boston and western airline terminals 
and has granted applications of Northeast Airlines, Inc., and 
Eastern Air Lines proposing service between New York and 
Boston and applications of United Air Lines Inc., and Trans- 
continental & Western Air, Inc.,.to open new air routes to the 
west from Boston. 

The board issued its report in No. 13-401-B-1, Northeast 
Airlines, Inc., et al., Additional Service to Boston, involving 
applications of Northeast, Eastern, United, T. W. A., Seaboard 
Airways, Inc., Colonial Airlines, Inc., and American Airlines, 
Inc. It noted that separate hearings had been held on the appli- 
cations proposing service directly from the west and those 
proposing service between New York and Boston. 

At the present time, the board said, American Air Lines 
and Northeast were the only air carriers providing service to 
Boston, American having the only air route between New York 
and Boston, and Northeast having a route extending north 


from Boston to Montreal, Canada, Caribou, Me., and Moncton, 
New Brunswick. 


Present Service Called Adequate 


As to the Boston-New York route, for which Northeast, 
Eastern, Colonial, Seaboard and United were applicants, the 
board said that these applicants placed considerable reliance 
on the board’s conclusions in its so-called North-South Cali- 
fornia case, with respect to competition, while American Air- 
lines contended that there was no justification for establish- 
ment of a competitive service unless it could be shown that 
there was a substantial benefit to the public that would accrue 
therefrom or that the existing carrier had failed to provide the 
service the public was entitled to expect. The board said it was 
unable to find that American’s service in this area had been 
inadequate. It added: 


In recent opinions in which the question of directly competitive 
service has been involved, we have stated that where there is sufficient 
traffic to support competitive service there is a presumption, although 
not conclusive, in favor of competition. The reason that such presump- 
tion is not conclusive is because the board considers all the circum- 
stances surrounding each case. This declaration of policy we believe to 
be sound, and we are not impressed with the contention advanced in 
this and other cases that such a policy amounts to competition for 
competition’s sake. The phrase ‘‘competition for competition’s sake’’ 
is meaningless, since in every case there are numerous considerations 
bearing on the public interest. The over-all public interest is the prin- 
ciple by which we measure each decision. . 


The board said the application of Seaboard for rights be- 
tween Boston and New York was part of its original plan for 
an integrated system from Boston to Miami and New Orleans, 
that the part of the application for authority to operate from 
New York to the south had been denied by the board February 
19, and that, since the present proposal was contingent on the 
award of a certificate covering the southern part of the route, 
the application would be dismissed. The board denied the Colo- 
nial application for the Boston-New York route on the ground 
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that that route would be a “spur” and that traffic developed on 
it would not be complementary to its present system, as it 
would be in the case of Northeast Airlines. The board said the 
record showed that there was a heavy flow of passenger traffic 
between Boston and points south of New York that would be 
provided single-carrier service under the Eastern Airlines pro- 
posal, and it observed that the Federal Coordinator’s report 
for 1933 showed that about 85,000 passengers traveled from 
Boston to points that would be served on Eastern’s system. 


Restriction on Eastern’s Service 


The board amended the certificate of Eastern Air Lines for 
its routes Nos. 5 and 6, so as to designate Boston as the north- 
ern terminus of each, route 5 extending to San Antonio, Tex., 
and route 6 extending to Miami, Fla. It prescribed a condition 
that Boston be served by Eastern only in flights originating 
or terminating at points south of Richmond, Va., or west of 
Charleston, W. Va. At present Eastern’s routes 5 and 6 ter- 
minated in New York, the board noted. Northeast Airlines 
was granted authority to operate between Boston and New 
York-Newark via Worcester, Mass., Waterbury, Conn., and 
ew Bedford-Fall River, Mass. 

Seeking authority to operate west from Boston were 
United and T. W. A., and the board authorized operation by 
United between Cleveland, O., and Boston, via Hartford, Conn., 
and by T. W. A. between Pittsburgh, Pa., and Boston, via Wil- 
liamsport, Pa., and Binghamton and Albany, N. Y. 


Rail Interest in Northeast 


The board said that a question had been raised in this 
proceeding as to whether Northeast should be granted an ex- 
tension of its route in view of the board’s finding of August 23, 
1943, that it was controlled by the Boston & Maine, Maine 
Central and Central Vermont railroads. The record showed, 
the board said, that since that date there had been a sub- 
stantial change in the control of Northeast, the combined hold- 
ings of the railroads of the stock of Northeast having diminished 
from 40 per cent at the time of the board’s decision in the 
control case to 10 per cent at the present time. Moreover, it 
said, the railroads no longer had any representation on North- 
east’s board of directors and no railroad official was connected 
in any capacity with the management of Northeast. The largest 
stockholder of Northeast now was the Atlas Corporation, an 
investment company, owner of 18 per cent of the Northeast 
stock, the board stated. It added that Atlas held no stock in 
any of the railroads named. Since last August, it said, the 
Pennroad Corporation, “a holding company with large railroad 
interests,” had acquired and now held 5 per cent of the 500,000 
shares of Northeast stock outstanding. The board concluded 
that the railroads were no longer in position to exercise af- 
firmative control over Northeast. 

Board Members Branch and Ryan, joining in a concurring 
opinion, said they were constrained to express disagreement 
with the majority’s treatment of “the doctrine of presumption” 
with respect to duplicate or paralleling competition as that 
doctrine was set forth in the North-South California case. 

“To assert that a prima facie case for competition on a 
particular route is established by a mere showing that suffi- 
cient traffic exists to support a competing service,” they said, 
“declares a principle which we believe to be without support 
either in the civil aeronautics act or in the facts which prevail 
in the domestic air carrier industry.” 

Their concurring opinion included the following: 


We do not question the advantages which a competitive economy 
offers to the sound development of an air transportation system... . 
We do question the position, which underlies the presumption doc- 
trine, that the attainment of the advantages of competition in the 
further development of our already highly competitive domestic air 
transportation system requires a parallel service On any route which 
shows a sufficient traffic to support economically the additional servy- 
ree 


Sale of Mayflower Airlines 


The Civil Aeronautics Board, by an order in No. 1083, 
Acquisition of Mayflower Airlines, Inc., by Northeast Airlines, 
Inc., has approved the purchase of Mayflower Airlines, Inc., 
by Northeast Airlines, Inc., on the following conditions: 


(1) That such approval shall be effective only in the event that the 
purchase price to be paid by Northeast Airlines, Inc., in connection 
with said transfer and purchase shall not exceed $10,000. 

(2) That in the event such transfer and purchase is consummated 
upon the condition set forth in paragraph (1) hereof, Northéast Airlines, 
Inc., shall file with the board evidence of such consummation within 30 
days after the date thereof. 


The board said that Northeast Airlines, Inc., was the 
only regional air carrier now operating in New England and 
that to include the Mayflower route in its system appeared to 
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be a logical step in the development of an adequate air trans- 
portation system in that area. There was no evidence in the 
record that would lead to the conclusion that the proposed 
transfer would result in the creation of a monopoly, the board 
said. 

“Mayflower has been adjudged a bankrupt and its affairs 
are at present under administration by a trustee under the 
jurisdiction of a federal district court,’”’ said the board in an 
announcement of its action. “Its assets consist of a 166%%- 
acre tract of land, primarily used as an airport, on Nantucket 
Island, its certificate of public convenience and necessity and 
about $300 in cash. Its total liabilities aggregate a total of 
$20,000.” 


Air Certificate Applications 


A Mexican air line is the applicant in one of the new 
applications filed with the Civil Aeronautics Board. The Mexi- 
can line—Lineas Aereas Mexicanas, S. A., of Mexico, D. F.,, 
Mexico—in No. 1441 asks authority to transport persons, prop- 
erty and mail between Cananea, Mexico, and Nogales, Ariz., 
and between Nogales and Los Angeles, Calif. Other new appli- 
cations are the following: 


No. 1435, Ketchikan Air Service, Ketchikan, Alaska; charter and 
non-scheduled air transportation within First Judicial Division in Alaska, 
pending board decision in No. 912. 

No. 1436, Chicago & Southern Air Lines, Inc., Memphis, Tenn.; 
amendment of certificate for route 53 so as to include Beaumont-Port 


Arthur as intermediate point between Shreveport, La., and Houston, 
Texas. 


No. 1437, Durham-New York Helicopter Service, Inc., East Durham, 
N. Y.; scheduled transportation of persons, property and mail between 
New York City and Sharon Springs, N. Y. 

No. 1438, Continental Air Lines, Inc., Denver, Colo.; scheduled air 
transportation of persons, property and mail between San Angelo, Tex., 
and Fort Worth-Dallas, Tex., via Brownwood, Tex. 

No. 1439, Continental Air Lines, Inc.; scheduled transportation of 
persons, property and mail between Tulsa, Okla., and Dallas-Fort Worth, 
via Sherman-Denison, Tex. 


No. 1440, Grays Harbor Lines, Aberdeen, Wash.; scheduled trans- 
portation of persons, property and mail from Aberdeen and Hoquiam, 


Wash., in circle route serving specified intermediate points in Washing- 
ton and British Columbia. 


No. 1442, Interstate Transportation Co., Taunton, Mass.; scheduled 
transportation of persons, property and mail over circle routes between 
Provincetown, Mass., and Providence, R. I., over routes between Provi- 
dence and Boston, and, in non-scheduled and charter service from any 
of those points and within radius of 25 miles of each to any point in 


Me., N. H., Vt., Mass., Conn., R. 1., N. ¥., N. J., Pa., Del., Md. and 
BD. €. 


No. 1443, Cowell Coach Line, Inc., Taunton, Mass.; persons, prop- 
erty and mail between Providence and Boston, and in non-scheduled 


and charter service from those points to destinations the same as in 
No. 1442, 


No. 1444, Schoenberg, Schoenberg and Schoenkerg, East Providence, 
R. I.; persons, property and mail between Boston and Provincetown, 
Mass., and between Providence, R. I., and Narragansett, R. I., and in 


non-scheduled and charter service from those points to destinations for 
such service described in No. 1442. 


An application to extend its services 20,000 miles on a 
round-the-world air route was filed by Transcontinental & 
Western Air, Inc., with the Civil Aeronautics Board June 12. 
The air carrier said it was the first domestic airline to operate 
coast-to-coast passenger service and that it was now the first 
airline to seek a round-the-world air route. Operations as pro- 
posed under the application, it said, would bring any point on 
the world-wide system within 38 hours flying time of the United 
States. Major cities in the east, midwest and Pacific coast 
areas would be linked directly with European and Asiatic capi- 
tals, it said. 

Jack Frye, T. W. A. president, appearing before the avia- 
tion subcommittee of the Senate commerce committee, in execu- 
tive session, June 10, urged passage of legislation providing for 
“regulated regional competition” in air services and argued 
against adoption of legislation that would permit a monopoly 
in foreign air service. 


Liability of Air Carriers 


Representative O’Hara, of Minnesota, has introduced H. R. 
5020, a bill to amend the civil aeronautics act to regulate the 
liability of air carriers and foreign air carriers for death or 
personal injury to a passenger, for the loss or damage to goods 
and delay in their delivery, and for injury or death to persons 
or damage to property on the ground. 

“This bill is designed to provide a solution to the many 
problems which have plagued both the airlines and the pas- 
sengers and shippers who have in some respect suffered dam- 
age as a result of an aircraft accident,” said Mr. O’Hara in 
explaining the bill to the House. 

The bill, he continued, would aid the passenger and ship- 
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per by transferring to the airline the burden of proof in any 
action against it—that it would be up to the airline to prove 
it was not negligent. The Civil Aeronautics Board would have 
authority, under the bill, to make regulations requiring ap- 
propriate liability insurance. Mr. O’Hara said the bill also 
would help the airlines to plan their insurance programs with 
certainty by prescribing limitations on the extent to which a 
passenger or shipper could recover. He said limitations on 
liability for loss or damage to goods or delay in their delivery 
or to a passenger’s baggage or personal effects would be sub- 
ject to agreements that might be made between the airline and 
passenger or shipper “under which the passenger or shipper 
declares a higher value and the carrier charges a correspond- 
ingly higher rate for carriage.” He said there was precedent 
for the proposed legislation in state laws, in the Harter act 
and the Carmack amendment. He said he was not taking the 
position that the provisions of the bill were entirely satisfac- 
tory and that he invited comment thereon, urging that the bill 
be studied for consideration later. 


Airline Taxation 


A study of multiple taxation of air commerce is provided 
for in H. R. 4935, a bill favorably reported to the House, June 
12, by Representative Bulwinkle, of North Carolina, for the 
House committee on interstate and foreign commerce. 


“The bill,” said the committee report, “directs the Civil 
Aeronautics Board to consult with the proper authorities of the 
several states, territories and possessions, and subdivisions 
thereof, with a view to developing means for eliminating and 
avoiding, so far as practicable, multiple taxation of persons 
engaged in air commerce and of their employes, by states, terri- 
tories, and possessions, and subdivisions thereof, and other taxa- 
tion by such agencies which has the effect of unduly burdening 
or impeding the development of air commerce. The commission 
is to report to Congress the results of its consultations together 
with such recommendations as it deems appropriate, including 
recommendations for legislation.” 


Continuing, the committee said: 


Taxation of the type indicated could present a serious impediment 
to the sound development of air commerce. A report to the Secretary 
of the Treasury by the Committee on Intergovernmental Fiscal Rela- 
tions, published January 1, 1943, which dealt with the general problem 
of multiple taxation, among other things, invited special attention to 
the peculiar susceptibility of the air-transportation industry to multiple 
taxation and observed that ‘‘the industry should not be subject to 
incubus of multiple taxation.’’ This report made it clear that the pos- 
sibility of federal legislation, and active encouragement of interstate 
cooperation, needed to be seriously considered. 

This committee recognized the need for a study of these problems 
by incorporating in section 11 of the bill (H. R. 3420) to amend the 
civil aeronautics act of 1938, as amended, which was committed to the 
Committee of the Whole House on Octoker 20, 1943, provisions similar 
to those contained in the proposed bill. 

The need for the study here provided for has been re-emphasized 
recently by the decision of the Supreme Court, on May 15, 1944, in the 
case of Northwest Airlines, Inc., vs. State of Minnesota, No. 33, October 
term, 1943, in which the imposition of a property tax on all the planes oper- 
ated by the air line was upheld by a divided court. Of the five justices 
concurring in the judgment of the court, three wrote separate opinions 
with respect to the ground on which the application of the tax was held 
to be valid. The following quotation from Mr. Justice Black’s con- 
curring opinion indicates the need for investigation and study of the 
questions involved: 

“The differing views of members of the court in this and related 
cases illustrate the difficulties inherent in the judicial formulation of 
general rules to meet the national problems arising from state taxation 
which bears in incidence upon interstate commerce. These problems, it 
seems to me, call for congressional investigation, consideration, and 
action. The Constitution gives that branch of government the power to 
regulate commerce among the states, and until it acts I think we should 
enter the field with extreme caution.’’ 

It is of particular importance that this whole problem be explored 
carefully at an early date and in cooperation with state authorities, in 
order that a wise and fair solution may be worked out before the prob- 
lem becomes acute. In fairness to the states the problem should, if 
bossible, be solved before they have begun to rely, to a substantial 
extent, upon multiple taxation in this field. 


AIRPORT CONSTRUCTION 


Secretary Jones, of the Commerce Department has an- 
nounced, through the Civil Aeronautics Administration, that the 
President has approved construction of 14 airports required 
or specific military purposes and 27 for emergency use. Secre- 
tary Jones said the President’s action was based on results of a 
Survey of projects in “the national defense landing area pro- 
gram” that had not been started or on which no substantial 
amount of construction had been accomplished. He said the 
study of the program had been ordered by the President in a 
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letter to him on March 9 and had been made by the C. A. A. 
in cooperation with the army and the navy. 


ARMY AND AIRLINES 


“All army air transport services within the continental 
United States will be performed with military facilities and 
personnel of the Ajr Transport Command before the end of 
the year,” the War Department has announced. 

“Increased personnel available to the Air Transport Com- 
mand will make it possible for the A. T. C. to conduct the cargo 
operations within the United States formerly handled by con- 
tract air carriers. Conversion from contract service to military 
operation has started and will be continued gradually through- 
out the year. 

“Aircraft available to the air lines have been insufficient 
to provide the air transportation required for the mails and 
for other wartime needs. During the past five months, 28 air- 
craft were returned to the airlines. Some had been in Air 
Transport Command service, others in Troop Carrier Command 
service. 

“Contracts with the airlines for the operation of overseas 
services will be continued.” 


AIRPORTS AND HIGHWAYS 


Objections to provisions in the highway construction 
authorization bill reported by the House roads committee have 
been set forth by Secretary of Commerce Jones in a letter to 
Speaker Rayburn. In that letter Mr. Jones revealed that the 
Civil Aeronautics Administration of the Department of Com- 
merce had prepared a plan for a coordinated national system 
of airports and that it would be presented to Congress soon. 

Airway flight strips and airport access roads as provided 
for in the highway bill, said Secretary Jones, would be con- 
trary to the best interests of the government and of aviation. 
He said the air strips as proposed were unnecessary and that 
other provisions would tend to subordinate airport site location 
to existing roads and highways. The C. A. A. plan, said he, 
took into consideration such factors as the airport needs of our 
centers of populations, areas of trade, postal distribution and 
the present and future logical air routes. 

Representative Randolph, of West Virginia, has introduced 
H. R. 5024, a bill to provide for federal aid to the states for 
the development, construction, improvement, and repair of pub- 
lic airports in the United States. 


EXPRESS AGENCY AIR QUIZ AWARDS 


Three $100 war bonds have been awarded to the winners 
of quiz contest recently held among Railway Express Agency 
employes by the agency’s air express division. The winners are 
John D. Debbler, air express money clerk at Cincinnati; H. C. 
Daniel, on hand clerk at Richmond, Va., and Victor D. Olup, 
express driver at New York, each of whom received one of the 
bonds. Questions relating to the scope and speed of air express 
and the functions of the agency’s ground service in connection 
with air express were included in the quiz, which was held to 
test the knowledge of employes in the subject and to obtain 
their suggestions for the betterment of the service. Replies were 
received from 13,805 employes. 


WOODEN SHIPPING CONTAINERS 

A wooden shipping container, made by its user from waste 
material or second hand lumber, does not come under the 
terms of Wooden Shipping Containers Order L-232, says the 
War Production Board. L-232 restricts the manufacture and 
assembly of wooden shipping containers. Edgings, trim and 
off-fall, excluded from the definition of lumber in lumber Order 
L-335, are considered waste material and second hand lumber 
is any lumber previously used, as in building construction or 
dunnage, according to the W. P. B. It states that the L-232 
exception does not apply to any wooden shipping container, 
regardless of material, made in a box factory or wood-working 
shop that sells its products. 


CONTAINERBOARD ECONOMIES 


Substantial economies in the use of container board are 
being effected through standardization and redesign in the ship- 
ping container field, says the War Production Board. 

Packers, eager to protect their supply of shipping contain- 
ers, had saved millions of tons of paperboard after consultation 
with ws technical section of W. P. B.’s paperboard division, 
it said. 

Overseas mailing cases for gifts to service men, formerly 
made in more than 20 varieties, have now been standardized to 
a single style with a saving of 18 per cent in containerboard. 
W. P. B. estimated that 1,400 tons of containerboard will be 
made available in the next 12 months for other purposes and 
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without reduction in the number of boxes for overseas mailing, 
as a result of the standardization move. 

W. P. B. said it was not always possible to reduce the 
weight of containerboard needed to ship a given product be- 
cause product protection and freight regulations must be con- 
sidered. However, in the case of baby food, light in weight and 
merchandised in small quantities, it was possible to reduce 
containerboard for shipping cartons by an @timated 37 per cent 
by specifying a higher weight board, it said, adding: 


Of the basic types of shipping cartons, the ‘‘regular slotted’’ or 
common type is the most economical of material. With outer flaps 
meeting and inner flaps not meeting, the carton affords sufficient pro- 
tection for most goods. The ‘‘over-lap’’ type, with inner flaps meeting 
and outer flaps overlapping, and the ‘‘center special,’’ with both sets 
of flaps meeting, often can be discontinued temporarily and the more 
economical ‘‘regular slotted’’ style substituted for the duration. More 
than 1,000 tons of containerboard were saved in shipping cartons for 
one cereal by application of this method. 

Redesign to save critical containerboard usually involves one or 
more of the basic methods, occasionally all of them. Through such 
conservation, the supply of containerboard is stretched to make the 
maximum number of shipping carton units. 


FREIGHT COMMODITY STATISTICS 


The Commission has issued a statement, No. M-550, pre- 
pared by its Bureau of Transport Economics and Statistics, of 
tons of revenue freight originated and tons terminated in car- 
loads by classes of commodities and by geographic areas—Class 
I steam railways—for 1943. The statement shows a total of 
1,462,314,059 tons of revenue freight originated, and 1,368,- 
903,984 tons terminated. As to forwarder traffic, tons originated 
totaled 3,727,343 and tons terminated totaled 3,960,453. By 
groups of commodities, tonnages originated, and terminated, 
respectively, were reported as follows: 

Products of agriculture, 148,970,910 and 158,297,999; ani- 
mals and products, 22,935,940 and 23,538,773; products of mines, 
791,385,360 and 671,875,001; products of forests, 80,593,269 and 
85,944,981; and manufactures and miscellaneous, 390,020,960 
and 396,730,564. 


PUBLIC-MERCHANDISE WAREHOUSING 


Statistics on public-merchandise warehousing for April, 
as reported by 710 firms, issued by Director J. C. Capt, Bureau 
of the Census, Department of Commerce, show that the per- 
centage of space occupancy at the end of April was reported 
as 85.8 per cent, as compared with 86.7 per cent for March. 

For April the 710 warehousing firms cooperating in this 
survey reported 2,026 merchandise warehouse buildings as 
operated in the month, with a total of 53,944,068 square feet 
of occupiable space intended for public warehousing of general 
merchandise, of which 46,274,390 square feet were reported as 
occupied. 

The 710 warehousing firms also reported gross space con- 
ditions, as follows: Total gross space computed from outside 
building measurements, 97,778,468 square feet; gross space 
intended for purposes other than public-merchandise warehous- 
ing (that is, space for cold-storage products and household 
goods and space leased as landlord to tenants), 33,338,351 
square feet; and gross space intended for public warehousing 


Revenue Freight Loading 


Revenue freight loading the week ended June 10 totaled 
874,193 cars, according to the Association of American Rail- 
roads. This was 63,421 cars or 7.8 per cent above the preced- 
ing week which, included the May 30 holiday, 19,707 cars or 
2.3. per cent above the corresponding week of 1943, and 41,558 
cars or 5 per cent above the corresponding week of 1942. 


Revenue Freight Car Loading—Week Ended Saturday, June 10 


Grain and Live 
grain-prod. stock Coal 
{ 1944 43,895 14,143 182,601 
POGME Gib TOGO soo 55.6. 6:5:0ici0:6 50:00:00 { 1943 45,466 12,891 170,513 
| 1942 34,684 11,133 166,766 
Preceding week June 3........... 1944 37,107 12,655 169,965 
Per cent increase over............ 1943 9.7 pe | 
Per cent decrease under.......... 1943 3.5 
Per cent increase over............ 1942 26.6 27.0 9.5 
Per cent decrease under.......... 1942 
{1944 1,093,225 358,194 4,202,058 
Cumulative 24 weeks to June 104 1943 1,105,205 324,499 3,871,897 
| 1942 893,008 284,957 3,841,053 
Per cent increase over............ 1943 10.4 8.5 
Per cent decrease under.......... 1943 2.2 
Per cent increase over............ 1942 22.4 25.7 9.4 
Per cent decrease under.......... 1942 


Per cent to 15 year average, 125.9. 
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of general merchandise, 64,440,117 square feet, of which 10. 
496,049 were reported as unoccupiable (consumed by walls, 
aisles, elevator shafts, stairways, offices, platforms, shipping 
rooms, rest rooms, columns, etc.). 


Transportation of Live Stock 


In the five-year period from 1939 through 1943, motor 
trucks were used for delivering annually 60 to 72 per cent of 
the livestock to 39 public markets, but the trucks handled only 
26 to 34 per cent of the live stock shipped out of the same 
markets in that period, and both the proportion of live stock 
shipped out by rail and that received by rail increased in 1942 
and 1943, according to a report by the Bureau of Agricultural 
Economics of the Agriculture Department. 

The decline in the motor haul proportion in 1942 and 1943 
“probably resulted from the need for conserving motor vehicle 
equipment,” the bureau commented. In a tabulation of live 
stock receipts at 39 public markets, the bureau showed that, in 
1939, receipts of all live stock at those markets moved 65.3 per 
cent by truck and 34.7 per cent by rail, while shipments from 
the markets moved 30.9 per cent by truck and 69.1 per cent by 
rail. In 1940, according to that tabulation, the proportion of 
receipts of all livestock moved by rail was 40.1 per cent and 
the percentage of rail-transported shipments from the markets 
was 74.4 per cent. 

“Indications are,” the bureau said, “that the greater use of 
rail transportation both for delivering live stock to markets 
and for moving live stock out of markets was influenced by 
both voluntary and organized efforts for conserving tires and 
motor trucks during the emergency. The shift from motor 
truck to rail appears also to be partly accounted for by changes 
in marketing. Both feeder cattle and lambs were cleared 
through public markets in larger proportions in 1942 than in 
1941, and in 1943 than in 1942, and such animals were reshipped 
to feedlots. These came primarily from the ranges and there- 
fore moved to market by rail. Relatively large numbers were 
shipped to feedlots on through-rate billings. 

“Further shifts from motor truck to rail transportation of 
live stock may be expected during hte coming year as a result 
of the difficulty in obtaining truck replacements. There is every 
indication that the railroads will be able to handle an increased 
volume, except possibly during the peak marketing of live stock 
in the fall when cattle and lambs will be moved in largest num- 
bers from western ranges.” 


1. Cc. C. ACCIDENT REPORTS 

Although an engineer in charge of a test car had marked 
38 irregularities for corrections to be made in the surface, 
alinement and cross-level of the mile of track immediately 
south of the point of the accident discussed in investigation 
No. 2794, covering an accident on the L. & N., near Keeling, 
Tenn., April 27, no track repairs were made in the territory 
between the time of the test and the time of the accident, 
said the report, written by Chairman Patterson. Two train- 
service employes were killed, and 29 passengers, one railway- 
mail clerk, 6 dining car employes, and two train-service em- 
ployes were injured in the accident when a passenger train, 
traveling at approximately 60 miles an hour, was derailed. The 
causes of the accident were cited as a combination of flange 
wear on the gage side of the high rail of the curve and 
irregularities in alinement, surface and gage of the track. 


In a report in investigation No. 2797, covering a head-end 
collision between a freight train and a mixed train on the 
St. Johnsbury & Lake Champlain near Greensboro, Vt., result- 
ing in the death of one train-service employe, and the injury 
of one railway-mail clerk and two train-service employes, it 
was found that the accident was caused by failure to deliver a 
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meet order. The report was written by Chairman Patterson, 
and recommended that the railroad establish an adequate block 
system on its line. 








RETIREMENT BOARD FIGURES 


Retirement benefit payments to railroad employes in April 
totaled $11,409,179, compared with $11,261,229 the previous 
month and $11,099,921 the same month last year, the Railroad 
Retirement Board said in its June report. The April payments 
included: Employe annuities, $9,457,975; pensions, $1,248,802; 
survivor annuities, $118,746; death-benefit annuities, $29,427; 
lump-sum death benefits, $554,224. At the end of April, 138,095 
employe annuitants were on the retirement rolls, receiving an 
average payment of $66.49 monthly. Pensioners numbered 
21,368 and received an average of $59.18 monthly. The month’s 
payments brought to $800,007,842 the total benefits paid since 
the board began operations. 

The board reported that claims filed for unemployment 
insurance totaled 2,184, compared with 3,244 filed in March 
and 5,010 filed in April, 1943. Of the new claims filed, 1,828 
were certified and total benefits paid amounted to $27,277, com- 
pared with $103,392 paid in the same month last year. The 
average payment for first registration periods was $21.93 and, 
for subsequent registration periods, $26.62. 

The board’s employment service made 71,582 placements 
in April, the greatest number made in any month except De- 
cember, 1943. The board made 60,855 placements in March. 
The service is sponsoring a program for the enlistment of high 
school students for summer track maintenance work. An ex- 
tensive publicity campaign has been undertaken in support of 
the program. 
























PIPE LINE STATISTICS 

Large oil pipe line companies—carriers having annual op- 
erating revenues of more than $500,000—reported transporta- 
tion revenues totaling $68,744,396 for the first quarter of 1944, 
an increase of 16.8 per cent over the corresponding 1943 period 
when they reported revenues of $58,971,252, according to a com- 
pilation by the Commission’s Bureau of Transport Economics 
and Statistics of transportation revenue and traffic of the com- 
panies, statement Q-600. Oil originated on line and received 
from connections totaled 519,051,639 barrels in the 1944 quarter 
as compared with 429,253,094 barrels for the like 1943 quarter. 























Waterway Bills Delayed 


In discussion in the Senate, June 12, about the river and 
harbor authorization bill and the St. Lawrence waterway bill, 
Senator Overton, of Louisiana, of the Senate commerce com- 
mittee, held out virtually no hope that the Senate would con- 
sider these measures before fall. He definitely stated that, due 
to the proposed recesses for the Republican and Democratic 
national political conventions, the river and harbor bill would 
not be considered at least until after the end of the present 
fiscal year—June 30. Consideration of the bill might be put 
off until after the summer recesses that each branch of Con- 
gress might take from time to time after the political conven- 
tions, he indicated. 

Senator Overton said he had received inquiries when the 
St. Lawrence bill would be considered. He said hearings would 
be held on that measure but in response to questions by Sen- 
ator Aiken, of Vermont, author of the St. Lawrence bill, said 
he could not announce a definite date because it was not pos- 
sible at this time to do so. 

“All of a sudden there is a revival of interest in the old, 
dead St. Lawrence seaway project,” he remarked. “I say, 
‘dead,’ because it has been pending here for many years with- 
out being acted upon favorably. All of a sudden the depart- 
ments and agencies begin to submit their reports. The reports 
are in, and the time will be opportune as soon as we can reach 
it to dispose of the St. Lawrence seaway by conducting the 
hearings. But certainly the river and harbor bill and the flood 
control bill, under the circumstances I have mentioned, have 
precedence over the St. Lawrence seaway.” 

“T gather no assurance whatever from the remarks of the 
senator from Louisiana that there will be hearings on the St. 
Lawrence seaway bill in time to obtain any action at the pres- 
ent session of Congress,’’ remarked Senator Aiken, adding: 


Therefore, I wish to say that the advocates of the St. Lawrence 
Seaway believe that the present session of the Congress should have an 
opportunity to vote upon that greatest of all developments on the whole 
North American continent. It is the purpose of some of my colleagues 
and myself to propose the St. Lawrence project as an amendment to 
the river and harbor bill, if it appears that there wili be no assurance 
of having an opportunity to vote upon it on its own merits. We would 
prefer not to do it. We realize it would take considerable time of the 
Senate, probably a week or 10 days, in order to present the testimony 
which should be presented in the committee hearings; but, nevertheless, 
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if there appears to be no other way by which we can obtain a vote on 
this proposed development—a development which has been requested by 
the President, by the S cetary of State, by the Secretary of War, by 
virtually all other department heads, by the governors of many of the 
states, and by many people throughout the country—it will have to be 
offered as an amendment to the river and harbor bill. What the result 
will be, no one can predict at this time. 


Argument in support of the St. Lawrence waterway and 
power project was made by Representative Douglas, of New 
York, in extension of remarks in the Congressional Record of 
June 12. 





e * 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1944, by West Publishing Company.) 





(Circuit Court of Appeals, Fifth Circuit.) Since Federal 
Rules of Civil Procedure do not apply in admiralty, appellate 
jurisdiction in admiralty depends upon substantial compliance 
with general appeal statute. Federal Rules of Civil Procedure, 
rule 81(a)(1), 28 U. S. C. A. following section 723c; 28 U. S. 
C. A. Sec. 230. 

Where appellant did not formally apply for and obtain 
allowance of appeal within statutory 90 days from April 20, 
when final decree dismissing libel was entered, but served 
and filed notice of appeal and executed appeal bond within 90 
days, and filed appeal bond and assignment of errors with the 
clerk on July 21, and subsequently obtained order of allowance 
of appeal and then a nunc pro tunc allowance as of July 12, 
on ground that proctors for appellant had assumed that clerk 
of court would present notice of appeal to judge for allowance 
for appeal, appeal was perfected in time. 28 U. S. C. A. Sec. 
230. 

Evidence showed overweight of timbers shipped as ground 
for recovery by carrier of freight money exceeding amount 
paid, on ground that cargo was heavier than specified in con- 
tract. (Compania De Navegacion Trans. vs. Georgia Hardwood 
Lumber Co., 141 Fed. Rep. 2d 652.) 


POSTWAR SHIP LEGISLATION 


Repeal of ship subsidies as provided in the merchant marine 
act and substitution therefor of a system of payment on the 
basis of 2 cents a day a gross registered ton of vessels engaged 
in foreign trade were urged by Victor B. Bendix, ship broker 
of New York City, in testimony this week before the House 
committee on merchant marine and fisheries which has under 
consideration postwar ship disposal legislation. Mr. Bendix said 
the suggested form of aid would definitely develop an American 
merchant marine. 

Lachlan Macleay, president of the Mississippi Valley Asso- 
ciation, recommended that no dry cargo vessel of 14 knots or 
more be sold to persons not citizens of the United States. He 
suggested that American vessels might be chartered to for- 
eigners. 


Ship Operators’ Questionnaire 


The House merchant marine committee has prepared, for 
distribution to American steamship operators in the intercoastal, 
coastwise and foreign trades, a questionnaire by means of 
which the committee hopes to obtain information for its guid- 
ance in efforts to determine future needs of the American mer- 
chant marine. 

“It may be assumed for the purpose of answering this 
questionnaire,’ says Chairman Bland, of the committee, in a 
letter attached to the questionnaire, “that ships which you now 
own—which are chartered to the government—will not be lost, 
and that they will be restored to you in operating condition in 
accord with the terms of your charters; that a ship sale bill 
will be enacted, with terms generally in keeping with H. R. 
4486, and that each company will return to its regular trade 
route when the war is ended and that the minimum volume of 
trade will be equal to that which was handled in an average 
year prior to the outbreak of war on December 7, 1941.” 

Among the points on which the committee seeks advice in 
its questionnaire are the following: 


Number and tonnage of additional ships needed for re-establishment 
of regular schedules; plans as to establishment of new trade routes; 
time within which replacement of older ships by new or war-built ships 
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is expectefi co be made; types of ships now being built by Maritime 
Commission that are regarded as suitable to replace vessels in ship 
operator’s regular trade; rough estimates of amounts that would have 
to be spent on ships purchased from the government; operator’s prefer- 
ence as to building new ships or purchasing ships from the government, 
“if building costs were suitable,’’ and summary of reasons for such 
preference, and steps by which private operators, the government or 
private industry can increase U. S. flag participation in foreign com- 
merce, to the extent of at least 50 per cent. 


U. S.-G. B. Shipping Board 


Responding to a letter from the chairman of the House 
merchant marine committee (Representative Bland, of Vir- 
ginia) requesting advice with respect to a House resolution 
calling for information from the United States member of the 
Combined Shipping Adjustment Board as to activities and 
plans of that board, Admiral Land, head of the Maritime Com- 
mission and War Shipping Administration and U. S. member 
of the board in question, said that it would be incompatible 
with the public interest to disclose information contemplated 
by the resolution ‘as broadly as would be necessary in reports 
to the House of Representatives.” 

The resolution referred to, H. Res. 529, was introduced by 
Representative Canfield, of New Jersey. It would require Ad- 
miral Land to submit quarterly reports on activities of the 
Combined Shipping Adjustment Board, comprising representa- 
tives of the United States and Great Britain, to the extent 
compatible with the public interest. Sir Arthur Salter is the 
British member of the board. Admiral Land, in his letter to 
Chairman Bland, said that by far the greatest part of the work 
of the board was concerned directly with ship movements and 
the supplying of ships for military campaigns, that shipping 
plans must be completed in every detail months before any 
campaign might be launched, and that, accordingly, he did not 
believe that the disclosure of the information to the extent set 
forth in the resolution would be in the public interest. He 
stated, however, that he was in accord with the “purpose” of 
the resolution, and added that “perhaps some arrangement 
whereby the information desired were furnished to you or your 
committee. periodically would be preferable to a procedure 
which calls for formal reports to the House of Representatives.” 


Secretary Hull, of the State Department, in a letter to 
Chairman Bland, commenting on H. Res. 529, took the position 
that publication of detailed information about the board’s work 
might result in misinterpretation of such information and might 
thus interfere with the discharge of “the essential wartime re- 
sponsibilities of the board.” 


TANKER CONTRACT 


A contract for the construction of eight T2-SE-A1 tankers 
has been awarded to Marinship Corporation, Sausalito, Calif., 
by the Maritime Commission. The eight tankers are to be of 
141,000 barrel capacity, like those built under previous contract 


with this corporation are scheduled for delivery during May 
and June, 1945. 


M. C. HEARING CANCELED 
The Maritime Commission has canceled the hearing in No. 
630, Sigfried Olsen, d. b. a. Sigfried Olsen Shipping Co. vs. 
War Shipping Administration and Grace Line, Inc., scheduled 
to be held in San Francisco, Calif., June 19. 


W. S. A. RATE ORDER 


The War Shipping Administration has issued rate advice 
No. 91 covering rate and surcharge, tankers, petroleum and 
petroleum products in bulk, from the Panama Canal Zone to 
Central America. 


EXPORT FREIGHT 


There were 170,487 cars of export freight, excluding coal 
and grain, handled through United States ports in May com- 
pared with 122,080 cars in May, 1943, or an increase of 40 per 


cent, according to the manager of port traffic of the Association 
of American Railroads. 


“Export grain unloaded at the ports totaled 3,443, compared 
with 6,084 in May, 1943, or a decrease of 43 per cent,” said he, 
adding: 


In addition, the railroads handled 410 carloads of coastal freight 
in May, 1944, compared with 524 in the same month in 1943, or a de- 
crease of 22 per cent. 

The total of 174,340 cars of export and coastal freight, excluding 
coal, handled through the ports in May, represented an average daily 
unloading of 5,624 cars, the highest on record. This is the third con- 
secutive month that average daily unloadings have exceeded 5,000 cars. 

All ports were in a completely ‘‘liquid’’ condition during the entire 
month. The ‘‘bank’’ of freight held at the ports was lower than at any 
time since Pearl Harbor. There were only 2,254 cars, approximately 
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9 per cent of the total holdings, held in cars over 10 days at the ports 
at the close of the month. These included 13 cars which had been held 
over 30 days. This is a record that has not been equalled since before 
the opening of hostilities in Europe. 


Truck Freight Claims 


The Western Traffic Conference, an organization of traffic 
managers of department stores and chain stores on the Pacific 
coast, has adopted a resolution favoring legislation compelling 
common motor carriers to pay interest on claims for loss and 
damage held more than 60 days before payment or declination. 

The statement submitted to members of the committee of 
the freight claim section of the American Trucking Associa- 
tions, Inc., at a joint meeting with shippers’ representatives in 
Chicago last week (see Traffic World, June 10, p. 1577), was 
presented by Paul Brown, general traffic manager, Sears Roe- 
buck and Company, on behalf of the Retailers’ Transportation 
Committee. It read as follows: 


Retailers’ Transportation Committee, having knowledge of thou- 
sands of unsettled claims, believes that it is important that immediate 
action be taken to assure that all old open claims be disposed of and 
that some assurance be given that, in the future, legitimate claims will 
be paid within a reasonable period of time after presentation. 

We recommend that A. T. A., representing the trucking industry, 
petition the Interstate Commerce Commission to make a general in- 
vestigation into this entire claim problem. 

Further, that the Interstate Commerce Commission be requested to 
withdraw operating rights from any carrier found not paying legiti- 
mate claims within a reasonable period; also, that the sale of operating 
rights be prohibited until all legitimate claims have been paid. 


Midwest Truck Wage Dispute 


Dexter L. Lewis, director of the Central States Drivers 
Council, wage bargaining unit for some 300 midwestern locals 
of the International Brotherhood of Teamsters, etc., A. F. of 
L., announced June 14 that drivers represented by the council 
last weekend had voted approximately 98 per cent in favor of 
a strike against 112 truck operators represented by the Mid- 
west Operators Association and against all other operators 
in 12 midwestern states with whom the locals have wage 
contracts (see Traffic World, June 10, p. 1576). 

Mr. Lewis said virtually complete returns in the voting 
showed that 65 per cent of the 40,000 union drivers had voted, 
and that 98 per cent of those voting had favored calling a 
strike. He said he would confer immediately with the members 
of the council on the matter of setting a date for the strike. 
He said it could reasonably be expected that “a deadline will 
be set for not later than 30 days” from June 14, adding that 
“we won’t wait for the government to act.” 

That the government might act to take over the facilities 
of the members of the Midwest Operators Association, which 
has defied an order of the National War Labor Board to in- 
crease the drivers’ wages and grant them back pay to Novem- 
ber 16, 1943, was indicated early this week when Leonard 
L. Berliner, member of the board, sent the following telegram 
to the Midwest association: 


The National War Labor Board has been advised that the members 
of the Midwest Operators Association have failed to comply with the 
directive order issued in Case No. 111-448-D by the National War Labor 
Board on February 7, 1944. The interest of the nation during the period 
of the war emergency requires all parties to abide by National War 
Labor Board orders, and the board expects each of the employers in 
the Midwest Operators Association to place the terms of the board order 
into effect immediately. Please advise the board on or before June 15, 
1944, of the steps taken by the employers to do so. 


Mr. Lewis said he believed the telegram indicated that the 
board intended, in the event the association continued to defy 
the board’s directive, to ask the Director of Economic Stabili- 
zation to recommend that the U. S. Army take over control of 
the recalcitrant operators’ facilities, ‘probably in the same 
manner the government took over the railroads last Decem- 
ber.” He said that if the strike were called and took place, it 
would be against members of the Central States Area Em- 
ployers Association and other truck wage bargaining organiza- 
tions in the 12-state area, which includes Michigan, Ohio, Iili- 
nois, Indiana, the Dakotas, Wisconsin, Minnesota, Iowa, Mis- 
souri, Nebraska, and Kansas. The bulk of the operators in 
those states are members of the Central States Area associa- 
tion, which represents truckers operating principally in the 
four-state. area of Illinois, Michigan, Wisconsin, and Indiana. 
Almost all members of that organization have agreed to abide 
by the terms of the board’s order of February 7, in which the 
board directed increases of 7 cents in hourly rates and .3 of a 
cent in mileage rates of the drivers, retroactive to November 
16, 1943. 


Mr. Lewis said the strike would be against all operators 
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in the 12 states, rather than only against Midwest members, 
because the council had for many years negotiated with all 
operators uniformly and it did not intend now to act separately 
against only a small segment of the industry. He had said last 
week that, for all he knew, the Central States Area and Mid- 
west organizations might be acting together at present to put 
an end to the established method of uniform bargaining in the 
middle west. 

Robert Appel, secretary of the Central States Area asso- 
ciation, learning of Mr. Lewis threat to call a strike against 
all operators in the middle-west with whom the locals have 
negotiated uniform contracts, issued the following statement: 


At no time has the Central States Area Employers Association, 
which represents operators in Illinois, Indiana, Michigan, and Wiscon- 
sin, refused to abide by the directive of the National War Labor Board. 
We have put the directive into effect and have made every effort to 
comply with all of its conditions. If Mr. Lewis has stated that a strike 
will be called against our members, there is absolutely no basis or 
foundation for his proposed action. Such a strike would be directly in 
defiance of the government and in violation of the no-strike pledge made 
by Daniel J. Tobin, head of the International Brotherhood of Team- 
sters, and it would be a serious blow to the war effort at a time when 
that effort has reached its climax. 


Bus and Truck Tires 


Director Johnson, of the Office of Defense Transportation, 
has warned truck and bus operators that there will be a short- 
age of heavy- and medium-duty truck and bus tires for replace- 
ment purposes in July, August and September. Third-quarter 
tire allocations by the Office of the Rubber Director, he said, 
were substantially below requirements on 10-ply-and-over tires 
in sizes 7.00 x 20 and up. The supply of tires in smaller sizes 
was reasonably adequate, he said. The statement continued: 


The O. R. D. total allotment to the O. D. T., as the claimant agency 
for tires for all forms of domestic transportation, is 795,945 heavy- and 
medium-duty truck and bus tires for the third quarter, an increase of 
about 18 per cent over the second-quarter allotment of 674,891 tires in 
these categories. 

The number of tires for original equipment on new vehicles in the 
third quarter is 160,058, an increase of about 65 per cent over the 
97,156 tires required for this purpose in the second quarter. This leaves 
a total of 635,887 tires remaining for replacement purposes in the third 
quarter, as compared with a total of 577,735 replacement tires in the 
second quarter. 

The net effect is that the number of tires available for replacement 
purposes during the third quarter will exceed the second-quarter total 
by only about 10 per cent, while the normal seasonal increase in re- 
placement demands between the second and third quarter is at least 
25 per cent. 

The extent of the threatened shortage may also be illustrated by 
reference to actual tire-rationing experience. During the second quar- 
ter of 1944, approximately 125,000 tires per month in sizes 8.25 x 20 
and over were released for replacement purposes by the Office of Price 
Administration through the rationing system. This number of tires has 
proved insufficient to meet current replacement demand. 

The estimated monthly replacement requirement in sizes 8.25 and 
up during the third quarter is 165,000 tires, whereas the total produc- 
tion allotment available for this purpose will permit an average monthly 
rationing quota of not more than 140,000 tires. This means a net deficit 
of approximately 25,000 tires a month. 

In the face of this shortage it is imperative that truck and bus 
operators practice the most rigorous conservation measures. Otherwise, 
we may not be able to avoid a severe curtailment of essential motor 
transport services. Excessive speeds and overloading must be elim- 
inated; tire maintenance practices must be kept at the highest possible 
level; and recaps must be substituted for new tire replacements in 
every case where such substitution will save rubber. 


Motor Freight Earnings 


“In reflection of a freight tonnage decline during April, 
net operating income of motor carriers of property declined 
in the month to a point where less than one cent out of each 
dollar of gross revenue was converted into earnings,” says 
a report issued by American Trucking Associations. 

The report, based on data received from 311 motor car- 
riers in 42 states, indicated that April revenues dropped 6.8 
per cent under the March level while expenses decreased only 
0.8 per cent. April revenues also were 7.8 per cent smaller 
than in the corresponding month a year earlier and the ex- 
penses were 3.9 per cent smaller. 

As a result of the larger decrease in revenues than in 
expenses, the ratio of outgo to income climbed in the month 
to 99.1. The identical reporting carriers had operating ratios 


of 97.9 in March and 95.1 in April of last year, said A. T. A., 
adding: 


s Indicative of the grave position thus developed was the fact that 
115 of the 311 carriers, whose revenues amounted to almost 40 per cent 
of the total, suffered operating losses in the month. Ninety-three out 
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of the total showed operating deficits for March of this year, while 73 
turned in red ink reports for April, 1943. 

Apparently hardest hit were trucking companies in the Eastern 
District.. April revenues of carriers in that area declined 7.3 per cent 
from March and 10.5 per cent from April a year previous. Their ex- 
penses dipped 6.4 per cent from March and 8.4 per cent from April, 1943. 

Carriers in the Southern Region suffered a decrease of 5.7 per cent 
in revenues for April compared with March, and their gross income 
ran 8 per cent behind that of the corresponding month in 1943. Expenses 
of the southern haulers dropped 6.8 per cent from March and 2.9 per 
cent under a year earlier. 

April revenues of carriers in the Western District decreased 6.4 per 
cent from the preceding month and 2.8 per cent from April, 1943. Ex- 
penses eased 5.8 per cent from the March plane but were 4.6 per cent 
in excess of April of last year. 

Operating ratios of the eastern carriers were calculated at 99.5 for 
April, 98.6 for March and 97.2 for April, 1943. 

The operating ratio of southern carriers for April figured out at 
98.9, compared with 100.1 for March and 93.7 for April of last year. 

Ratios of western carriers were 98.5 in April, 95.9 in March and 
91.5 in April, 1943. 


TRUCK MAINTENANCE 


The nation’s truck operators again have been urged by the 
Office of Defense Transportation to intensify their efforts to 
keep their vehicles in proper repair so as to obtain many more 
miles of operation than would be required under normal con- 
ditions. 

Strict adherence to a plan of systematic preventive mainte- 
nance and repair should prolong the life of the average truck 
as much as three times its ordinary span, said the O. D. T., 
adding: 

The truck manufacturing industry is producing this year about as 
many new trucks as it has produced in the best of its previous years, 
but most of them are for military use. The industry’s available manu- 
facturing capacity is large enough to produce trucks in quantity for 


either military or civilian use, but not in sufficient volume to meet 
both demands. 


The estimated 1luv,000 new trucks scheduled for civilian use this 
year will not be enough to supply all who desire new equipment, and 
most operators will have to make their old trucks last. 

By following O. D. T.’s preventive maintenance and rehabilitation 
program, truck operators can recondition their present vehicles so that 
they will have equipment just as reliable as a new truck. 


VOLUME MINIMUM WEIGHT 


One hundred and twenty-six motor carriers have returned 
to the Commission a questionnaire showing that none of them 
participated in the transportation of hard-surfaced flooring in- 
volved in I. and S. M-1216, Rugs and Matting from the East 
to Western Trunk Line Territory, embracing I. and S. M-1445, 
Linoleum and Related Articles from East to Ohio. The question- 
naire was sent to 662 motor carriers in an endeavor to develop 
the number of vehicles used for the transportation of each 
shipment and the weight of the linoleum carried in each vehicle, 
together with the weight of commodities other than linoleum 
carried in vehicles with linoleum. 

Concurrently with sending the questionnaire to the car- 
riers, the Commission reopened the proceeding, pursuant to a 
decision of the Supreme Court of the United States sending the 
case back to the Commission for decision on a record answer- 
ing a number of questions that the court said were unanswered 
i Commission’s decision (see Traffic World, April 8, p. 

The issue before the Supreme Court was the Commission’s 
decision in I. and S. M-1216, in which it found that proposed 
rates 45 and 47.5 per cent of first class were not unjust or 
unreasonable except to the extent that the proposed rates, 45 
per cent of first class, were subject to a minimum of 30,000 
pounds, and that the proposed rates, minimum 30,000 pounds, 
would give unjust advantage to shippers of 30,000-pound lots 
os be unjustly discriminatory to shipments of 20,000-pound 

ots. 

Each of the one hundred and twenty-six carriers wrote 
“None” in the questionnaire, in answer to the Commission’s 
instructions to list the involved shipments handled by them 
between January 1, 1939 and March 31, 1944, inclusive. 


MOTOR CARRIER DEPRECIATION 


Profits from the sale or other disposal of property should 
not be included in account 5091, Depreciation Adjustment, says 
a notice from Secretary Bartel, of the Commission, to Class I 
motor carriers of property and of passengers. The secretary 
said that reports filed by the carriers in many cases reflected 
substantial credits in account 5000, Depreciation Expense, “due 
principally to the disposal of property for amounts in excess 
of its net book cost . . . and adjustment of the depreciation 
reserve with respect to property still in service.” The notice 
instructed carriers how to handle profit from the sale of prop- 
erty, excess due to an over-accrual of depreciation, or differ- 






















































































































































































































































































































































































































1650 


ences between amounts accrued and amounts computed on the 
basis of revised service life of equipment. 


MOTOR VEHICLE DATA 


Nearly 4,000,000 motor vehicles went out of use in 1942 and 
1943 and have not been replaced, according to registration 
statistics compiled by the Public Roads Administration of the 
Federal Works Agency from reports of State authorities. Pri- 
vate and commercial vehicle registrations in 1943 totaled 
30,499,608, a decrease of 2,082,636 or 6.4 per cent from 1942. 
The decline from the all-time high of 34,461,018 in 1941 was 
11.5 per cent. 

Automobiles showed the greatest decrease from 1942, both 
in number and percentage, the 25,912,730 registrations in 1943 
being 1,956,016, or 7 per cent, lower than in 1942. Truck regis- 
trations decreased 127,910 to 4,480,176, a decline of only 2.8 
per cent from 1942, and busses increased 1,301 to 106,702, an 
increase of 1.2 per cent. 

Registrations of publicly-owned vehicles in 1943 (exclud- 
ing those of the War and Navy Departments) were 388,526. 
Of these, 330,334, practically the same number as in 1942, 
were owned by state, county, and city governments. The de- 
crease from 81,819 vehicles owned by the civilian branches 
of the federal government in 1942 to the 58,192 in 1943 was 
largely accounted for by the transfer of civilian conserva- 
tion corps vehicles to the War Department. 

Largest decreases in registration were in the eastern states. 
The District of Columbia, New York, and New Hampshire, 
showed decreases of 14.8, 12.7, and 10.9 per cent, respectively. 

The Public Roads Administration pointed out that gasoline 
rationing in the eastern states began six months earlier than 
in the remainder of the country, and that the rationing and 
driving restrictions had been much more severe in the east, 
probably contributing to the sale of many automobiles for 
shipment into states farther west. 


State Motor Receipts 


State motor-vehicle receipts in 1943 were $425,022,000, 
only 5.3 per cent lower than in 1942. Registration receipts 
alone were $371,608,000 in 1943, as compared with 1942 re- 
ceipts of $396,936,000, a decline of 6.4 per cent. The receipts 
from operators’ licenses, titles, transfers, etc., increased from 
$52,032,000 in 1942 to $53,414,000 in 1943. The latter increase 
was accounted for by operators’ licenses, which are renewable 
in odd years in some of the larger states. 

State motor-carrier receipts were $24,702,000, an increase 
of 12.8 per cent over 1942. Most motor-carrier taxes are 
levied on a ton-mile or a gross receipts basis, and the 1943 
increase, as well as the 1942 increase of 6.4 per cent, reflect 
the important part of highway transportation in the war, 
according to Public Roads Administration. 


W. P. B. AUTO EQUIPMENT HEAD 

The appointment of Frederic S. Glover as deputy director 
of the automotive division of the equipment bureau, War Pro- 
duction Board, has been announced by William K. Frank, di- 
rector of the equipment bureau. 

Mr. Glover has a long experience in the automotive indus- 
try. He has been president and general manager of both the 
Reo Motor Car Company, and Reo Motors, Incorporated. He 
was also associated with the Timken Detroit Axle Company 
for many years as vice-president and later as president. As a 
colonel in the last war, he was chief of the Motor Transport 
Service in charge of procurement of all motor transport for 
the U. S. army. He has been with the War Production Board 
since December, 1941. 


MISSISSIPPI RIVER PARKWAY 

A national parkway following the general course of the 
Mississippi River from its source in Itasca State Park in Minne- 
sota to the Gulf of Mexico would be established under pro- 
visions of H. R. 4985, introduced by Representative Cannon, 
of Missouri. The bill provides that “this national parkway 
shall be jointly planned, constructed, maintained and admin- 
istered by the Secretary (of the Interior) through the National 
Park Service and the Federal Works Administrator through 
the Public Roads Administration at the expense of the United 
States.’”’ Costs of the work connected with obtaining rights-of- 
way for the parkway would be apportioned between the states 
and the United States “as Congress may from time to time 
hereafter provide,” under terms of the bill. 


RAILROAD INFORMATION BOOKLET 
The Association of American Railroads has issued a book- 
let, prepared for its railroad committee for the study of trans- 
portation, containing a summary of the facts and figures with 
charts about “Railroads in this Century.” 
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Digest of New Complaints 











No. 29126, Sub. 4, Wilson & Co., Inc., Chicago, Ill., vs. Alton, et al 

Rates on fresh meats and fresh meats, salted, in straight and/or 
mixed carloads, from Kansas City, Kan., and South Omaha, Neb., to 
points in Pennsylvania, Maryland, Delaware, New Jersey, New 
York, Connecticut, Rhode Island, Massachusetts, Vermont, New 
Hampshire, Maine, Virginia, and the District of Columbia, in vio- 
lation of section 6. Asks cease and desist order, and reparation of 
$10,000 with interest. (Louis R. Simpson, 4100 S. Ashland Ave., 
Chicago, Ii.) 

. 29155, Puget Sound Bridge & Dredging Co., Seattle, Wash., et al, 
vs. C. & N. W., et al. 

Rates on eight carloads of special-treatment steel plates (armor 
plate), shipped from Mifflin Junction, Pa., to Seattle, Wash., be- 
tween January 15, 1942, and May 25, 1943, in violation of sections 
1, 4, and 6. Ask cease and desist order, rates, and reparation of 
$12,795.34, with interest. (Conaway-Cooper Co., 4545 No. Hunting- 
ton Drive, Los Angeles 32, Calif.) 



















































The Public Interest 


Editor the Traffic World: 

This is the first time that I have ever written a letter 
regarding anything printed in a magazine or newspaper, but 
your articles in the Traffic World of May 27 headed “The 
Public Interest,” hits the nail on the head so squarely that I 
think it merits commendation. Almost every statement con- 
tained therein falls right along with my line of thinking. 

I am a shipper, or rather a representative of a large 
cooperative organization and could possibly be classed with 
“John Q. Public.” 

I note particularly one paragraph, on page 1427, with refer- 
ence to the so-called featherbed rules on the railroads. I think 
all of these rules should be eliminated, bearing in mind that 
I am not opposed to paying good reasonable wages. If, after 
you eliminate all of these unnecessary rules, the railroad em- 
ployees’ wages are insufficient, then raise the base pay so that 
a man is paid for what he does and not paid for a lot of folderol. 
As you state, the public knows that it takes two to make an 
agreement. It has always been my feeling there should be a 
third party to these agreements, and that is the public, because 
the public pays the freight. 

W. E. Miller, Traffic Manager, 
Yakima Fruit Growers Association. 
Yakima, Wash., June 2, 1944. 


Valuation and Rates 


Editor the Traffic World: 

Your editorial of May 27, “The Public Interest,” covered 
many worthwhile subjects pertaining to transportation and its 
relation to John Q. Public. 


In discussing fair value of railroad property for valuation 
purposes, one definition of fair value is: ‘Not value in economic 
sense, but value as it ought to be.” 


Under the recapture clause of the transportation act of 
1920, when a railroad earned more than 6 per cent on the value 
of its properties, one half the excess was to be paid into a fund 
maintained by the Interstate Commerce Commission from which 
loans could be made to weak lines. The recapture provisions, 
however, were repealed under the emergency railroad trans- 
portation act of 1933. Many were the reasons for its repeal. 
One was its inadequacy in dealing with the weak-line problem. 
Carriers had to put up adequate security and pay six per cent 
interest on loan and many could not qualify. There was no 
averaging earning from year to year. Excess earnings from one 
year could not be used to offset poor earnings from other years. 
The recapturable earnings were determined by relating earn- 
ings to value. This brought the problem into scope of actual 
versus reproduction cost in fixing valuation. 


In the Dayton-Goose Creek case, the Supreme Court called 
attention to group-value system of rate determination and the 
necessity of supporting all the carriers in the group. 

In 58 I. C. C. 280, Increased Rates, 1920, Eastern Territory 
received a blanket increase in rates of 40 per cent. It had been 
estimated that the New England carriers needed a 47 ver cent 
increase, trunk lines 28 per cent and C. F. A. 24 per cent. Be 
cause of a fear that the New England carriers would suffer 
from competitive factors, the revenue obtained through the In- 
crease was divided according to the needs of the carriers. The 
Supreme Court upheld the Commission in its view that the 
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tion. | battle fronts and the ingenuity of Amer- nage which resulted in more freight 
ican industry on production fronts are cars handled has meant emphasizing 
teaming up in World War II for the every operation down along the line 
preservation of freedom. _ a including the all-important one, that of 

covered} Yet no record of today’s military interchange. This is the job of sorting | 


anes | strife can be written without credit to = gngq reassembling cars and shooting 
luatin | the giants of war production—Amer- them along to destination 


on™ | ica's railroads, all united for victory 
act of] Mass production to win the war de- _P. & P. U. Ry. now and for the past 
«juni | Manded mass transportation. The rail- Sixty-three years has been performing 
n whic | roads, despite amultitude ofhandicaps, the interchange function at the impor- 
i trans: | did the iob. They are doing itnow. And, tant Peoria gateway. Nothing has been 
robiem | When the war is over, they will provide | spared to maintain as much as possible 
wae | & freight service such as American in- the speed and efficiency of P. & P. U.’s 
‘om one 1 dustry has never had in all history. operation. 


1g earn- aa = a . s 2 ae 
f actual One of America’s Railroads—All United for Victory 


rt called .o~ 
and the “eee 


4 
r* \ 
PEORIA AND PEKIN UNION RAILWAY CO. | (@\%" * 
‘erritory Si, ile), Mew wale), Be] we) iF - Wa) i foot} ie “wy ni Y, 
iad been Hh / 
per cent SWITCHING SERVICE BETWEEN: Peoria & Pekin Union Ry.; Chicago, Rock Island & Pacific Ry.; Chicage & North 7 
ent. Be- Western Ry.; Chicago & Iilinois Midland; IMinois Terminal Railroad Co.; Inland Waterways Conp.2 Minneapolis & yy > E.F. STOCK 
d suffer St. Louis Ry. ; Alton Railroad; Atchison, Topeka & Santa Fe Ry.; Illinois Central R. R.; Pennsylvania Railroad; 5 TRA FFIC 
; Peoria Terminal R. R.; Chicago, Burlington & Quincy Railroad; New York, Chicago & St. Louis Railroad; Cleveland, Rie: MANAGER 
1 the in- Cincinnati, Chicago & St. Louis Ry. (Peoria & Eastern); Toledo, Peoria & Western R. R. ips ee 


ars. Th eee 
ai a es a © ee — 2 ee - ee  - s  — V  - | yan ne a a — ee © ee — 2 oe 








1652 


division of rates according to the needs of the carriers, was not 
“a partition of property.” 

It seems to me that the Commission already has precedent 
for the division of general rate increases according to the needs 
of the different carriers. No legislation should be needed, there- 
fore, to accomplish what is already a fact. 

However, all that has been said can be run back to the 
basis for railroad fair-return-on-fair-valuation. One time actual 
cost is used. Another time, cost of reproduction, and in still 
others, something of both. 

A very instructive letter appeared in the New York Times, 
of March 16, 1944. It was written by Elisha M. Friedman and 
headed “Other Nations’ Laws.” Taking for granted that trans- 
portation men, unlike Westbrook Pegler, are not afraid of 
things “foreign,” I am going to quote fragments. 

“Our utility rates are based on valuation. This is statistical 
metaphysics. Politically, such rate-making is the delight of 
demagogues. We wobbled from original cost to reproduction 
cost to prudent investment value. Then we ‘invented’ the yard- 
stick plant. This is a false measure because it pays no federal 
taxes. We still have no standards. The recent Hope Natural 
Gas decision merely compounds the confusion. 

“But ninety years ago the British introduced a sound 
method of rate-making—the sliding scale. Thereunder, profits 
are divided between the consumer and the investor. (The slid- 
ing scale has been extended continuously and never abandoned 
in Great Britain.)” 

I wonder whether we have overlooked something in the 
British method of rate-making. 

Serutan Company, 
Milton Goldstein, Traffic Manager. 

Jersey City, N. J., June 3, 1944. 


WHITE MOTOR SAFETY CARTOONS 


The White Motor Company, Cleveland, has reported that 
its employes have become greater aware of the importance of 
safety and of obstacles to safety following a 16-week safety 
campaign conducted at the Cleveland plant through use, solely, 
of cartoon posters. Each week, a new cartoon was posted on 
plant bulletin boards—each cartoon specially designed to cover 
a specific hazard and accompanied by a brief sentence of ad- 
vice. Such hazards as blocked or damaged fire doors, slippery 
floors, drafts in cold weather, lack of guards on machines, and 
others were depicted. 


I. C. C. PRACTITIONERS 

The following have been admitted to practice before the 
Commission: 

Ralph M. Andrews, Buffalo, N. Y.; Lloyd Bass, Jackson- 
ville, Fla.; Raymond E. Bernard, Boston, Mass.; Willard A. 
Bowman, Milwaukee, Wis.; Edmund D. Campbell, Washington, 
D. C.; Wallace W. Clark, Phoenix, Ariz.; Howard E. Grouse, 
Indianapolis, Ind.; George Clark Cummings, New York, N. Y.; 
Samuel L. Fein, Springfield, Mass.; Joseph O. Francke, Wash- 
ington, D. C.; Benjamin M. Gershe, New York, N. Y.; Donald 
Gottwald, Akron, O.; Russell P. Harker, Frankfort, Ind.; Wil- 
liam E. Heller, Fargo, N. D.; Hoke F. Henderson, Elkin, N. C.; 
Roland J. Henning, San Francisco, Calif.; Rice A. Hershey, 
Akron, O.; James H. Higgins, White Sulphur Springs, Mont.; 
Clayton C. Holmes, Wilmington, N. C.; Clayton F. Jennings, 
Lansing, Mich.; David F. Landrigan, Boston, Mass.; B. Mer- 
edith Langstaff, New York, N. Y.; Martin C. Lauterbach, 
Springfield, Ill.; Fay W. Leas, Fort Wayne, Ind.; Bernard E. 
Madden, Canon City, Colo.; Thurgood Marshall, New York, 
N. Y.; Edward J. McAnaney, Yonkers, N. Y.; Kenneth McCalla, 
Austin, Tex.; E. L. McClintock, Cape Girardeau, Mo.; Joseph 
L. Mehr, New York, N. Y.; George W. Milam, Jacksonville, 
Fla.; Hugh H. Obear, Washington, D. C.; Mario J. Pieroni, 
Muncie, Ind.; Wellington D. Rankin, Helena, Mont.; William 
H. Sleeper, Exeter, N. H.; Rumsey N. Trezise, Ft. Lauderdale, 
Fla.; Everett R. Vaughn, St. Louis, Mo.; Cromwell Warner, 
Los Angeles, Calif., and Robert R. Wertz, Pittsburgh, Pa. 


RAILROADS AND INVASION 


A program entitled ‘Railroads Back Invasion” will be 
presented by the Mutual Broadcasting System, June 21, from 
11:15 to 11:30 p. m., Eastern War time. The participants will 
be Major General Charles P. Gross, chief of transportation of 
the United States Army; Rear Admiral William Brent Young, 
chief of the Bureau of Supplies and Accounts and the pay- 
master general of the United States Navy; Col. J. Monroe 
Johnson, director of the Office of Defense Transportation, and 
Albert R. Beatty, manager of the publicity section of the Asso- 
ciation of American Railroads. 

The program will describe the important role that the 
American railroads are playing in the invasion, and will orig- 
inate in the studios of Station WOL in Washington, D, C, 
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Personal Notes 





M. K. Cushing has been appointed commercial agent at 
Memphis for the Missouri Pacific, succeeding J. B. Terry, who 
died recently. J. A. Fyfe has been appointed assistant genera] 
freight agent at St. Louis. 

Elmer E. Crowley, former president of the Merchant Fleet 
Corporation and operating manager of the Export Steamship 
Corporation, died at his home at Brooklyn, N. Y., June 11, a 
the age of 73. He had been in retirement since 1933. 

Fred H. Hooper has been appointed general manager fo 
the Kansas City Southern-Louisiana and Arkansas at Kansas 
City, Mo. Other appointments include: J. T. McCorkle, super- 
intendent of transportation, Shreveport, La.; R. R. Sutter, 
superintendent, Kansas City terminal division, Kansas City; 
Nibert Johnson, superintendent, northern division, Kansas City 
Southern, Pittsburg, Kans.; Clarence Gibbs, superintendent, 
southern division, Kansas City Southern, Shreveport, La.; Rus- 
sell Norwood, superintendent, Louisiana and Arkansas, Shreve- 
port; B. T. Moore, trainmaster, Louisiana and Arkansas, Baton 
Rouge, La.; F. C. Guelfo, chief train despatcher, Louisiana and 
Arkansas, Shreveport. 

V. D. Orne has been appointed traffic manager for the 
Chevrolet Motor division, General Motors Corporation, Flint, 
Mich., succeeding F. A. McHale, Sr., who died recently. W. M, 
Dillon has been appointed assistant traffic manager at Flint. 

Donald Conn, executive vice-president, Transportation As- 
sociation of America, spoke on “Public Services—The Bulwark 
of Private Enterprise” at a Rotary Club meeting at Omaha § 
June 14. His remarks were largely a repetition of his address— 
on the efforts of the association to combat state socialism— 
before the Edison Electric Institute at New York June 7 (see 
Traffic World, June 10, p. 1566). 

M. L. McElheny has been appointed assistant to chief 
traffic officer, freight, for the Central Railroad of New Jersey, 
at New York. 

W. Floyd Sayers has been appointed general agent for the 
Southern Railway at Gastonia, N. C., succeeding W. S. Barfield, f 
who resigned. 

T. P. Axton has been appointed agricultural agent for the 
Baltimore and Ohio at Indianapolis, Ind. 

C. J. Hanratty, assistant manager of the press bureau of 
the Canadian National Railways, and an employe of the com- 
pany since 1924, retired June 13. 

J. E. Campbell has been appointed general agent at Boston 
for the Erie Railroad, succeeding A. M. Monahan, who re- 
ceived leave of absence. 

E. R. Schluz has been appointed perishable freight agent 
for the Chicago Great Western at Chicago, succeeding L. L 
Hall, who resigned. 

W. A. McAuliffe has been appointed vice-president in 
charge of traffic for the W. E. Hedger Transportation Corpora- i 
tion, New York. 


B. W. Higdon has been appointed commissary storekeeper 
at Lincoln, Neb., for the Burlington Route. 

The board of directors of the Commerce and Industry 
Association of New York, meeting June 12, elected the fol- 
lowing officers: President, Neal Dow Becker, president, Inter- 
type Corporation; vice-presidents, H. L. Carpenter, president, 
Carpenter Container Corporation; Allan M. Pope, president, 
First Boston Corporation, and Francis L. Whitmarsh, president, 
Francis H. Leggett and Company; treasurer, Samuel D. Leides- 
dorf, president, S. D. Leidesdorf and Company; secretary, 
Thomas J. Miley. 


Fred J. Unver has been appointed outward traffic man- 
ager at New York for the American South African Line. 

The Clinchfield Railroad has announced the following ap-§ 
pointments: L. E. Sauer, general northern agent; H. A. Badgley, 
commercial agent, and P. J. Kelly, district freight agent, all of 
Cincinnati. 

Theodore Lyman has been appointed general manager of 
the government-owned synthetic rubber plant operated by the 
General Tire and Rubber Company at Baytown, Tex., succeed- 
ing Harvey J. Elwell, who has resumed his duties as president 
of the General Latex and Chemical Corporation at Cambridge, 
Mass. Other appointments at the Baytown plant include: 
Chester A. Brown, assistant general manager; Robert A. Van 
Patten-Steiger, production superintendent; Jack Furbee, gen- 
eral foreman; J. P. Keith, maintenance engineer. 

In reporting the election of. officers of the Pittsburgh re- 
gional chapter of the Association of Interstate Commerce Com- 
mission Practitioners, the Traffic World last week (see p. 1594) 
erroneously designated P, H. Yorke, member of the executive 
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committee, as a general attorney for the Great Northern. He 
is general agent for the railroad. 

The Trafficmen’s Association of America, Chicago, will hold 
a moonlight cruise on the S. S. City of Grand Rapids June 21. 
Dinner will be served and there will be dancing. S. Link is 
chairman of the entertainment committee, which has charge of 
arrangements. 

The Railroad Rate Clerks’ Club of Chicago will hold a 
meeting at its club rooms June 29. 





Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely, Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE TRAFFIC WorLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity ts looked for it 
shoulda be made the duty of someone in the club to keep ue ade- 
quately and promptly nformed.—Hditor THe Trarric Woah. 


W. C. O’Connor, Southern Pacific, has been elected presi- 
dent of the Phoenix, Ariz., Traffic Club. Others elected in- 
clude: Vice-president, Calvin L. Blaine; secretary-treasurer, 
Miriam A. Burson; members, board of directors, Mary E. 
Bowers, Donald B. Malcolm, John Neal, James S. Robb, John 
E. Salley, and Harry N. Wagner. They will be installed at 
a ladies’ night party at the Encanto Clubhouse June 20. 








Women employes at Boston of shipper traffic departments 
and of carriers formed the Women’s Traffic Club of New 
England at an organizational meeting at the Boston Yacht 
Club June 5. The officers are: President, Anna Manion, Bos- 
ton and Maine; first vice-president, Grace Cunningham, Jordan 
Marsh Company; second vice-president, Ruth Wilkie, Daven- 
port Peters Company; Recording Secretary, M. Alice Morple, 
Lehigh Valley Railroad; corresponding secretary, Esther Free- 
man, Denison-Cannon Company; treasurer, Helen Campbell, 
Luckenbach Steamship Company; members, board of directors, 
Lucille Jones, California Fruit Grocers Exchange; Mary O’Con- 
nor, Furness Withy and Company; Janet Hart, Delaware and 
Hudson; Frances Warren, Stone’s Express, Inc. Evelyn 
McInnes, Norton, Lilly and Company, has been appointed pub- 


licity director. It is the first women’s traffic club in New 
England. 





R. M. Paisely, vice-president, Pittsburgh and West Vir- 
ginia Railway, was elected president of the Traffic Club of 
Pittsburgh at its annual meeting June 
12. Other officers elected were: First 
vice-president, A. B. Smith, general 
passenger agent, Pennsylvania Rail- 
road; second vice-president, A. N. Von 
Pein, traffic manager, Oliver Iron and 
Steel Company; third vice-president, 
J. P. Klaes, traffic manager, wood pre- 
serving division, Koppers Company; 
secretary, N. J. Conboy, general agent, 
Texas and Pacific; treasurer, D. E. 
Morgan, traffic manager, Follansbee 
Steel Corporation. Newly elected mem- 
bers of the board of governors include: 
W. F. Schulten, general traffic man- 
ager, Pittsburgh Coal Company; R. R. 
Deahl, general agent, Nickel Plate 
Road; L. M. Jones, general agent, 
Burlington Route; J. A. Cochrane, general agent, Minneapolis 
and St. Louis Railroad; J. F. Duesenberry, district manager, 
car service division, Association of American Railroads. 








The Quincy, Ill, Traffic and Transportation Club has 
elected the following officers: President, B. C. Hobbs, Gardner- 
Denver Company; first vice-president, E. E. Pratt, Hyman 
Motor Service; second vice-president, R. E. Murphy, Burling- 
ton Route; secretary, A. L. Shackleton, Gardner-Denver Com- 
pany; treasurer, B. M. Pilatz, Wabash Railroad. The annual 
summer outing and fish fry—a stag affair—will be held at the 
Twin Oaks Club House June 29. 

The board of directors of the Evansville, Ind., Transporta- 
tion Club has elected Marion V. Healy, Louisville and Nash- 
ville, president, to succeed T. J. Mooney, Hancock Truck Lines, 
who resigned on being inducted into the U. S. Navy. The board 
elected A. J. Adler, Southwestern Indiana Automobile Club, to 
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board membership, succeeding Robert Lamey, Hoffman Con. 
struction Company, who resigned on being transferred to Louis. 
ville, Ky. J. J. Angermeier, Bernardin Bottle Cap Corporation, 
has been elected secretary, succeeding M. M. Griffith, who 
resigned. The annual June outing will be held at Bauer's 
Grove June 21. There will be a shipper-carrier baseball game, 
horseshoe pitching, and other games. Dinner will be served, 








J. M. Fitzgerald, vice-chairman, Eastern Railroad Pres. 
idents’ Conference, and chairman of the board of the Associated 
Traffic Clubs of America, will be guest speaker at a meeting of 
the Women’s Traffic Club of Los Angeles July 21. A closed 
meeting was held June 7. 















Ellen S. Reed, eastern traffic manager for the Wells Fargo 
Carloading Company, has been elected president of the 
Women’s Traffic Club of Greater New 
York. She was born at Leetsdale, Pa, 
She served with the Southern Pacific 
at Pittsburgh from 1922 to 1934 as 
secretary to F. H. Starke, then general 
agent, and served in the railroads’ New 
York office from 1934 to 1937, in which 
year she joined the California Car- 
loading Company as office manager, 
Shortly afterward, she was appointed 
district manager. In 1940, when the 
California Carloading Company was 
purchased by Wells Fargo, she was 
appointed district traffic manager for 
both companies, and in September, 
1943, was appointed to her present 
position as eastern traffic manager. 
She is a member also of the Women’s 
Traffic Club of Pittsburgh. Other new officers include: First vice- 
president, Margaret M. Horn, Acme Fast Freight, Inc.; second 
vice-president, Althea Devins, Davidson Transfer and Storage 
Company; recording secretary, Minna Fishkin, Post and 
Taback; assistant secretary, Lydia E. W. Rebenklau, Merck and 
Company; treasurer, Leanette Cohen, Motor Carrier Association 
of New York; members, board of directors, Mildred E. Koster- 
ing, American Woolen Company; Edna F. Mead, Duffy-Mott 
Company; Helen G. Ippolito, Western Union Telegraph Com- 
pany; Ellen A. Watterston, Koppers Company. Installation of 
the new officers, and of Mabel O. Warren, Kennedy Menke 
Company, the retiring president, as chairman of the executive 
board, was held at the annual meeting June 13. 






















F. A. Doebber, president, Associated Traffic Clubs of 
America, has circulated among member clubs copies of a reso- 
lution adopted recently by the Traffic Club of Newark, N. J. 
dealing with the subject of freight rate regulation by Congress, 
as proposed in a number of bills introduced in Congress. The 
resolution, which Mr. Doebber says is very thorough and “much 
to the point,” urges that Congress not adopt the various bills, 
which have as their general purpose the “revamping” by 
Congress of the railroad class rate structure. It says the na- 
tion’s rail freight rate structure is exceedingly complex, has 
evolved over a long period in response to the necessities of 
commerce and the public, and has “amply demonstrated its 
general soundness with the possible exception that it has al- 
ready become too rigid or inflexible because of the increased 
use since 1910 of the distance or mileage theory as the ‘yard- 
stick.’” It says the act at present forbids undue preference 
and prejudice in the rates between localities, regions and ter- 
ritories, though the intent of the bills is ostensibly to “provide 
rate relief or advantages to certain sections of the United 
States.” It says the Commission is now actively engaged in 
dealing with the subject, in the class rate investigation. It 
says that “the enactment of any of the bills would assuredly 
be inimical to the best interests of the nation as a whole, and 
equally so for any geographical section or sections thereof 
which may anticipate the obtainment through such specific leg- 
islative direction of more favorable rates or interterritorial 
rate relationships or advantages than exist presently.” If any 
of the bills were enacted, political considerations would de- 
termine the freight rates, it says. 

The Bronx, N. Y., Traffic Club will hold a family outing 
July 1 at the Castle Hill Point Gardens. There will be sports 
events, dinner will be served, and prizes will be awarded. 
George Wiegman, Lehigh Valley Railroad, is chairman of the 
committee on arrangements. 





At a meeting of the Junior Traffic Club of Kansas City, 
June 14, Sutherland Miller, general secretary, Young Men’s 
Christian Association, Kansas City, spoke on “The Barbed Wire 
Legion.” A dancing and card party was set for June 17, at the 
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Moving America 
toward Victory... 


At loading docks and freight terminals, over city 
streets and along broad highways, thousands of High- ie |  ¢ HWAY 
way Trailers are helping to move uncounted tons of 


“freight for freedom.” AMERICA’S QUALITY 


Highway Trailers are doing a better job of helping 
move America toward Victory today, because over 


the years Highway engineers have never compromised 
























with quality. Material shortages and man-power prob- time experience gained by Highway engineers and 


lems have not changed Highway quality standards. = draftsmen. New ways are being found to increase 


Largely manufactured in our own plants, Highway stamina and reduce weight—to make the new Highway 
‘“‘Freightmasters” and ‘“‘Clippers” the greatest we have 


And tomorrow they'll be even better, because of war- —_—yet produced. 
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Trailers are still built to these same high standards. 
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HIGHWAY TRAILER COMPANY, EDGERTON, WIS. 
Truck Trailers and Bodies ® Earth Boring Machines ® Winches and other Public Utility Equipment 
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Fisch Avenue comes to Main Sect 


Once commerce takes to the skies, no Men’s Shop in America will be 
more than hours away from Fifth Avenue. New styles will sweep the 
country with new speed. New profits will be every retailers reward. 
Much of this apparel will travel on Curtiss Commando Transports. 
With them will fly a record for dependability and economy that will 
justify their choice as America’s outstanding air carrier. Look To THE 
Sky, America! Curtiss-Wright Corporation, Airplane Division, Buffalo, 


Columbus, St. Louis, Louisville. 


Curtiss Commando 
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SIt3 the 


encore 
that counts 


Concentrated effort on production of 
gas powered fork trucks for our 
Armed Forces curtailed the manufac- 
ture of Clark Electric Fork Trucks for 
a short time. 


Increased productive capacity en- 
ables us to again serve the needs of 
Industry for dependable and proven 
electric fork trucks. 


CLARK ENGINEERED and CLARK BUILT 


If you need an electric fork truck 
NOW, phone, wire or write. 


CTRACTOR 


. nY 
EQUIPMENT COMPA 


U.S.A: 
BATTLE CREEK. MICHIGAN, 


DO YOU KNOW that the huge 30,000,000-ton merchant fleet of the 
United States is doing the greatest war time transportation job in 


history under the highly efficient management of American ship- 
owners, operators, and personnel? 


DO YOU KNOW that the United States has become a vulnerable 
island nation and will require a great Navy and Merchant Marine, 
supported by a great Air Force, to guarantee its future security? 


DO YOU KNOW that America’s foreign trade can never grow nor- 


mally without a large fleet of merchant ships under its own flag and 
manned by its own crews? 


DO YOU KNOW that the American Merchant Marine can become 
America’s number one industry and provide peacetime jobs for hun- 
dreds of thousands of our young men? 

> * » 


The American people have learned by experience that they must 
maintain and develop this new big industry to guarantee their security 
upon the seas and to build up their world commerce. 


GRACE LINE 
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Legion Home. Dinner was to be served. Larry Lynch was 
chairman of the committee on arrangements. Sam Bolin has 
been appointed chairman of the recreation committee, succeed- 
ing Earl Redding, who resigned. Ray Sekinger has been elected 
president, and Norman Dandurant, secretary-treasurer, of the 
bowling league. 

The Traffic Club of New York will hold a golf outing June 
20 at the Plandome Golf Club, Plandome, L. I. R. A. Julian is 
chairman of the sports committee. 





The Traffic Club of Wichita, Kans., will hold its annual 
June outing at the Westlinks Golf Course June 21. There will 
be a softball game, golfing and horseshoe pitching, and dinner 
will be served. B. B. Moody, Wichita Flour Mills Company, is 
chairman of the committee on arrangements. 





E. C. Sammons, vice-president, Iron Fireman Company, 
spoke on “Post-War Plans of Industry” at a luncheon meeting 
of the Portland, Ore., Transportation Club June 16. The next 
luncheon meeting will be held September 15. 





The Women’s Traffic and Transportation Club of New 
Orleans held its annual bosses’ day luncheon meeting May 29. 
E. S. Binnings, steamship agent, spoke on cooperation among 
transportation agencies. There was a program of entertain- 
ment by the members. Billie Wilhelm was mistress of cere- 
monies. 





The Berkshire County Traffic Association, Pittsfield, Mass., 
will hold its annual golf tournament and dinner at the Berk- 
shire Hills Country Club, Pittsfield, July 12. A golf outing and 
clam bake will be held at the Dalton Hunt Club September 13. 
Dominick F. Dastoli, manager, Brown’s Motor Express, and 
Edward LeHolt, supervisor, receiving department, General Elec- 
tric Company, have been elected to membership on the associa- 
tion’s board of governors. 





The Traffic Club of the Lehigh Valley will hold its annual 
golf outing at the Northampton County Country Club, near 
Easton, Pa., June 20. There will be golfing and swimming. 
Dinner will be served. John J. Clous is chairman of the golf 
outing committee. 


The Oakland, Cal., Traffic Club will hold an educational 
night dinner meeting, June 20, at which Dr. W. R. Odell, super- 
intendent, board of education, Oakland Public Schools, and 
Marian Malloy, principal, Merritt Evening Business School, 
will speak. Twenty-three students of the club-sponsored traffic 
course at the Merritt school, who have completed a two-year 
study course, will be guests and will receive their certificates. 





The Traffic Club of Jacksonville, Fla., held a flag day 
luncheon meeting June 12 at which Capt. J. B. Ricketts, U. S. 
Naval Air Station at Jacksonville, spoke. 





The Transportation Club of Dallas, Tex., held a luncheon 
meeting June 12 at which Ray Dixon, public relations director, 
Dallas Power and Light Company, spoke on the value of Amer- 
ican Red Cross blood bank service. The film “Life Line’ was 
shown. A picnic will be held July 8. 





The Traffic Club of Chicago held a flag day luncheon June 
14. Mrs. Alonzo Newton Benn, national vice-chairman and 
Illinois chairman, committee for the correct use of the flag, 
spoke. 





At a luncheon meeting of the Los Angeles Transportation 
Club, June 12, films of Allied attacks at Cassino and the Anzio 
beachhead were shown by arrangement with the Standard Oil 
Company. The annual spring dinner dance was held at the 
Mayfair Hotel June 9. 


The Omaha, Neb., Traffic Club held its tenth annual picnic 
at Peony Park June 15. There were sports events, games for 
children, bingo, and dancing. William L. Pruner was general 
chariman of the picnic committees. L. F. Binkley, assistant 
general freight agent, Missouri Pacific, has been elected first 
vice-president, succeeding R. T. Payne, who has been trans- 
ferred by the Union Pacific to Washington, D. C. Oscar Mal- 
strom, freight traffic agent, Union Pacific, has been elected a 
member of the board of directors for one year, succeeding Mr. 
Binkley. 





The Queens County, N. Y., Traffic Club held a monthly 
meeting at the Forest Hills Inn, Forest Hills, N. Y., June 13. 
It was designated motor carrier night. D. T. Reynolds, district 
director for the Commission’s bureau of motor carriers, spoke. 
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The film “Keep ’Em Rolling’ was shown by arrangement with 
the B. F. Goodrich Company. The club’s annual outing will be 
held June 24. Charles C. Chapman is chairman of the outing 
committee. 













Members of the board of directors of the Associated Traf- 
fic Clubs of America are voting on the application for mem- 
bership of the newly organized Women’s Traffic Club of Long 
Beach, Cal. 













The Indianapolis, Ind., Traffic Club will hold a golf outing 
at the Lake Shore Country Club June 29. Dinner will be served, 
J. C. Nichols is chairman of the committee on arrangements, 












The York, Pa., Traffic Club held its annual outing at 
Conewago Inn June 15. 













The Women’s Traffic Club of Pittsburgh will hold its an- 
nual election meeting June 21. Films distributed by the Bell 
Telephone Company will be shown. 












The Pacific Traffic Association of San Francisco held a 
past presidents’ night dinner meeting June 13. Harry W. Jones, 
superintendent of schools, Piedmont, Cal., spoke on “Laugh 
and the World Laughs with You.” 














The South Bend, Ind., Transportation Club will hold a 
summer golf outing at the Morris Park Country Club June 28, 
Dinner will be served. 













Les C. Allman, vice-president, Fruehauf Trailer Company, 
Detroit, will be guest speaker at a motor carriers day luncheon 
meeting of the Birmingham, Ala., Traffic and Transportation 
Club June 26. A date has not yet been set for the club’s annual 
outing, which will be held either in July or August. 















The Calumet Transportation Association, East Chicago, 
Ind., will hold a golf outing at Woodmar July 12. Dinner will 
be served. 














Army Railroad Song 


“Railroaders Always,” a new song written by Captain R. B. 
River and Sergeant Joe Tomaselli of the Transportation Corps, 
Army Service Forces, has been dedicated to members of the 
Military Railway Service, most of whom are former U. S. rail- 
road men. The song, according to the Association of American 
Railroads, has also been offered as a sort of salute to Brigadier 
General Carl R. Gray, Jr., formerly executive vice-president of 
the Chicago, St. Paul, Minneapolis & Omaha Railways, of the 
Military Railway Service. Recordings of band and choral 
arrangements of the song as well as other transportation corps 
numbers are now being made for distribution among Military 
Railway Service men on all battle fronts. The words of the 
song are: 












a 
Once we ran the Santa Fe and good old B. and O., 
But now we’re laying tracks to Rome, Berlin and Tokio. 
Along that Army route, we’ll knock the Axis out 
And when we roll up to the front, you’ll know us by our shout. 


2 


From Maine to California and from ev’ry whistle stop, 

From engine and the ‘‘dog-house’”’ and from shanty and the shop, 

We've come to see it through; beneath our colors true, 

We’re soldiers of the U. S. A. who’ll fight and work with you. 
Chorus 

We're Railroaders always, 

We've got the stuff it takes to do the trick, 

Railroaders always, 

We've got a job to do and do it quick, 

Along the rail we blaze a trail with steam and steel and sweat 

We tote your food and feed your guns, but Buddy don’t forget 

We’re Railroading Soldiers of the fighting Transportation Corps! 





Pacific Northwest Advisory Board 


The Pacific Northwest Advisory Board will hold its summer 
meeting at the Chamber of Commerce Auditorium, Seattle, 
Wash., June 22. W. W. Hale, vice-president, system freight 
traffic, Southern Pacific, San Francisco, will speak on “War 
Transportation on the Pacific Coast’? at a luncheon session. 
Robert S. MacFarlane, vice-president, Seattle Chamber of Com- 
merce, will be toastmaster. 

The call to order will be made by H. D. Smith, western 
zone traffic manager, Weyerhaeuser Sales Company, Tacoma, 
Wash., and president of the board. Gordon Tongue, Superior 
Portland Cement, Inc., Seattle, and secretary-treasurer, will 
report for the executive committee. F. P. Borden, traffic man- 
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Up from the Sea 











A new and secret weapon until a few months 
ago, the GMC “Duck” has now become a 
valued veteran of invasion campaigns from 
Sicily to the South Pacific. Part boat and part 
truck, it combines the performance and advan- 
tages of both. Loaded with fighters, food or 
fighting equipment, it can travel from ship to 
shore, and back again, with a simple shifting 
of controls. On land, the ‘“Duck’s” powerful 
engine and sturdy, six-wheel drive chassis carry 
it over regular road or tough terrain, right 
along with the famous GMC 2% ton, “‘six-by- 
six” Army truck. In the water, chassis and 
tires add stability and seaworthiness to the big, 
buoyant, all-steel hull, making for ‘“‘smooth 
sailing’ in heavy surf and high seas. Since 
earliest colonial wars, America’s fighting men 
have gone Down To The Sea In Ships. But 
this is the first time that they have come Up 
From The Sea In Amphibian Trucks! 


GENERAL MOTORS 


Home of Commercial GMC Trucks and GM Coaches... 
Volume Producer of GMC Army Trucks and Amphibian ‘‘Ducks’’ 
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UNION 
PACIFIC 


DIAMOND ANNIVERSARY 


“Krom the @ America’s pioneers started 


“from the ground up.”’ Faced by 


trackless forests, mountains and 


Ground deserts—beset by countless dan- 


ers—they accepted the chal- 

U 99 enge. Timbers were felled, 

broad acres cultivated, railroads 

built. All this was accomplished 

because our pioneers believed in the doctrine of 

individual enterprise; believed that hard labor, 
courage and faith would be rewarded. 


Today, we’re faced with another challenge. More 
food is required to supplement our nation’s farm 
production. There’s only one answer: ‘Victory 
Gardens’’—thousands of them. It’s everybody's job to 
produce food for our armed forces and home front 
workers . . . food for our own families. Again we’re 
starting — from the ground up—to help hasten 
victory, to help maintain the spirit of individual 
enterprise in your America. 


* Let’s observe true Americanism. Avoid paying over- 
ceiling prices. Shun black markets . . . and buy bonds. 









A.J. SEITZ 
Gen’! Freight Traffic Mgr. 
Union Pacific Railroad 
Omaha, Neb. 
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ager, Douglas Fir Plywood Association, Tacoma, will discuss 
carloadings for the third quarter as forecast by various com- 
modity committees. 

G. H. Shafer, president, National Association of Shippers 
Advisory Boards, general traffic manager for the Weyerhaeuser 
company, will speak on “The Association’s Contact Committee 
Activity”; C. R. Megee, manager, open top section, car service 
division, Association of American Railroads, on ‘The National 
Transportation Situation,’ and F. L. McGovern, assistant gen- 
eral manager, Seattle Chamber of Commerce, on “Commercial 
Trends and Developments in the Pacific Northwest.” 

The following committee reports will be presented: Mem- 
bership, Frank S. Clay, secretary-manager, Portland, Ore., 
Traffic Association; railroad contact, E. L. King, assistant to 
vice-president, Southern Pacific, transportation, Ivan L. Plette, 
manager, Yakima Valley Traffic and Credit Association, Yakima, 
Wash.; equipment and service, Ralph Benson, traffic manager, 
C. D. Johnson Lumber Company, Toledo, Ore.; legislative, Emil 
Hanson, assistant traffic manager, West Coast Lumbermen’s 
Association, Seattle. 

Mr. Benson will also report for a special committee on 
transportation taxes. H. E. Kerry, general traffic manager, 
Rayonier, Inc., Seattle, will report on a meeting held by direc- 
tors of the National Association at Chicago in April, and R. V. 
Boyle, traffic manager, Brown and Haley, Tacoma, will speak 
on April Perfect Shipping Month activities. 

Meetings of the executive, railroad contact, and special 
transportation tax committees will he held June 21. 


Great Lakes Advisory Board 


The Great Lakes Regional Advisory Board will hold its 
summer meeting at the Hotel Statler, Buffalo, N. Y., June 28. 
Robert S. Henry, assistant to the president, Association of Amer- 
ican Railroads, will be guest speaker at a luncheon to be held 
in cooperation with the Niagara Frontier Industrial Traffic 
League, the Transportation Club of Buffalo, and the Buffalo 
Chamber of Commerce. 

The meeting will be opened by F. J. Armstrong, president. 
C. T. Stripp, chairman of the executive committee, will report 
for that committee, and R. J. Bowman for the railroad contact 
committee. Forecasts of carloadings for the quarter will be 
made by chairmen of commodity committees. Arthur E. Baylis, 
assistant director, division of traffic movement, Office of Defense 
Transportation, will speak on “The Traffic Job After Two and 
One-Half Years of War.” Allen Dean will submit the report of 
the car efficiency committee. C. R. Megee, manager, open car 
section, car service division, A. A. R., will speak on “National 
Transportation”; R. A. Fasold, special representative freight 
claim division, A. A. R., will discuss freight loss and damage 
prevention, and W. J. McGarry, manager, Ore and Coal Ex- 
change, Cleveland, will speak on “Ore and Coal Traffic.” 

Reports for the following committees will be made: Cham- 
bers of commerce, E. A. Momberger; freight loss and damage 
and April Perfect Shipping activities, J. L. Harris; inter-re- 
gional, W. Holehouse; legislative, C. E. Elerick; less carload 
service, L. H. Baughman; railroad equipment, W. H. Markle. 

Meetings of the executive, railroad contact, and freight loss 
and damage committees will be held June 27. In the evening of 
that day, there will be a 15-minute radio broadcast of a round- 
table discussion of traffic matters over Station WEBR. 


FRUEHAUF POST-WAR TRAILER STUDY 


The Fruehauf Trailer Company, Detroit, has begun a study 
of the desires of the users of highway trailers as to the kind 
of trailers they will need in the post-war period. The study is 
being made through a 24-page questionnaire, in illustrated 
booklet form. The questionnaire contains information on the 
fundamentals of present trailer design and a number of sug- 
gestions for new design and construction features. Questions 
as to preferences for various types of trailers are set up in 
brief form, requiring minimum time to answer. 


NEW TIMKEN HEAVY-DUTY AXES 


The: Timken-Detroit Axle Company, Detroit, has announced 
production of two new series of double reduction rear axles 
designed for heavy loads and the increased torque capacity of 
modern high-power engines. Series S-200-P is intended for 
heavy-duty hauling on highways and city streets where per- 
missible loads exceed 18,000 pounds an axle; series U-200-P is 
designed for off-the-highway operations of trucks using the 
same engine torque but where greater load carrying capacity 
is desired over the S-200-P. The axles embody among other 
improvements, a new interjacent pinion shaft location permit- 
ting a nearly straight line propeller shaft drive on both long 
and short wheelbase trucks. 
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Questions and Answers 


e In this column will be answered questions of both legal and 

practical nature that confront persons deating with traffic. 4 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opieion in answer to any sim 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience aud wide knowledge, 
will answer questions retating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him nr 
his work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that imvolves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thougkt proper for this cokhwmn, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 

Address Questions and Answers Department, 
Trafic Service Corporation, Earle Butiding, Washington, D. C. 


—_—__- | 
Tariff Interpretation—Application of Intermediate~ Rule 3 


Missouri.—Question: I would appreciate your interpretation : é 
of paragraph C of Item 300, Rocky Mountain Motor Tariff} 
Bureau, Inc., Tariff No. 5, M. F-I. C. C. No. 6. 


Does this intermediate application allow class rates to be a 


used when one of the factors is a listed point in Rocky Mountain§” 
Motor Tariff Bureau Territorial Directory No. 1? For example} 
class rates from Hill Field, Utah, to Ardmore, Okla. Will this 
intermediate application allow the use of Index 650 of Rocky 
Mountain Motor Tariff No. 5? 


Answer: Index No. 650 of Rocky Mountain Tariff Bureau, 
Inc., Tariff No. 5, M. F.-I. C. C. No. 6, names rates between 
Utah common points (Salt Lake City) and stations in Texas, 
Hill Field, Utah, is shown as taking Salt Lake City rates in 
Rocky Mountain Territorial Directory No. 1, M. F.-I. C. C. No, 
12, which latter tariff is referred to in the former tariff. Index 
No. 650 names class rates between Utah common points, which 
includes Salt Lake City, and points in Texas. Ardmore, Okla. 
is shown in the Territorial Directory as taking Group H rates. 
Paragraph C of Item 300 of Rocky Mountain Tariff No. 5, M. F- 
I. C. C. No. 6, reads as follows: 


Class Rates from or to Intermediate Points—From or to any point 
not named in this tariff which is intermediate to a point from or to 
which class rates are published herein through such unnamed point, the 
class rate published herein over the same route from or to the next 


more distant point will be applied. Will not apply to or from Wyoming 
points. 


Inasmuch as Index 575 names rates from Grantsville, Utah, 
to Group H points it is our opinion that the point is named in 
the tariff and the intermediate rate will not apply. 

In its opinion in Lammert Furniture Co. vs. Southern Ry. 
Co., 126 I. C. C. 197, the Commission states that when a tariff 
refers to another tariff for rules or application, the tariff re- 
ferred to in effect becomes a part of the tariff making such 
reference. 

See also the Commission’s opinion in Iron and Steel Ar- 
ticles, Minimum Charges to Dover, Ohio, 21 M. C. C. 35, on 
page 36 of which decision the Commission said: 


The intermediate rule referred to provides that ‘‘to or from any 
point not named in this schedule which is directly intermediate and on 
the same route of travel, the rate to or from the next more distant point 
named herein will apply.’’ Since Dover is named in the schedule the 
intermediate rule had no application in connection with rates or minli- 
mum charges to or from that point. 


Delivery by Carrier—Effect of “Clear” Receipt Given by Carrier 
illinois.—Question: One of our local trucking lines deliv- 
ered us a shipment billed as 1 box drives Iron & Belting, 333 
lbs., and 1 crate Pulley Drives, 387 lbs., and one of our truck 
drivers signed delivery receipt without bad order notation. 
When the shipment was checked in by the receiving clerk 
two or three hours later, we found that one 44-inch P. D. Com- 
pletely Split 6 Groove “c’”’ Sheave with 2% inch Bore Standard 
Key was broken in two places, and instead of being crated, this 
pulley wheel had a piece of plywood on the outer surface held 
in place with two pieces of metal strapping. The connecting line 
that handled the shipment into Chicago is refusing to pay our 
claim, because of this damage being visible, and our employe 
giving the local trucking line a clear receipt when he signed for 
the shipment. We telephoned the local trucking line on the 
same day that the shipment was delivered; that it was broken 
in two places, and that we had taken it up with the supplier who 
advised that it could not be repaired. We authorized him 10 
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200 Pounds of fighting fish jerking on 
a slender line would certainly snap it 
like a thread if it were made fast to 
something immovable—but the reel 
lets it ride with each impact, absorb- —— ; 
ing the force of the pull. 



























MOVEMENT CUSHIONS THE SHOCK! The same principle, in the 
Duryea Cushion Underframe, gives you SHOCKPROOF SHIPPING 





Free movement in the Duryea Cushion Underframe 
absorbs any impact in the same way. Slack is re- 
duced to a pre-determined ideal; the shock is trav- 
eled the entire length of car, with car and lading 
riding over the blow comparatively undisturbed. 


How the Duryea Cushion Underframe Contributes to Victory 


PROTECTS car and lading, prolongs SAVES MONEY usually spent for 
Se SOP ERE ORR EE A PO TEE car life, cuts damage claims. maintenance on every part of car. 


Here’s what actually happens PERMITS higher handling speeds. COMPLEMENTS air brake; Duryea cars 
. . . when two stationary freight cars ELIMINATES gear replacements main- withstand abrupt stops. 





receive the sae pe cages to taining efficiency for life of car. CUTS SLACK to pre-determined ideal. 
Oto a eo CONVENTIONAL — | SAVES TIME loading and unloading. COSTS NO MORE than conventional 


Needs less packing and bracing. _ type, for average Duryea gear. 


Se. €. O88 VES CORPORATION 
30 Rockefeller Plaza, New York 20,N.Y. - Field Building, Chicago 3, Ill. 
725 Fifteenth Street, N. W., Washington 5, D. C. 





















CAR (A): Draft gear “goes solid,” car 
receives almost entire impact. 
DURYEA CAR (B): Shock absorbed 
by cushion gears, car and lading are 
comparatively undisturbed, 
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order out another sheave via express, and wrote the local truck- 
ing line the following day that we had handled it in this way 
and for them to pick up the broken sheave as it was of no 
value to us. 

The local trucking company is willing to pay its proportion 
of the amount of the claim, but will not pay the full amount, 
and it appears that it will be necessary that we bring suit 
against them for the full amount, but before doing this, we 
would like an opinion from you as to whether or not we can 
recover inasmuch as our employe gave them a clear receipt 
when the damage was visible and would have been noticed had 
he inspected fully before signing for the shipment. 

Answer: In Mears vs. Railroad Company (Conn.), 52 Atl. 
610, it was held that a “clear” receipt by a consignee is a mere 
piece of evidence, and does not preclude him from afterwards 
proving the goods were in fact damaged when received from 
the carrier. 

This ruling is similar to that under which the carrier may 
show that notwithstanding the statement in the bill of lading 
that a certain amount of freight was received for transporta- 
tion or that the freight was in good order at the time of its 
delivery to the carrier, the amount stated in the bill of lading 
was not in fact received or that the freight was not in good 
order when tendered to the carrier for transportation. 

In our opinion, the consignee is not precluded from showing 
that the goods were found to be in an injured condition, not- 
withstanding the clear receipt given the carrier. 


Freight Bills 


In connection with our answer to Florida under the above 
caption on page 1334 of the May 13, 1944, Traffic World, since 
answering this question we have been furnished with rules and 
regulations prescribed by the Florida Railroad Commission. 
Rule 57 thereof provides for a uniform bill of lading and waybill 
combined, upon which shall be shown the freight charge, collect 
or prepaid, as the case may be. The freight charges to be shown 
must necessarily be those from origin to destination. 

The above rule provides that this form of waybill is a bill 
of lading, and an expense bill combined, and its use is made 
mandatory on the part of all certified truck lines. 


Shipper’s Load and Count 


New York.—Question: Our company has quite a few grow- 
ers that are located at or near non-agency stations. When these 
growers load and ship, the cars roll under a SL&C bill of lad- 
ing. Occasionally we have shortages at destination and the cars 
loaded under SL&C are sometimes involved. Most of these 
shortages occur in cars that are unloaded on public team tracks. 
When we file claim for shortages on the SL&C cars we always 
get a loading affidavit if the shipper can substantiate his loading. 
lf we cannot, we do not file the claim. 

Is a clear seal record final and absolute proof of freedom 
from pilferage while a shipment is the carrier’s responsibility ? 

We would greatly appreciate any advice you may be able 
to give us on the above. If you can quote any references that 
we may check or cite any cases it would also be appreciated. 


Answer: In four cases, namely, Ponchatoula Farmers’ Asso- 
ciation vs. Ill. Cent. R. Co., 19 I. C. C. 512; In re Western 
Classification Bo. 51, 25 I. C. C. 442; Louisiana State Rice 
Milling Co. vs. M. L. & T. R. Co., 34 I. C. C. 511, and San Fran- 
cisco Dairy Products Exchange vs. American Railway Express 
Co., 78 I. C. C. 737, the Commission has considered the matter 
of shipper’s load and count notations on bills of lading, the 
holding of the Commission in effect being that, except at any 
of its public stations where it provides facilities for the receipt 
and delivery of freight, a carrier is justified in placing the 
qualifying notation “‘shipper’s load and count” on bills of lading 
and that a carrier could not be required to send a representative 
to the shipper’s industry to check carload freight loaded into 
cars at such industries. 

Since the facts of how the loss or injury occurred are 
generally within the exclusive knowledge of the carrier, the 
courts are liberal in permitting the claimant, by showing certain 
essential facts within his knowledge, to raise presumptions 
which complete his case. 

A shipper, showing a delivery of goods to a carrier, and 
that they were not delivered, makes out a prima facie case 
against the carrier entitling him to damages for loss, and to 
avoid such damages the burden is upon the carrier to prove its 
freedom from liability. Chicago, R. I. & P. Ry. Co. vs. Stouffer, 
111 N. E. 809; Nustrot-Calahan Co. vs. Mo. K. & T. Ry. of 
Texas, 209 S. W. 775. 

When a shipper’s load and count notation is placed on a 
bill of lading by the carrier, the receipt given by the carrier 
as evidenced by the issuance of the bill of lading, is a qualified 
one and it becomes a matter of proof, when suit is brought by 
the shipper, as to whether the amount specified in the bill of 
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lading was actually loaded. When it has been shown that a 
lesser amount was delivered at destination, the fact that the 
loading and counting was done by the shipper without super. 
vision or check by the carrier necessarily places upon the 
shipper the burden of showing that the amount stated in the 
bill of lading was in fact loaded into the car. 

The decision in Brewster vs. New York, C. & H. R. R. Co, 
129 N. Y. S. 368, indicates the form of proof which a shipper 
should offer in support of his allegation of loss or damage by 
a carrier. 

The clear seal record of the carrier is not conclusive ot the 
fact, but merely evidence that no loss occurred while the car 
was in transit. 

See in that connection our answer to California, on page 
1484 of the May 27, 1944, Traffic World, under the caption 
“Liability of Carrier for Loss under Clear Seal Record.” 


Damages—Released and Unreleased Valuation Rates 


Illinois—Question: I have read with interest your answers 
to “Delaware” and “Pennsylvania” in the issues of April 1, 
1944 and April 29, 1944, under the above caption. I assume 
that your answer in each case is based on your interpretation 
that Rule 34, page 38, Supplement No. 32 to Middle-Atlantic 
States Motor Carrier Conference Freight Traffic No. 10-C, MF- 
I.C.C. No. A-106 did not effectively remove the articles named 
in this rule, also that in Rule 35-I, of the same tariff, from the 
National Motor Freight Classification. 

I shall appreciate your reply whether we are correct in 
this assumption, further, your authority for such interpretation, 
with Interstate Commerce Commission decisions to cover. 

Answer: Our interpretation is based on the ground that, as 
the shipments were not released to a stated value, the ratings 
in the exception tariff applicable to articles when released will 
not apply, and that ratings in th classification proper which are 
not dependent on released valuation will apply. 

The report of the Commission in Western Shade Cloth Co. 


vs. Canadian N. Ry. Co., 147 I. C. C. 535 is the basis for our 
opinion. 


Penalty for Failure to Pay Claims for Overcharge 


Georgia.—Question: We refer to your answer to Illinois, 
page 1532 of Traffic World, June 3, under the caption ‘Penalty 
for Failure to Pay for Loss of, or Injury to Goods.” Some 
statutes provide similar penalties against common carriers for 
failure to adjust claims for overcharge on freight, both state 
and interstate, within 90 days. 

Are there any decisions of the courts holding that such 
penalties are inapplicable to interstate shipments? 

Answer: Statutes which impose penalties on common car- 
riers of goods for overcharges made for transportation have 
generally been held to be valid. State statutes of this nature 
can have no application to interstate transportation. Mobile, 
etc., R. Co. vs. Dismukes, 10 So. 289; Atchison, etc., R. Co. vs. 
State, 109 Pac. 218. 


Prior to the Interstate Commerce Act, such statutes as 
applied to interstate shipments were valid as police regulations, 
and not void as being a regulation of interstate commerce. 


Fuller vs. Chicago, etc., R. Co., 31 Iowa 187, affirmed 84 U. S. 
560. 


Tariff Interpretation—Application of Exception to Rule 13 of 
Motor Freight Classification 


Kentucky.—Question: Item 13840 of Central and Southern 
Motor Freight Tariff Association tariff No. 1-B, MF-I.C.C. No. 
58 carries a heading: ‘Exceptions to Rule 13 of South Classi- 
fication.’”” Does this nullify the entire provisions of Rule 13 of 
Agent C. F. Jackson’s National Motor Freight Classification 
No. 7, MF-LC.C. No. 14 (South), or does it only except those 
provisions of Rule 13 which are set forth in Item 13840 referred 
to? It will be noted that the provisions of Item 13840 will not 
apply on certain commodities and my contention is that the 
provisions of Rule 13 of the referred to classification will have 
application on such commodities, and that, therefore, the entire 
provisions of Rule 13 of the Classification have not been nulli- 
fied but only those parts covered by Item 13840, the remainder 
of Rule 13 of the Classification to apply and the whole of Rule 
13 of the Classification to apply on the excepted articles. 

Answer: Central and Southern Motor Freight Tariff Asso- 
ciation MF-I.C.C. 58, Tariff 1-B, Item 13840, Exception to Rule 
13 of South classification, provides in Section 5: “This item will 
not apply on: Articles for which truckload or volume ratings 
or rates are not provided. Building Woodwork (House trim); 
Cement, Hydraulic, ete. .. .” 

It is our opinion that Item 13840 supersedes Rule 13 of the 
Motor Freight Classification only insofar as the item provides 
exceptions to Rule 13. In other words Section 5 of Item 13840 
states that the exceptions will not apply in certain instances 
and on certain commodities which are itemized. Rule 13 of the 
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Motor Freight Classification will, in our opinion, apply in those 
instances and on the commodities specified in Section 5. 


Delivery by Carrier—What Constitutes 


California.—Question: The question of North Dakota, page 
1484 of the Traffic World of May 27th, relates to loss by theft 
from a car loading on a public team track. Would your answer 
be the same under the same set of facts except that similar 
loss occurred from a car being loaded at a private industry ? 

Answer: There are decisions of the courts of the several 
states in which the liability of a carrier for loss of goods from 
a car which has been placed upon a consignor’s siding has been 
determined, but these decisions are not in agreement, certain 
of the decisions holding the carrier liable, at least during the 
period of free time, and others holding that the liability of the 
carriers ceases with the placing of the car on the consignee’s 
siding. See the decisions in Missouri Pac. Co. vs. Wichita 
Grocery Co., 40 Pac. 899; Jolly vs. A. T. & S. F. R. Co., 131 
Pac. 1057; Arkansas Midland R. Co. vs. Premier Cotton Mills, 
158 S W. 159; Bianchi & Sons vs. M. & W. R. Co., 104 Atl. 144; 
Weyl vs. Southern Pac. Co., 156 Ill. App. 193; Lewis vs. N. Y. O. 
& W. Ry. Co., 104 N. E. 944; Manglesdorf Seed Co. vs. Mo. 
Pac. R. R. Co., 280 Pac. 896 


In its decision in Y. & M. V. R. R. Co. vs. Nichols & Co., 
256 U. S. 540, 41 S. Ct. 549, the court had under consideration 
a former provision of the uniform bill of lading reading, “and 
when received or delivered on private or other sidings, wharves 
or landings, shall be at owner’s risk until the cars are attached 
to and after they are detached from trains,’ and had the fol- 
lowing to say: 


It is clear that the immunity conferred by the above quoted provi- 
sion does not apply to loaded cars on the spur here involved. Whether 
the same rule should apply to cars on strictly private industry tracks 
effectively separated from the terminal and exclusively under private 
control, like industry tracks involved in Bers vs. Erie R. R. Co., 225 
N. Y. 543, we have no occasion to determine. 


The above referred to provision of the bill of lading has 
since been eliminated from the uniform bill of lading and there 
is, as the Supreme Court in the case above cited suggests that 
there might be, no provision in the present bill of lading which 
definitely fixes the time of the termination of the carrier’s 
liability as to cars delivered on other than private industry 
tracks. 


So far as deliveries on other than strictly private industry 
tracks are concerned, the Supreme Court of the United States 
in the Nichols case, above referred to, has expressed the opinion 
that at a station where there is a regularly appointed agent it 
would be unreasonable to place upon the consignee the risk 
attendant upon the cars remaining on the siding before there 
has been notice to the consignee of arrival and an opportunity 
to accept delivery. The Supreme Court in this case did not, 
however, express an opinion as to the rule which should govern 
the delivery of cars on strictly private industry tracks effec- 
tively separated from the carrier’s terminal and exclusively 
under private control, and there has been no later decision in 
which the question has been at issue. 

The above statements are applicable to cars being loaded, 
as well as to cars being unloaded. 


Tariff Interpretation—Rate Applicable Where Value Not 
Stated in Bill of Lading 


Kentucky.—Question: We shall appreciate the benefit of 
your opinion in connection with the following shipment: Glass- 
ware, 1420 pounds valued at $59.40 was shipped but the bill of 
lading did not bear the following certification: 


The actual value of glassware other than cut, N. O. I. B. N., is 
hereby stated not to be in excess of $20.00 per cwt. 


In the absence of this notation, the carrier assessed the 
rate applicable to glassware which is valued in excess of $20.00 
cwt. Is it permissible for the carrier to adjust the freight 
charges on the basis of glassware valued at $20.00 cwt. when 
claim is filed with certified invoice which shows the value of 
the commodity to be less than 20 cents a pound? 


Our claim has been declined by the carrier for the reason 
that payment would be in violation of the interstate commerce 
laws. 

Answer: It is our opinion that, notwithstanding that the 
ratings on glassware are based on actual values declared in 
writing by the shipper, the failure to place a notation on the 
bill of lading to the effect that the actual value was $20.00 per 
100 pounds does not warrant the application of the rating based 
on a value in excess of that amount. 

In Section 7 of the Uniform Bill of Lading Contract Terms 
and Conditions the following provision is carried: 


If upon inspection it is ascertained that the articles shipped are not 
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those described in this bill of lading, the freight charges must be paig 
upon the articles actually shipped. 


Under the decision of the Supreme Court of the United 
States in New York Central R. R. Co. vs. Goldberg, 250 U. §, 
85, 39 S. Ct. 402, a non-fraudulent misrepresentation as to the 
nature of the merchandise shipped merely imposes upon the 
shipper or consignee an obligation to pay freight charges ac. 
cording to the character of the goods actually shipped, and does 
not affect the liability of the carrier for a failure to deliver the 
goods or injury thereto. 

In accordance with this decision, the rate applicable on the 
goods actually shipped must be paid by the shipper or con- 
signee, if there was no fraudulent misrepresentation of the 
nature of the merchandise, as appears to be the case. 

The question for determination is what rate is applicable, 
in view of the fact that there are varying rates published, de. 
pending upon the actual value of the goods delivered to the 
carrier for transportation. If the actual value of the goods is 
ascertainable, the rating applicable to that value must, in our 
opinion, be applied. 


Liability of Carrier—Concealment of Nature of Shipment— 
Fraudulent or Non-Fraudulent 


Missouri—Question: On September 2, 1943, we received a 
shipment from a company in Chicago consigned to Corpus 
Christi, Texas. On the bill of lading, this shipment was de- 
scribed as ‘1 ctn. Novelties Wood Noibn.” 

Subsequent to the delivery of this shipment to the con- 
signee, a claim for concealed damage was filed. On investi- 
gation, it was revealed that this shipment consisted of a carton 
of plaster figures. 

We are now wondering if there is an authority which will 
allow us to refuse payment of this claim, as it was obviously 
improperly described on the bill of lading, whereas, if it had § 
been properly described, the shipment would have received § 
special handling. 

Answer: Where the shipper either by his acts or his omis- 
sion fraudulently conceals the nature or the value of the goods 
shipped, the effect of such conduct is to relieve the carrier 
from its liability as insurer (Mitchell vs. Frank Parmela, 269 
Ill. App. 428), but the decisions are not in entire harmony in 
respect to the extent of the carrier’s liability under the circum- 
stances. Thus, it has either been held or said in a number of 
decisions in which the goods shipped were money, jewelry or 
other valuables so concealed as to hide their value and mislead 
the carrier, that the latter is discharged absolutely from any 
liability for loss or injury to such property (Lancaster vs. 
Houghton, 249 S. W. 113, error dismissed, 45 S. Ct. 194, 266 
U. S. 590), and this rule is particularly applicable if the loss is 
due to the carrier’s omission of such precautions as were neces- 
sary to the safe transportation and delivery of the goods, super- 
induced by the shipper’s fraudulent conduct. Mobile, etc. R. Co. 
vs. Phillips, 60 Sou. 572. 

It is immaterial, as respects the carrier’s liability, whether 
the deception resulted from premeditation or from inadvertence 
on the part of the shipper (Porteus vs. Adams Express Co., 127 
N. W. 429; Harrington vs. Wabash Ry. Co., 122 Mo. 14). The 
intention to impose on the carrier is not important—it is enough 
if such is the practical effect of the conduct of the shipper. 
Maginn vs. Dinsmore, 62 N. Y. 35. 

On the other hand, it has been held that, notwithstanding 
the fraud of the shipper, the carrier, although discharged of 
liability as an insurer, is liable as an ordinary bailee of the 
property for hire and as such charged with the duty to exercise 
ordinary care to keep and deliver the property (Head vs. Pa- 
cific Express Co., 126 S. W. 682), in that a misrepresentation by 
the shipper as to the contents of the shipment, in order to obtain 
lower rates, will not prevent a recovery from the carrier for 
loss thereof where such misrepresentation did not contribute to 
the loss by misleading the carrier as to the precautions required 
for safe transportation. (Chesapeake, etc. R. Co. vs. McGowan, 
144 S. W. 80.) 
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If the bill of lading covering the shipment contained a 
clause similar to rail carriers’ bill of lading and there was no to | 
fraudulent misrepresentation, under the decision in New York goc 

Central R. R. Co. vs. Goldberg, 250 U. S. 85, 39 S. Ct. 402, the 
value of the goods can be recovered. The bill of lading provision ma 
reads as follows: too 
If upon inspection it is ascertained that the articles shipped are an 


not those described in this bill of lading, the freight charges must be 
paid upon the articles actually shipped. 


Tariff Interpretation—Alternative Application of Carload and 
Less-Than-Carload Rates 


California.—Question: A question of tariff interpretation 
appears on page 1207 of the Traffic World, April 29, 1944, in 
your answer to California, under the caption ‘Tariff Interpre- 
tation—Carload Versus Less-Than-Carload Shipment,” which 
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deals with alternative application of LCL and carload rates in 
P.F.T.B. Tariff 255-C, 1.C.C. 1427. 

Although charges on the shipment in question (12,000 lbs. 
of empty practice bombs) are reported at the carload basis 
far to exceed the cost if shipment had been made at LCL, you 
have agreed with the carrier’s contention that the carload 
fourth class rate of 70 cents is applicable because it moved as a 
carload shipment. 

Both LCL and carload rates as published in P.F.T.B. Tariff 
255-C, I.C.C. 1427 were established by rail carriers on the basis 
prescribed by the California Railroad Commission in Decision 
31606 (Case 4246) on a mileage formula using constructive 
highway distances throughout the state of California. The basis 
which resulted from that decision is contained in California 
Railroad Commission highway carriers’ tariff No. 2, which does 
not differentiate between LCL and carload quantities. It was 
the motivating circumstance which prompted rail carriers to 
make rates in P.F.T.B. tariff 255-series not subject to Rule 15 
of the Consolidated Freight Classification, the rule which 
provides alternation between LCL and carload rates, and there- 
fore, shipments tendered to rail carriers are subpect to which- 
ever produces the lowest charges. 


For the benefit of shippers and receivers who may rely 
upon the tariff interpretation outlined in the Traffic World of 
April 29, you may wish to supplement the answer by directing 
attention to provisions of the first paragraph of Item 885-B, 
Supplent No. 35 to P.F.T.B. Tariff 255-C which reads: 


When charges on a carload shipment based on carload rate and 
actual or authorized estimated weight, subject to minimum carload 
weight, exceed the charges that would accrue on the same load of 
freight if taken as an L. C. L. shipment, computed upon the weight of 
the shipment but not less than the minimum weight governing the 
carload rate, the lower of such charges will apply. 


Prior to the issuance of Item 885-A, Supp. 22, LCL rates 
alternated with the carload rates, without the restriction “but 
not less than the minimum weight governing the carload rates” 
or similar wording. 

Answer: It is evident that in arriving at the conclusions 
stated in our answer to which you refer we did not give con- 
sideration to the provisions of Item 885. Therefore, our answer 
is incorrect to the extent that it failed to take into consideration 
the provisions of Item 885. 


Sales—Passage of Title 


Canada.—Question: We shipped material to a customer 
on the basis of F. O. B. destination. The material was lost in 
transit and our customer demanded that we replace it and file 
claim with the carrier for the loss. 

Our understanding of F. O. B. is, that it relates to freight 
charges only and when a shipper receives a clear bill of lading 
from the carrier he is relieved of any liability for loss or 
damage in transit unless the sales contract specifically states 
otherwise. Will you kindly state your opinion with case ref- 
erences ? 

Answer: Where the sale is of specific identified chattels 
or articles appropriated by the seller to the fulfillment of the 
contract, the question as to when the title passes is primarily 
one of the intention of the parties, to be derived from the 
terms of the contract and the circumstances of the case. 

A general usage or custom of the trade or business in 
question may be controlling to show the intention of the 
parties as to when the title passes and effect will be given 


thereto if the intention of the parties is otherwise left in- 
definite. 


Where the provision is F. O. B. at point of shipment the 
title will pass, as a general rule, when the property is placed 
on the cars for shipment; on the other hand, where the pro- 
vision is for delivery F. O. B. the point of destination, the 
title is not, as a rule, considered to pass until the subject 
matter has reached such point, as the delivery to the carrier 
is not a delivery to the buyer; still where the agreement as a 
whole shows clearly that the phrase F. O. B. at point of 
destination was used merely to designate the party by whom 
the freight was to be paid, rather than the place at which 
delivery and the passing of title were to be consummated, it 
will be so restricted, and the title held to pass at the point of 
shipment in accordance with the intent of the parties. Richter 
vs. Zoccoli, 150 Atl. 1; Berkshire Cotton Mfg. Co. vs. Cohen, 
198 N. Y. S. 240; 140 N. E. 726; United States vs. R. P. Andrews, 
207 U. S. 229, 28 S. Ct. 100. 

In Neimeyer Lumber Co. vs. B. M. R. R. Co., 74 N. W. 670, 
the court held that the payment of the freight charges by the 
seller did not operate to continue the title of the goods in the 
seller until the goods reached their destination, even though 
the term “Price F.0O.B. Omaha” was used in the contract of sale. 
The court held that the term “Price F.O.B. Omaha” was not 
synonymous with the term ‘“F.O.B. Omaha,” but relates to the 
price the lumber would cost the purchaser at Omaha, the des- 
tination, and not the point at which title was to pass. 
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MC 102593, Sub. 1—G. W. Sparrow, Burlington, Iowa. 
June 26—Knoxville, Tenn.—U. S. Ct.—Jt. Bd. 238: 
MC 8500 Sub. 1—Tennessee Coach Co., Knoxville, Tenn., certificate to 
extend operations. 
June 26—Los Angeles, Calif.—Fed. Bldg.—Examiner Linn: 
MC 104835—New York-Los Angeles Freightways, Long Beach, Calif. 
certificate. 
June 26—Washington, D. C.—Examiner Hosmer: 


29140—Accounting for post driving to arrest water pockets and mud 
heaves. 
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June 26—Washington, D. C.—Com. Mahaffie and Ass’t. Director Boles: 

29085—Control of C. & O., N. Y. C. & St. L., Pere Marquette Ry. by 
Alleghany Corp., Robert R. Young, Allan P. Kirby. 

Finance 14561—Application of Alleghany Corp. in respect of control of 
control of C. & O., Pere Marquette, N. Y. C. & St. L., and other 
carriers. 







June 27—Chattanooga, Tenn.—U. S. Ct.—Examiner Cantrell: 
1. & S. M-2393—Gasoline, Kerosene, Lookout Mountain, Ga., to Tenn. 
points. 


June 27—Los Angeles, Calif.—Fed. Bldg.—Jt. Bd. 78 and 168: 
MC-C 389—Nevada Consolidated Fast Freight vs. Osburn Trucking Co. 
MC 565, Sub. 5—Nevada Consolidated Fast Freight, Los Angeles, Calif. 


june 27—White Sulphur Springs, Mont.—City Ct.—Comm. Porter: 
Finance 14482—Application W. S. S. & Y. P. for abandonment of 
line from Dorsey to White Sulphur Springs, and of operation under 
trackage rights between Ringling and Dorsey, Mont. 


June 28—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138: 
MC 26704 Sub. 1—A. C. Johansen, Portsmouth, Ia., certificate to ex- 
tend operations. 











June 28—Pittsburgh, Pa-—Roosevelt Hotel—Examiner Clifford: 
* MC-F-2449—C. F. Sanquigni, purchase, K. Blattner. 
June 28—Washington, D. C.—Examiner Johnson: 
29097—Semet-Solvay Co. vs. C. &.O. 
29097, Sub. 1—Consolidation Coal Co. vs. C. & O. 


June 28—Washington, D. C.—Examiner Cave: 
MC 103720, Sub. 20—Navillus Contract Delivery, 
permit to extend operations. 


June 29—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138: 
MC 102339 Sub. 1—V. Bertelsen, Underwood, Ia., certificate. 
MC 105013—M. Tallman, Council Bluffs, Ia., certificate. 


June 29—Raleigh, N. C.—Sir Walter Hotel—Examiner Cantrell: 
MC 63295 Sub. 4—M. C. Garner Truck Lines, Apex, N. C. 

June 29—Washington, D. C.—Examiner Hosmer: 
29145—Status of The Tulsa Union Depot Co. 


June 30—Los Angeles, Calif.—Fed. Bldg.—Examiner Linn: 

1. & S» M-2402—Tissue and toilet paper—Los Angeles Commercial 
Zone. 

June 30—Omaha, Neb.—Hotel Fontenelle—Examiner Burge: 

MC-C 395—On-Time Transfer Co. et al. vs. Buckingham Transporta- 
tion Co. et al. 

June 30—Omaha, Neb.—Hotel Fontenelle—Examiner Burge: 

1. & S. M-2354—Bags, boxes, Omaha and Council Bluffs to Iowa points. 

1. & S. M-2380—Paints and materials, Chicago to Omaha and Sioux 
City. 

June 30—Washington, D. C.—Jt. Bd. 120: 

MC 104296, Sub. 2— Anchorage Transportation, 
D. C., certificate. 

June 30—Washington, D. C.—Examiner Lyle: 

Finance 14531—Application of W. & L. E. for authority to operate 
over tracks of Wheeling Steel Corp., between Steubenville, O., and 
Follansbee, W. Va. 

July 1—Los Angeles, Calif.—Fed. Bldg.—Jt. Bd. 78: 
MC 15905, Sub. 13—Osbourn Trucking Co., Los Angeles, Calif., certifi- 
cate to extend operations. 

July 1—Omaha, Neb.—Hotel Fontenelle—Examiner Burge: 
1. & S. M-2416—Packing house products, Denver to Omaha. 

July 1—Washington, D. C.—Examiner Romero: 

Finance 14579—Application of Wabash for authority to purchase line 
of railroad extending from Moberly to Hannibal, Mo., and certain 
other properties of M-K-T. 

July 3—Phoenix, Ariz.—State Comm.—Jt. Bd. 240: 

MC 78786, Sub. 140—Pacific Motor Trucking Co., San Francisco, Calif., 
certificate to extend operations. 

July 3—Sioux City, la.—Warrior Hotel—Examiner Burge: 

MC 105042—A. Dow, Sioux City, Ia., permit. 
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July 5—Cedar City, Utah—U. S. Post Office—Examiner Linn: 
MC 96070, Sub. 1 and MC 96071, Sub. 1—Parry Brothers, Cedar City, 
Utah, permit to extend operations. 


July 5—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36: 
MC 103741 Sub. 3—G. W. Frogge Transport Co., Kansas City, Mo., 
permit to extend operations. 


July 6—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36: 
MC 43623 Sub. 1—J. D. DeFries, Muncie, Kan., certificate to extend 
operations. 


MC 104970 Sub. 1—Gate City Petroleum Co., Kansas City, Mo., permit. 


July 6—Washington, D. C.—Examiner Brown: 
29117—-United States of America vs. Aberdeen & Rockfish et al. 


July 6—Washington, D. C.—-Examiner Johnson: 

1. & S. 5297 and I. & S. M-2418—Silver plated iron or steel bearings. 
July 6—Washington, D. C.—Argument: 

1. & S. M-2327—Articles of exceptional value, rates on. 

29026—Volcan Mold and Iron Co. vs. B. & O., et al. 


July 7—Kansas City, Mo.—Pickwick Hotel—Examiner Burge: 
1. & S. M-2426—Soap, etc.—over Lyman Truck Lines. 


ESEARCH SERVICES 
in the Transportation Field 
ADVISE US OF YOUR NEEDS 


Transport Researc H, Inc. 


1129 VERMONT AVENUE, N. W. 
WASHINGTON 5, D. C., District 1474 


Publishers of: Motor Carrier Financial Manual 
(5 Issucs—Quarterly and Full Year) 
Motor Carrier Cost Analysis Tables (Yearly) 














The Port of San Francisco 


Center of Pacific Coast Shipping mn 


* 


for a Century 


BOARD OF STATE HARBOR COMMISSIONERS 
Ferry Building, San Francisco, Calif. 


F. C. HOGUE 
General Traffic Manager 
Denver & Rio Grande Western Railroad 
Rio Grande Building 
1531 Stout St., DENVER 


THE DIRECT CENTRAL TRANSCONTINENTAL ROUTE 











ST.LOUIS-SAN FRANCISCO RY. 
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July 7—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 52: 
MC 30605, Sub. 46—Santa Fe Trail Trainsportation Co., 
Kans., certificate to extend operations. 
July 7—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Brown: 
29107—-Patterson Foundry & Machine Co. vs. C. B. & Q., et al. 


Classified Adve 


The only weekly market place in print covering the entire field of transportation and 
distribution for those who have services, materials, equipment, etc., to buy or sell. 
(Reader ads—$1.00 a line, minimum 3 lines. Classified display —$15 a column inch.) 

. time, 13 time, 26 time.Classified Ji discount rates + 


Wichita, 











TRAFFIC MANAGEMENT—13-month general course by mail, using 
actual tariffs, guides, etc. Covers rail, water, motor, air, express, 
fwding., rates, claims, demurrage, transit, routing. Personal comments. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson. Blvd., Chicago. 


TRACTORS FOR SALE 
White Model 700 


GMC 312 C.O.E. 
International D35, D300, D500 
Prices below OPA ceiling. State Motor Sales, 
2613 S. State Street, Chicago, Il. 


’41 Ford C.O.E. 
Autocar V407 


FOR SALE—Extensive motor common carrier rights under ICC cer- 
tificate in Indiana, Ohio, and Michigan. Profitably operated at present. 
Part interest may be considered. Box 245, Traffic World, Chicago 
address. 


TRAFFIC EXECUTIVE, Univ. grad. Commerce, age 33, excellent 
practical experience, desires better permanent position in transporta- 
tion field. Now employed as T.M. small industry. Prefer Western U. S. 
Box 246, Traffic World, Chicago address. 


MAN WITH FIFTEEN years’ exper. in freight rates and divisions, 
R.R. and industrial, seeks employment in industrial or R.R. traffic de- 
partment. Box 247, Traffic World, Chicago address. 


TOP FLIGHT TRAFFIC MAN seeking industrial connection, age 34, 
practitioner. 8 yrs. R.R. traffic, 7 yrs. AGTM big natl. organization, 
6 mos. TM lg. tck. line. Qualified all phases traffic. Locate most any- 
where. Speed required. Box 248, Traffic World, Chicago address. 


A GOOD INVESTMENT 


For the duration or post-war— 


Save demurrage, switching, extra handling costs, damaging 
foreign cars, etc. 


Which of these cars could you use? 


90—Hopper, Double, 50-Ton 

10—Hopper, Side-Discharge, 50-Ton 

150—Refrigerator, 40-Ft., 40-Ton 
16—Refrigerator, 36-Ft., 30-Ton 

17—Ballast, Composite, 50-Ton 

25—Box, 36-Ft., 40-Ton; Steel Ends 
20—Dump, K & J, Automatic, 16-Yd., 40-Ton 
6—Dump, K & J, Automatic, 20-yd., 50-Ton 
3—-Dump, Koppel, drop-door, 20-yd., 40-Ton 
20—Flat, 40-Ft., 50-Ton 

38—Gondola, Composite, 36-Ft. and 40-Ft., 40-Ton 
10—Gondola, 50-Ton, High-Side, Steel 
30—Tank, 8000-Gallon, 40 & 50-Ton 


Perhaps this list also has some other cars you could use to very 
beneficial advantage now? 


All cars are priced fo selll 
IRON & STEEL PRODUCTS, INC. 
39 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
""ANYTHING containing IRON or STEEL" 





PAS 


SENGER 
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July 7—Salt Lake City, Utah—State Comm.—Jt. Bd. 30: 
MC-C 393—Garrett Freightlines, Inc., vs. Northern Transportation Co, f 
July 7—Washington, D. C.—Argument: 
28962—Kalamazoo Vegetable Parchment Co. vs. C. K. & S. et al. 
July 7—Washington, D. C.—Argument: 
29040—Application for approval under section 5(1) of interstate com. 
merce act of an agreement between Pullman Co. and Canadian Na. 
tional Ry., et al. 


July 7—Washington, D. C.— Examiner Glover: 
Fourth Section Appl. 20670—Blackstrap molasses from Florida to Cin. 
cinnati, Ohio. 
July 7—Washington, D. C.—Examiner Albus: 
* Finance 14555—Application of Reading Co., Catasauqua & Fogelsville, 
P. & R. T. for authority to merge properties of two companies last 
named into Reading Co., for ownership, management and operation 









































mM 


and for Reading Co. to assume direct obligations and liability in} The n 
respect of first mortgage bonds of P. & R. T. R. R. Co. blishe 
July 7—Wilkes-Barre, Pa.—Fed. Bldg.—Examiner Jordan: pu 
* Finance 14475—Application of Loyalsock R. R. Co. and Lehigh Valley Jnaps d 
for a certificate permitting abandonment by former and abandon- ent an 
ment of operation by latter of lines extending from Noxen to Slash n 
Dam, Pa. of ship 
July 8—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36: nre unic 
MC 13584 Sub. 2—Mound City Truck Line, Mound City, Kan., certifi. 
cate to extend operations. shippers 
July 8—Salt Lake City, Utah—State Comm.—Jt. Bd. 30: it would 
MC 102563, Sub. 8—Borden Transportation Co., Salt Lake City, Utah, arriers 





July 8—Washington, D. C.—Examiner Romero: 

* Finance 14563—Application of Alton, A. T. & S. F., C. R. I. & P. for 
authority to continue to use Union Passenger Station and appur- 
tenances of Joliet Depot Co., in Joliet, Ill. 


July 10—Columbus, O.—State Commission—Examiner Brown: 
29102—Darling & Company vs. Ann Arbor et al. 
29106—Kentucky Chemical Industries, Inc., et al. vs. Ann Arbor et al, 
July 10—Kansas City, Mo.—Pickwick Hotel—Examiner Burge: 
1. & S. M-2417—Overflow rules in middle west. 
July 10—Susanville, Calif.—City Hall—Jt. Bd. 75: 
MC 30005, Sub 10—California Transportation Co., Reno, Nevada. 


July 10—Washington, D. C.—Examiner Stillwell: 
1. & S. M-2429—Great Southern Trucking Co., restrictions. 


July 11—Ashland, Ky.—Fed. Bldg.—Jt. Bd. 61: 
MC 11922, Sub. 7—Blue Ribbon Lines, Ashland, Ky., certificate to 
extend operations. 


July 11—Asheville, N. C.—Battery Park Hotel—Examiner Witters: 
29081—Ecusta Paper Corporation vs. Alton et al. 

July 11—Ashland, Ky.—Fed. Bldg.—Jt. Bd. 117: 
MC 50008, Sub. 5—Ohio Valley Bus Co., Huntington, W. Va. 

July 11—Philadelphia, Pa.—Gimbel Bldg.—Jt. Bd. 228: 

* MC 101686 Sub. 5—Berwick Transporters, Inc., Linden, N. J., permit. 


July 11—Washington, D. C.—Examiner Carpenter: 
i. & S. M-2404—Incandescent electric lamps or bulbs. 
S. M-2405—Airplane parts 
S. M-2406—Trunks or traveling bags. 
S. M-2407—Hats or caps. 
S. M-2408—Carpat mill thread waste. 
1. & S. M-2409—Paper articles. 


July 11—Wichita, Kan.—Broadview Hotel—Jt. Bd. 19: 
MC 104523 Sub. 1—Huston Truck Line, Friend, Neb., certificate. 





1. & 
1. & 
1. & 
1. & 


N. AND W. EMPLOYE BENEFITS 


Benefits amounting to $189,118 were paid to members of 
the Norfolk and Western Employe’s Relief Fund in the first 
three months of this year, the railway’s relief and _ pension 
department has announced. Established in 1917 to provide 
sickness, accident and death benefits for employe members 
and their families, at no expense to the employes, the fund 
has provided for total payments of $15,188,514 as of the end of 
the first quarter. At that time, the fund had a balance of 
$4,774,093 on hand. The company’s expense has _ totaled 
$3,341,343. 
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S AIR EXPRESS 


Fast, Dependable, Daily Service to 


SOUTH AMERICA 


For shipping details phone Railway Exr 


information consult any Air Ticket Office or any office of Pan American Airways System. 


41a tet 


Connecting with Pan American Airways at Balboa, C. Z.; Cali, 
SERVING PANAMA COLOMBIA entry Welal 


ss Agency, Air Express Division. 


PERU 


For passenger 


PAN AWE RICAN-GRACE AIRWAYS 
CHRYSLER BUILDING, NEW YORK 


Ipiales, Colombia; Corumba; Brazil; and Buenos Aires, Argentina 
BOLIVIA CHILE ARGENTINA BRAZIL 
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Maps pe Abed pw Unique Key to Maps in by . 


The maps in this section are different from maps 
published in any other medium. They are special 
| Valley {maps designed by TRAFFIC WORLD’S map depart- 
sae nent and keyed in accordance with the specifications 
of shippers. Hence, these maps and the allied data 
ore unique in that the material is presented in a way 
shippers all over the country told TRAFFIC WORLD 
it would be most helpful to them in selecting highway 
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qummmmumm Daily INTER- and INTRAstate service. 
ses Daily INTERstate service (no INTRAstate). 


Daily coordinated rail-motor service. 








Irregular or special service routes. 





ee me Connecting lines. 
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, certifi. @ O Principal points served. Ej Terminal cities. 


Unless otherwise noted on maps, mofor lines offer- 




































Ut ing an intrastate service are also interstate oper- 
, Utah. barriers and routing freight. ators when their routes extend into other states. 
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emans ruc ine, ne. GENERAL OFFICES: 1717 N. Broadway, ST. LOUIS 
Established 1929 Incorporated 1934 E Wy 4 tice. Piso J. F. Walsh, Traffic Mer 
. Gann oper secs Sea : : 
_ 815 E. Pennsylvania Ave., South Bend, Ind. usm p “oars 
A. cc. Clemans, Pres., A. c. Scheetz, T. M. Freicut Lines, Inc. TP FRan=.. OHIO 
C. L. Jones, Secy.-Treas. Tel. 4-2116 3 
COMMON CARRIER: I. C. C. Certificate No. M-2136 
— —P. S. C. I. Nos. 692-A-2-3-4 Intrastate-Indiana— 
P. S. C. I. Nos. 693-A-2-3-4 Interstate-Indiana—M. P. U. C. 
No. C-548 Interstate-Michigan. 
TS: 3) SERVICE: Overnight service between Elkhart, tndicgepelio 
Kokomo, LaPerte, poapest. ys Ply ae 9 oches- 
ter, Indiana; Battle a) and 
4] Three Rivers, Michigan. “Al 1 (Grand Rapids points served be- 
s| tween Indianapolis, Indiana and Grand Rapids, Michigan. 1.C.C.-M.C.44290-56126 
| NUMBER UNITS: Tractors 49; Trailers 56, Vans 34, Open 
, permit. 20, Flat 2; Trucks 22, Vans 12. Open 10. All Co. owned. Tariff Agenc 
INSURANCE: Cargo 50,000 and 100,009 (Marine Dice of ae ; 
America); Public Tabilty. 25,000 and 100,000; Pro ated Central States Motor bh ft 
Da 10,000; ne Compensation, (Mi ‘ : ae $50, ryoye 
Mu iabili Freight Tariff Bureau 5,000 and $50, 
OURTEOUS—SERVICE (company owned); 16 refr. units. 
“ | ANDERSON MOTOR SERVICE CO. 
MAIN OFFICE — 1516 NORTH 14TH STREET, ST. LOUIS, 
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Merchants Motor Freight, Inc. 


Established 1928 - - I.C.C. Permit No. MC 76266 
STANLEY L. WASIE, President *¢ WALTER J. HEROLD, 7rf. Mgr. 
Merchants criss-crosses the Middlewest with 5,369 miles of daily service 







































OFFICES 
St. Paul, Minnesota, 2625 Territorial Road; Omaha, Nebraska, {23 North (2th; 
Phone Nestor 2601; Teltp. St. P. 9. Phone Harney 5441; Teltp. Omaha 188. 
Des Moines, lowa, 321 S.W. 6th; Denver, Colorado, 1320 {tith; 
Phone 3-4185; Teltp. D. M. 90. Phone Keystone 5/21. 
Chicago, Ilinols, 2424 West Cermak Road; Waterloo, lowa, 300 Duryea; 
Phone Haymarket 3930; Teltp. Chieago ne Phone 5753; Teltp. W’loo 42. 
St. Louis, Missouri, 4th and Spruce: Rock Island, Illinols, 2618 Fourth Ave. 5 
Phone Garfield 5234; Teltp. St. L. 440. iano: Iotane 9's aac 
Kansas City, Missouri, 2560 Warwick Traffieway Cedar Rapids, lowa, 215 Ninth Ave., S.E.; Watch to. dis 
» 25 : " . Se:: ' play advertisments 
Phone Harrison 6282; Teltp. K. C. 594 Phone 3-0253; Teltp. C. R. 18. in other issues of Traffic World. 
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NEBRASKA 


ILLINOIS 


KANSAS 





TARIFFS: Western Trunk Line Motor Common Carriers Bureau, Inc.; North- 
west Tariff Bureau, Inc.; Central States Motor Freight Bureau, Inc., Midwestern 
Motor Freight Tariff Bureau, Inc.; Rocky Mountain Motor Tariff Bureau; South- ' 
ern Motor Carriers Rate Conference; Eastern-Central Motor Carriers Assn. ; 

Central and Middlewest Motor Freight Bureau. I 

INSURANCE: Cargo—$50,000 per unit—$100,000 per catastrophe. Public Lia- 

bility—$25,000 per person—$100,000 per accident. Property Damage—$5,000. EQUIPMENT: Includes 70 tractors, 70 trailers, 
Workmen’s Compensation. 54 city trucks. 
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TRUCK LINES, INC.| © 





\ St. Louis } 
7 Pi East St. Louis | 














DECATUR 
CARTAGE CO. 


COMMON CARRIER 
(1.C.C. Doc. No. og 











Est. and Inc. 1929 

20th St. and Wentworth A 
COM. CARRIER ICC-MC 26560 Telastcnelateay 6000 
651 East Wilsen CHICAGO, ILL. 










INSURANCE — Cargo, 
$50,000/ 100,000; Public 
gg $23.00 / 50, 
H t amage, 
peta $50,000. 


Watch display advertisements on the 
index page of TRAFFIC WORLD. 





is the time to keep the details of your operation 


Flew more ton Gverpecerceve 





REPRESENTATIVE: Pennoyer 
Merchants Transfer Company, 
West Polk St., Monroe 5020, Chicago. 


TARIFF AGENCIES: Central States 
Motor Freight Bureau, Inc., Northwest 
Tene em 1 mg a mr “om 
a ureau, nc,, stern ntra 
Motor Carriers Association, Central & INSURANCE: 
Seuthern Motor Freight Tariff Associa- Cargo, $10,000-$50,- 
tion and Mid-Western Motor Freight 900 (Northern Assurance 
Tariff Bureau, Inc. Company, Ltd. of London); 
Public Liability, $50,000-$100,000 (Fidel- 
EQUIPMENT: 41 Tractors (33 owned), ity and Casualty Companyef New York); 
30 semi-trailers (28 owned), 18 trucks Property Damage, $5,000 (Fidelity and 
van bodies (16 owned), | truck—open, Casualty Company of New York); Work- 
18 refrigerator trucks and trailers. ing Men’s Comp. {Fidelity and Casualty 
CONNECTING LINES: All responsible Company of New York). 
lines at Chicago, Illinois; Milwaukee and LOCAL SERVICES: Pool car distribu- 
Fond du Lac, Wisconsin; and Dubuque, tion and cartage service at Madison, 
lewa. Wisconsin. 










before the leading shippers of the country. 



















Listings in this motor transport section are set- 





up in accordance to specifications of shippers. 
Advertising rates are extremely low. Write for 
full details. 











ransport See 





Cashtov 
Fairfield 


I" Waynesboro 


om 
Libertytown 


/ 
PREDERIC 


Damasci 
Gaithersb 
Red 


VIRGINIA 





Established 1926 Inc. (ill.)\} 


% 


WASHIN 
teal 





Individual 
Middle Atlar 





15 tracto 
and flat | 


* Cargo 
Liabilit 
deductib 


| 
| 








M 


| Unexe 
route: 
Warel 


Regist. 
clocks 


Free pi 





Ineura 














} Page 9 


— a, 


=_— 


New 


! i 





Libertytown 


= 








ransport Section Page 3 


Tidewater Express Lines, Inc. 


Warner & West Streets, BALTIMORE, MD. 
J. T. Bennett, Traffic Manager Call—SOuth 1551 
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Cumberland al York Haven 


Teer SSLLANCASTER 


Quarryville 


Se Red ine \ PENI NSYLVANIA 








by us as responsible lines. 


BRANCH OFFICES 
Aberdeen, Md. 
(Call 111) 


pring Grove, 





rmation desired quickly. 


Frederick, Md. 
300 East St. (Call 557) 
Fr 


York, Pa. 
mt oe Sil Charles & Howard Sts. 
«4 <a Prov Sound (Call 6122) 
Washington, D. C. 
2515 H St., N. W. 
(Call Republic 2224) 
Oe Te Va. 
(Call 11 « 
Richmond, 
S. 18th St. (Dial 7.4366) 
Westminster, Md. 
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© | || waSHINGTON) Ty “| 77 John St. (Call 288) 
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(Call 144) 
' TARIFF AGENCIES So ae 
Individual Southern Motor Carrier Rate Conference 
Middle Atlantic 
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15 tractors, 17 semi-trailers. Trucks, 35 vans (12 refrigerated); open 
and flat bodies available. All company o 


*Cargo, $10,000 (Northern Assur. Co. of London) . . . Public 


Compensation (Lumberman’s Mutual Casualty). 


States Motor Carriers Conference Eastern-Central Motor Carrier Association 
Rocky Mountain Tariff Bureau 


EQUIPMENT 


INSURANCE 


$10,000 & $50,000; Property Damage, $50,000-$50 
(Fidelity and Casualty Co. of N. Y.). Workingmen’s 
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ou “Columbus 
| AEP” 
\ — Dayton 








oe Pal )—— 1234 St. Aubin 
St. Louis fers c Common Carrier 
iC) 
‘ion Established 1924, a Michigan corporation 
I.C.C. Docket Nos. MC35628 and MC48645 
iry. — Equipment 
Owned and leased—825 
} | Unexcelled Transportation over fast, direct, soheduled 200 huvue tuations Total 15 = 
5eT- routesthrough 19 Industrial states. Terminals and = ment modern and efficient. 
Warehouses In prinolpal olties. Cheok these advantages: an 
ers. 
Registering stations (electric time Wire reports on trucks in transit. All forms of insurance carried in companies 
clocks) avery 100 iles or less. ead, Tedienies heme authorized to do business in each state as 
for Free pick-up. Free delivery. Experienced personnel. <a 
Teletype service. Courteous operators. Cargo: $120,000 (Primary), $155,000 (Ex- 
Rewerames fens —— Full cess); Public Liability, $100,000/200,000; 
pect rminals. Fully insured cargoes. Property Damage, $25,000 000; Worlemen’s 
Highway Patrol System. Modern equipment. Compensation. 











Random Quotations from 
Shippers About this Motor 
Transport Section 


Business Machines Mfr. (Cleveland)—We use the information to eliminate the 
irresponsible motor carriers from our service. 


Automotive Electrical Equipment (Anderson, Ind.)—Listed lines are accepted 
Batte paatoy Mfr, (Clifton, N. J.)—The guide enables us to route our shipments and to 
‘° 


Machinery Mfr. (Beatrice, Nebr.)—Keep the good work up and eventually we 
will have a regular net work of dependable carriers. 


Iron & Steel Products Mfr. (Lynchburg, Va.)—If they are listed by you we 
ve no hesitation in using their services. 


Iron Products Mfr. (Philadelphia)—The maps are fine because they are comparable. 


Stove Mfr. (St. oy Magee the "age number of trucks operating at the present 


source as to responsibility is of considerable 


Steel Products Mfr. (Detroit)—Your investigation and presentation is 100% 
Paper Mfr. (Berlin, N. H. a investigations you make are more thorough than 


Beverage Manufacturer (Weare, N. Y.)—There is a satisfying comfort in 
using motor lines suggested by Traffic World. Good work—keep them coming. 


Patou Products (Tulsa)—It is limited and the ones shown do not operate in 


Mfr. of Women’s Wear (New York City)—Because of the increaing volume of 
truck eg age > ge one has to choose those 
able and this guide gives you just that. 
Distiller Owensboro, Ky.)—Knowing that you have thoroughly investigated 
carriers before accepting their ads your information is more dependable than that 
obtained in a general guide. If you would arrange to give more general coverage 
you would eliminate complaints of non-coverage in certain sections. 


Flour Miller (Great Falls, Mont.)—The maps are very helpful. 


Salt Company (Chicago)—Your service is very helpful, but of course is not 
complete. Since we are national distributors we need information in all parts 
of the United States. Get more representation. 


Food Mfr. (Denver)—We feel that you do not list any lines that are not responsible. 


Brawn Sproul, Vice President—Traffic 


which are the most stable and depend- 


CENTRAL MICHIGAN TRUCKING INC. 

EASTERN MICHIGAN FREIGHT LINES 

INTER-STATE MOTOR FREIGHT SYSTEM 

INTER-ST ATE MOTOR FREIGHT SYSTEM, INC., OF INDIANA 











Detroit 7, Michigan 


Tariff ncies 
conanel States Motor reight Bureau 


lotor tien. 
Indiana Motor Rate & Tariff Bureau, Inc. 
Southerm Motor Carriers Rate Conference. 
Mid-Western Motor Freight Tariff Bureau. 
Schedules and Extent of ee 
Following day deliveries are ordinarily 
on all shipments within is 360-mile aes . 
principal terminal poin 
All schedules Geen ¢ _~ * 22 m.p.h. All 
schedules operated daily. ick-up and de- 
livery everywhere. 
r own lines and established conneoting 
lines serve more than 25,000 points ig ghe 
United States. 


Association Memberships 
A.T.A.; Mich. T.A.; Ohio T.A.; Chambers 
of Commerce in principal cities served. 
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. OHIO TERMINALS—Akron, 550 E. South St. (Franklin 5195): Bellevue 
(Phone 241); Cleveland, 33rd & Hamilton (Prospect 5350): Clyde, 402 
orwa ] Spring St. (Phone 2561): Defiance (Phone 556); Elyria, 124 Maple 8t. 
(Phone 3484) ; Fremont, 109 E. State St. (Main 2825) ; Lorain, 202 11th 
: A St. (Phone 4135); Mansfield, 399 N. Main St. (Phone 21606); Medina, 
“‘Satisfy your Customers with 254 Smith Rd. (Phone 22181); Napoleon (Phone 28741); Norwalk, 
Decal Sevated” (ant A 36 Woodlawn Ave. (Phone 266); Sandusky, 30 W. Perkins St. (Phone 

\ 


2276); Toledo, 145 S. St. Clair St. (Adams 4291); Vermilion (Phone 
3363); Warren (United Terminals) (Phone 4886). 
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J. F. Ernsthausen MICHIGAN TERMINALS—Adrian, 405 8. Center St. (Phone 105); Battle 

President COMMON CARRIER Creek, 220 8. Calmy St. (Phone 2-5107); Bay City, foot of First st, 

-C.C Certificate No. 71096 (Phone 6228); Detroit, 175 8. Campbell St. (Vinewd 2-1435); Flint, 

C. W. Hoke 1812 Beach St. (Phone 41659); Grand Rapids, 338 Wealthy Ave. (Phone 

Vice-President \ . 8-6427) ; Jackson, 336 8. Otsego Ave. (Phone 7483) ; Kalamazoo, 115 West 

Grand Rapids Bush St. (Phone 22423); Lansing, 904 E. Hazel St. (Phone 49401): 

Established 1921 > Monroe, 715 8. Telegraph Rd. (Phone 1032); Pontiac, 375 N. Cass Are, 
Incorporated (Ohio) \ (Phone 29201) : Saginaw, 142 Davenport St. (Phone 6228). 

{ INDIANA TERMINALS—Aubum, 334 W. 9th St. (Phone 618-J); Elk- 

36 Woodlawn Ave. hart, 1401 W. Beardsley Ave. (Phone 466); Ft. Wayne, 1122 Sherman 

Telephone—266 /| St. (Anthony 4363): Goshen. 1201 8. 10th St. (Phone 111); Hammond, 


1055 Indianapolis Blvd. (Whiting 783); Kendallville, 900 S. Main St. 
(Phone 300); La Porte, 902 E. Lincoln Way (Phone 2041); Michigan 
City (Phone 687); South Bend, 843 Rush St. (Phone 39321). 
ILLINOIS TERMINALS—Chicago, 18th and Canal (Monroe 8888). 
PENNSYLVANIA TERMINALS—New Castle, 32 8. Beaver St. (Phone 
one At-5887). 


NORWALK,OHIO /// 1} 


ILLINOIS | INDIANA 


‘ 
‘ 
= 
Indienepolis 1 = 
TRATIC ew ve Leos ; te ketenes 7 Mansfield 


INSURANCE co) *Blanket Employees Bond 
— 0, $25/75,000 (The Connecticut (Fidelity & Casualty Co.). Also bonded 


ire Ins. Ce.). Lege So nes " by new A. T. A. bend. EQUIPMENT - 
*Property Damage, orkmen’s FF EN 317 tract 309 pany owned); 
Compensation, an mnie on sl _ a F wh os ~ 432 rote company owned): : Seven ime 
rmi e Travelers Cen lo reig: ssn., in 208 delivery truck ereopolis CX Pittsburg 
Seon Co. & The’ Niaadun Liability Ohio Motor Frt. Tariff Bureau -_ #( company owned) es 








Southwestern Freight Lines 


Dependable Interstate Motor Freight Transportation 
I. C. C. CERTIFICATE No. MC 59069 
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“‘Our Shippers’ Preference Is Our Best Reference”’ 


! 
' 
LOS ANGELES, CALIF. PHOENIX, ARIZ. TUCSON, ARIZ. EL PASO, TEX. l ‘ 
2045 Violet Street 230 North 9th Street 414 No. 5th Ave. 601 West San Antonio St. | ™ 
MI. 1154 Phone 3-6164 Phone 877 Main 2750 
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June 17, 1944 


A WAR-—PROVED FACT: 
As the war goes on, 


500,000 Dodge—built Army trucks... and hundreds 
of thousands of Dodge Job-—Rated trucks in 
essential home-front hauling... are emphatically 
establishing the fact that... IT'S A LONG WAY 

TO THE LAST MILE .. .OF A DEPENDABLE DODGE! 


DODGE DIVISION OF CHRYSLER CORPORATION 


pepenDABLe LJ 0 DD b = 
SERVICE 


~CARS AND TRUCKS. 





-- FACTORY ENGINEERED PARTS 


TUNE IN 
MAJOR BOWES, 
CBS, THURS, 
9 P.M. E.W.T. 


SOT \rane jajepalch— 
— on at = =i" Ee. “ Job Kited 
=e Pes TRUCKS 


2 


x 


NEW TRUCKS AVAILABLE 
9 


The Government has authorized the 
production of a limited number of new 
Dodge Job-Rated trucks for civilian use 
in essential occupations. If wartime 
regulations permit you to buy see your 
Dodge dealer for trucks to fit your job. 


4,500,000 TRUCKS, AND THEIR MILLIONS OF DRIVERS, ARE SERVING AMERICA’S VITAL HOME FRONT! 
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The efficiency of Truck - Trailer 
hauling is one reason why the 
Bell Aircraft Corporation can say 
in its- advertising: “While you 
read this magazine—we'll build 
another Airacobra.” 


Cobra Fangs [ 


SS OILED SAUMCSRE ENE AED 


THAT’S NOT exactly the way 
the call comes to Bell Aircraft, 
but it gives you the idea. 


In other words, the assembly 
plant, 15 miles away, wants a 
load of gun mounts for Aira- 
cobras. Or maybe it’s motors or 
propellers or fuselage forgings. 


But whatever it is, they’re 
wanted by Truck-Trailer! Why? 
Because that’s the way to get a 
big load there . . . quickly! 


Over-the-Road “Conveyor” 


Bell Aircraft depends on 
12 Fruehauf Truck-Trailers to 
carry 95 per cent of the ma- 
terial to the assembly plant 
from the factory and warehouses. 
Dispatching is precise .. . loads 
move like clockwork. Distances 
vary from 2 to 25 miles... 
load-weights from 5 to 15 tons. 
But Trailer flexibility takes it 
all in stride. 


Trucks alone, previously used 
for this work, carried two wing 
assemblies per load .. . the 





Trailers carry six. The trucks 


carried two motors... the Trail- 
ers, ten. The trucks, three pro- 
pellers .. . the Trailers, twenty. 


One truck-and-Trailer combina- 
tion does the work of three to 
seven trucks! 


75% Mileage Saving 


But the savings in vehicles, 
tires, gasoline and manpower 
don’t end there. Bell Aircraft 
uses only 4 trucks to pull 12 
Trailers. While one Trailer is 
being unloaded and a_ second 
loaded, the truck is en route 
with a third. Truck and driver 
are never idle. It all adds 
up, Bell executives say, to a 
saving of probably 75 per cent in 
road - miles, as compared with 
other hauling facilities. 


Most hauling problems are 
different, just as are Bell Air- 
craft’s. But Truck-Trailers usu- 
ally handle them better .. . and 
they often take on difficult jobs 
that couldn’t be handled by any 
other method. 


World’s Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER COMPANY @ DETROIT 


Service in All Principal Cities 


MOTOR TRANSPORT WILL GET YOUR WORK DONE! If you 
aren't using truck transportation, have you ever challenged 
your shipping costs and over-all efficiency with the job that 
professional haulers can do for you? Why not at least get 
the facts from a motor carrier and stack them up against your 


own records? 


FRUEHAUF 7@4ERS 


EA “ENGINEERED TRANSPORTATION” 
a 


REG. U. S. PAT. OFF 
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Back the Attack 
& BUY WAR BONDS > 
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